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TWENTY-SECOND  ANNUAL  REPORT. 


State  of  Illinois, 
Railroad  and  Warehouse  Commission, 
Springfield,  December  1,  1892. 

To  His  Excellency,  Honorable  Joseph  W.  Fifer,  Governor  of 
Illinois: 

We  have  the  honor  to  submit  to  you  the  twenty-second  an- 
nual report  of  the  Raih-oad  and  Warehouse  Commission  of  this 
State. 


tabulated  statistics. 

Attention  is  called   to  the  statistical  tables  contained  in  this 
report  which  ^ive  information  on  the  following  subjects,  to-wit : 

Classification  of  Railroads  and  Mileage. 

Railway  Capital  at  the  close  of  the  year  ending 
June'^30,   1892. 

Income  Account,  Entire  Line. 

Earnings  and  Income  in  Illinois. 

General  Expenditures  in  Illinois. 

Passenger  and  Freight  Traffic  in  Illinois. 

Classified  Freight  Traffic  in  Illinois. 

Employes  and  Salaries  in  Illinois  and  Entire  Line. 
Table  IX.  Average  Daily  Compensation  of  Employes  in  Illi- 
nois. 

Description  of  Equipment,  Entire  Line. 

Rails,  Ties,  Ballast,  Bridges,  etc.,  in  lUinois. 

Consumption  of  Fuel  by  Locomotives  in  Illinois. 

Accidents  in  Illinois. 

Taxes  paid  in  Illinois  in  1890,  1891  and  1892. 
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A  summary  of  the  tables  above  mentioned  is  as  follows: 

TABLE   I.      CLASSIFICATION   OF   RAILROADS   AND  MILEAGE. 

The  railway  mileage  of  this  State  on  June  30,  1892,  was  as 
follows : 


Miles. 

Miles. 

10,276.19 
1.082.61 
3,319.08 

Yard  track,  sid ings,  e .c 

Total 

14,677.88 

The  followino-  is  a  comparison  with  the  mileage  for  the  year 
ending  June  30,  1891 : 


Year. 

Main  Line. 

Second 

third  and 

fourth 

tracks. 

Sidings, 
etc. 

Total, 

1891  ... 

10,179.94 
10,^6.19 

1,05^.22 
1,082.61 

3,081.15       14,317.31 
3  319  08 i      14  677  88 

1892 

96.25 
.94 

26.39 
2.50 

Per  cent,  of  increase 

7  72               2  .W 

The  new  road  built  during  the  year  was  102.39  miles,  being 
an  increase  over  the  previous  year  of  52.19  miles,  or  102  per 
cent.  Illinois  still  leads  all  the  States  in  the  Union  in  the  total 
railway  mileage  constructed  and  in  6peration,  and  in  the  num- 
ber of  miles  of  railway  per  square  mile  of  territory. 


TABLE  II.      RAILWAY  CAPITAL  AT   THE  CLOSE   OF   THE   YEAR   ENDING 
JUNE  30,    1892. 

The  i-ailwaj'  capital  of  the  railroads  doing  business  in  the  State 
of  Illinois  is  as  follows: 


Capital  stock 

$875,359,740 

1,034.036.059 

68,003,791 

Funded  debt 

Current  liabilities 

Total 

SI  977  399.5'.>0 

$24,532 
28.854 
1,873 

Funded  debt  per  mile  of  road 

Total .  . 

56,259 

An  examination  of  this  table  shows  that  tlie  proportion  of 
capital  stock  to  the  total  railway  capital  is  44.26  per  cent.,  the 
proportion  of  funded  debt  to  the  total  railway  capital  is  53.79 
per  cent.,  and  the  proportion  of  current  liabilities  to  the  totnl 
railway  capital  is  2.95  per  cent. 


The  increase  in  the  total  railway    capital    as  compared   with 
last  year  is  |30,735,820. 

TABLE    III.      IVCOME    ACCOUNT— ENTIRE    LINE. 

The  followino:  statistics  are  2:athered  from  this  table: 


8306,618  Oil  79 

Operating  expenses 

206  0-19  93(»  77 

Income  from  operation 

100,568,081  02 

13.858,227  21 

.   114  426  308  23 

Total  income 

80,086,358  33 

36.616,701  29 
2  276  751  39 

Net  deficit,  (27  roads) 

Fifteen  operatino^  and  eleven  leased  or  subsidiary  roads  paid 
dividends  during  the  year  amounting  to  |25,32'7,515.47.  In 
1891  fourteen  operating  and  ten  leased  or  subsidiar3'  roads  paid 
dividends  amounting  to  |24,078,050.48.  The  dividends  paid 
during  the  year  ending  June  30,  1892,  show  an  increase  over 
the  dividends  paid  during  the  year  ending  June  30,  1891,  of 
11,249,464.99,  or  5.19  per  cent. 

The  following  roads  failed  to  earn  enough  to  pay  operating- 
expenses:  The  Centralia  &  Chester,  East  St.  Louis  Connecting 
and  Pawnee. 


A  comparison  of  the    roads    paying 
1892  is  shown  in  the  followins:  tables: 


^idends    in    1891    and 


Name  of  Company. 

1891. 

Per  cent 
on  Com. 
Stock. 

Per  cent 
on  Pref, 
Stock. 

81,407,560  00 

105,00(1  00 

21,0(10  0(1 

275,919  00 

100,(100  00 

3,445,804  00 

3,437,667  00 

2,500  00 

1, .5^2,153  00 

1,846,232  00 

120,000  00 

1,318,3J1  78 

2,2.50,000  00 

473,600  00 

3,215,322  50 

936,910  20 

24,HOO  00 

175,000  00 

222,110  00 

2,263,653  75 
75.000  00 

113,857  .50 

2.39,400  01 

177,000  75 

8 
7 

8 

Joliet  &  Chicago 

Mississippi  River  Bridge 

Chicago  &  Western  Indiana 

(i 

4.5 
10 

Chicago  &  Northwestern 

7 

Liverpool  Coal 

Chicago,  Milwaulvee  &  St.  Paul 

■r 

8 
3 

Peoria  &  Bureau  Vallev 

Cleveland,  Cincinnati,  Chicago  &  St.  Louis 

Illinois  C  ntral 

Lake  Erie  &  Western 

I 

6.5 
8 

Michigan  Central 

Jolii't  &  Nort  hern  Indiana 



Nt^w  York    Chicago  &  St.  Louis  

3  5 

1 

Pennsylvania  Company- 
Pittsburgh,  Ft.  Wayne  &  Chicago 

7 

5 

7 

Ptoek  Island  &,  Pe  iria 

St.  Louis,  Alton  &  1  erre  Haute— 
Belleville  &  Southern  Illinois 

8  93 

Terminal  Itjiilroad  Association— 

1   6  l.st 
1  3   2d 

7 

Terre  Haute  &  Indianapolis— 
St.  Louis.  Vandalia  &Terre  Haute 

$24,078,050  48 

1 

! 

Name  of  Company. 

1892. 

Per  cent 
on  Com. 
Stock. 

Per  cent 
on  Pref» 
Stock. 

Chicago  &  Alton 

81,407,560  00 

105,000  00 

21,000  00 

283,986  00 

•      225,000  00 

3,075,7.5  00 

3,628,719  75 

2,500  00 

1,572,613  00 

1,384,674  00 

120,000  00 

1,340,000  00 

2,250,000  00 

55,364  00 

532,800  00 

3.215,322  50 

1,030,601  22 

24,000  00 

150.000  00 

2,385,151  00 
895.573  00 
225,000  00 

102,000  00 
23,000  00 

239,400  00 

432,516  00 

8 
7 
7 

g 

Joliet  &  Chicago 

Mi  -  sissippi  River  Bridge 

6 

4.5 
6 

4.75 
10 

Chicago  &  Northwestern  ... 

7 

Liverpool  Coal 

Chicago,  Milwaukee  &  St.  Paul 

7 

Chicago,  Rock  Island  &  Pacific 

3 

8 
3 

5 

Peoria  &  Bureau  Valley                       ... 

Cleveland,  Cincinnati,  Chicago  &  St.  Louis 

5 

Illinois  Central 

Lake  Erie  &  Western            

4  5 

Lake  Shore  &  Michigan  Southern 

6.5 

Michigan  Central 

5  5 

8 

New  York,  Chi'-ago  &  St.  Louis 

3 

Pennsvlvania  Company- 
Pittsburgh,  Ft.  Wayne  &  Chicago 

7 

Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis 

Rock  Island  &  Peoria 

15 

St.  Louis,  Alton  &  Terre  Haute— 
Belleville  &  Southern  Illinois 

St.  Louis  Southern .  .  . 

5 

Terminal  Railroad  Association— 
St.  Louis  Bridge 

(  6  Ist 
1  3   2d 

7 

Terre  Haute  &  Indianapohs— 
St.  Louis,  Vandalia  &  Terre  Haute 

Total 

$25,327,515  47 

TABLE  IV.      EARNINGS  AND  INCOME   IN   ILLINOIS. 

The  earniiio's  and  income  in  Illinois  are  shown  in  the  follow- 
ing: 


Passenger  department- 

«17,228.466  54 
1,913.214  66 
1.451.095  48 

Mails  

Total,  including  miscellaneous           .... 

521,091.833  60 

Freight  department- 

$51,867,845  78 

$52,082,468  20 

Other  earnings  from  operation 

3  302  136  23 

876.476.438  03 
5,316.574  40 

Total  earnings  and  income 

881,793,012  43 

The  following  additional  facts  are  also  shown  in  tliis  table: 


Revenue  per  passenger  per  mile,  cents 

Passenger  earnings  per  train  mile,  dollar  and  cents 

Proportion  of  passenger  earnings  to  total  earnings,  per  cent 

Revenue  per  ton  of  freight  per  mile,  cents 

Freight  earnings  per  train  mile,  dollar  and  cents 

Proportion  of  fr;Mght  earnings  to  total  earnings,  per  cent 

Total  i-arnings  per  train  mile,  dollar  and  cents 

Propoition  of  total  earnings  to  total  income,  percent 

Proportion  of  income  from  property  owned  but  not  operated  to  total  In- 
come, per  cent 


2.0935 

81.01.632 

27.68 

.8618 

?1. 53.931 

68.12 

$1.35.393 

93.49 

6.51 


In  arriving  at  the  above  averages,  per  cents,  etc.,  only  those 
roads  which  have  made  complete  detailed  reports  are  taken  into 
consideration. 

In  the  passenger  department  these  figures  show  an  increase  over 
those  of  last  j^ear  of  $1,120,971.86,  or  6.96  per  cent,  in  the  re- 
ceij)ts  from  passengers,  an  increase  in  the  receipts  from  mails  of 
$247,677.91,  or  14.87  per  cent.,  an  increase  in  the  receipts  from 
express  and  extra  baggage  of  |S,125.2(),  or  5.6  per  cent,  and 
an  increase  in  the  total  receipts  from  passenger  department  of 
11,437,025.99,  or  7.31  per  cent. 

In  the  freight  department  there  is  an  increase  over  last  year 
in  the  receipts  from  freight  of  |5,962,864.98,  or  12.99  per  cent., 
and  a  total  increase  in  the  freight  department  of  |5, 951,442. 28, 
or  12.91  per  cent. 

The  receipts  from  miscellaneous  sources  of  operation  show  an 
increase  over  the  receipts  of  last  year  of  $991, 981. 09,  or  42.94 
per  cent. 

The  total  earnings  from  operation  show  an  increase  over  the 
receipts  of  last  year  of  |8,B80,449.36,  or  12.30  per  cent.,  and 
the  total  earnings  and  income  show  an  increase  of  $8,293,- 
845.99,  or  11.28  per  cent. 

The  following  table  gives  a  comparison  of  the  earnings  of  the 
passenger  and  freight  departments  in  Illinois  for  the  last  four 
years : 


Passenger. 

Freight. 

1889 

817,494.685  97 
17,463,866  77 
19,654,807  61 
21,091,833  60 

$39,706,082  40 

1890 

44,133,597  31 

1891 

46,131,025  92 

1892 

52,082,468  20 

TABLE  V.       GENERAL  EXPENDITURES  IN   ILLINOIS. 

The  total  expenditures  in  Illinois  for  the  year  were  $71,686,- 
106.54,  divided  as  follows :— Operating  expenses.  $50,457,- 
276.36,  or  70.38  per  cent,  of  the  total:  and  fixed  charges.  $21,- 
228,830.18,  or  29.62  per  cent,  of  the  total. 

The  operating  expenses  for  the  year  are  divided  as  follows : 


Maintenance  of  way  and  structures. 

Maintenance  of  equipment 

Conducting  transportation 

General  expenses 

Total 


19,490,843  06 
8,155.071  87 

26,754,898  69 
6,056.462  74 


850,457,276 


This  table  also  shows  the  folio wiDg- 


Per  cent,  of 

total  operat'g 

expense. 

Per  cent  as- 
signable to 
pas'gr.  traffic. 

Per  cent,  as- 
freight  traffic. 

Maintenance  of  way  and  structures 

18.80 
16.16 
53.02 
12.02 

36.94 
26.56 
29.95 
38.09 

63  06 

73  44 

Conducting  transportation  .  . 

70  05 

61.91 

Total  

31.53 

68.47 

Proportion  of  operating-  expenses  to  operating-  income,  65.98 
per  cent. 

These  figures  show  an  increase  over  the  operating  expenses  of 
last  year  of  |5,322,231.17,  or  11.79  per  cent. 

The  following-  is  a  comparison  of  the  operating  expenses  in 
Illinois  for  the  last  four  years: 


The  fixed  charges  are  divided  as  follows 

Interest 

Rents 

Taxes  

Miscellaneous 

Total 


^39.292,024  43 
40,059,894  30 
45,135,045  19 
50,457,276  36 


,669,947  47 
482,858  22 
350,990  00 
7-25.034  49 


521, 


Attention  is  called  to  the  following  summary  and  deductions 
from  this  table: 


Average  cost  of  carrying  one  passenger  one  mile cents 

Cost  of  running  passenger  train  one  mile " 

Cost  of  carrying  one  ton  of  freight  one  mile " 

Cost  of  running  freight  train  one  mile dollar  and  cents 

Average  cost  per  train  mile  of  ail  trains  earning  revenue " 


1.91.53 

76.876 

.51)808 

Sl.01.157 

90.699 


Additional  Results  Deduced  from  Tables  IV  and  V  for  the  yeai 
ending  June  SO,  1SDL\ 


PASSENGER  SEBVICE. 

Revenue  per  passenger  per  mile 

<>finf-e 

2  0935 

1.9153 

Difference..         ... 

cents 

1782 

Revenue  per  train  mile,  passenger  trains 

Average  cost  of  running  a  passenger  train  one  mile 

Difference 



cents 

fATite 

SI. 01. 632 
7t!.s<76 

24  756 

FREIGHT  SEEVICE. 

Eevenuc  per  ton  of  freight  per  mile 

Average  cost  of  carrying  one  ton  one  mile. 

cents 

.8618 
.5680 

Difference 

cents 

.2938 

Average  cost  of  running  afreiglit  train  one  mile 

1.01.157 

TABLE   VI.      PASSENGER   AND   FREIGHT   TRAFFIC   IN    ILLINOIS. 

This  table  shows  the  following: 


Pas.senger  traffic- 
Number  of  passengers  carried  earning  revenue 

Number  of  passengers  carried  one  mile 

Average  disran'^e  carried— miles 

Average  amount  i  eceived  from  each  passenger— cents 
Passenger  earnings  per  mile  of  road 

Freight  traffic- 
Number  of  tons  carried  earning  revenue 

Number  of  tons  carried  one  mile 

Aveiagc  distance  haul  of  one  ton— miles 

Average  amount  received  for  each  ton— cents 

Freight  eai  nings  per  mile  of  road 

Gross  earnings  from  operation  per  mile  of  road 

Expenses  per  mile  of  road 

Net  earnings  per  mile  of  road 


36,282,537 

729,603,484 

24.44 

51.16 

«2, 144.75 


59,441,336 

5,246.210,652 
91.92 
79.216 
S5,293.57 
7,772.93 
5,128.39 
82,644.54 


Attention  is  called  to  the  following  comparative  summary  for 
the  years  1892  and  1891: 

Comparative  Summary  of  Passenger  and  Freight  Service  for  the 
vears  ending  June  30,  1892  and  1S91. 


Item. 

1892. 

1891. 

Increase. 

Decrease. 

Passengers  carried .... 

36,282,537 

729,663,484 

84,447 

59,441,336 

5,246,210,552 

626.425 

18,042,798 

40 

21.44 

29,159.471 

179.91 

91.92 

32,178,183 

720,695,214 

74,987 

54.048,8157 

4,957,155,440 

522, 9U2 

17,373  493 

4,104.354 

8,968.270 

-  9,460 

5.392,4119 

289,055,112 

103,523 

669,305 

Pa-sengers  carried  one  mile 

Passenger  train  mileage 

41 

1 

Average  journey  per  passenger— miles 

22.49 

27,247,782 

181.96 

94.39 



1.95 

Average  number  of  tons  in  train  .. 

2.0.5 

Comparative  Summary  of  Besults  Deduced  from    Tables  IV,  V 
and  VI  for  the  veais  ending  June  SO,  1892,  1S91,   1890  and 

1889. 


Revenue  per  passenger  per  mile cents 

Average  cost  of  carrying  one  passenger  one  mile " 

Revenue  per  ton  of  f cei  .'ht  per  mile " 

Average  cost  of  carrying  one  ton  one  mile " 

Keveniie  per  train  mile,  passenger  train " 

Average  cost  of  running  a  passenger  train  one  mile..     " 

Revenui^per  train  miln",  fr<Mght  train 

Average  cost  of  running  a  freight  train  one  mile 

Revenue  per  train  mile,  all  trains 

Average  cost  of  running  a  train  one  mile,  all  trains..  ..cents 
Percentage  of  operating  expenses  to  operating  income.... 
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A  number  of  the  roads  doino;  a  larg-e  business  in  the  state 
have  failed  to  report  the  necessary  data,  therefore  making  it 
impossible  to  give  averages,  etc.,  which  will  apply  to  the  whole 
state.  The  averages,  etc.,  as  shown  above  are  only  for  those 
roads  which  have  made  full  reports. 

TABLE  VII.      CLASSIFIED  FREIGHT   TRAFFIC  IN  ILLINOIS. 

This  table  shows  that  the  railroads  carried  in  Illinois  during 
the  year  62,021,974  tons  of  freight,  which  is  an  increase  over 
the  previous  year  of  5,448,625  tons,  or  9.63  per  cent.  The  fol- 
lowing is  a  classified  comparison  of  the  tonnage  for  the  years 
1891  and  1892: 


1891. 
Tons. 

1 

1892. 
Tons. 

9,943,724 

5,900,568 
17,598,520 
3,990,22:h 
3,2119,629 
6,394,117 
646,990 
9,699,578 

12  817  446 

Products  of  animals 

5,260,707 
19,862,729 
4,527,671 
3,534,774 
6,721,551 
531,049 

Merchandise                     .  . 

Manufactures  

Ice 

8,766,047 

56,573,349 

62.021.974 

TABLE     VIII. 


EMPLOYES     AND     SALARIES     IN     ILLINOIS      AND 
ENTIRK   LINE. 


The  total  number  of  employes  in  Illinois  for  the  year,  as  shown 
by  this  table,  was  66,680,  and  their  aggregate  annual  salary 
was  $40,072,676.88.  This  is  an  increase  during  the  year  of 
5,712  employes,  or  9.36  per  cent.,  and  an  increase  in  the  com- 
pensation paid  of  13,184,025.81,  or  8.63  per  cent. 

The  following  table  shows  the  division  of  the  employes: 


General  officers 

General  office  clerks. 

Station  agpnts 

other  station  men... 

Enginemen 

Fir 


Conductors 

Other  train  men 

Machini-ts 

Carpenters  

Other  shopmen 

Section  foremen 

Oth  r  trackmen 

Switchmen,  linemen  and  watchmen 

Telegraph  oi>erator'*  and  dispatchers. .. 
Employes,  account  floating  equipment. 
All  other  employ  es  and  laborers 

Total 


2.800 
2,080 
7.922 
3.039 
3,149 
2,044 
4,626 
2,339 
3.566 
7,798 
1,976 
11,817 
5.261 
1,542 
52 
6,330 

66.680 
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On  the  entire  lines  of  the  roads  reporting'  to  this  Commission, 
as  shown  by  this  table,  there  were  211,916  employes  during^ 
the  year,  and  their  ao;greoate  annual  salary  was  |128,310,- 
961.56. 


TABLE  IX.      AVERAGE    DAILY    COMPENSATION 
ILLINOIS. 


OF    EMPLOYES     IN 


The  hig:hest  and  the  lowest  average  daily  compensation  of  the 
different  classes  of  employes,  as  taken  from  this  table,  is  shown 
in  the  following;: 


Highest 

daily 
compen- 
sation. 

Lowest 

daily 
compen- 
sation. 

General  oflBcers            

S23  96 
5  11 
4  74 

3  57 

4  87 

2  65 

3  70 

2  37 

3  44 
2  50 
2  95 
2  30 
2  38 
2  61 
2  62 
2  14 

4  43 

U  09 

]  28 

1  05 

Other  station  men                    

66 

1  98 

1  50 

Conduc'ors                                                    

99 

83 

1  59 

Carpenters                    ..                             ...         

1  43 

1  00 

Section  foremen 

1  00 

Otlier  trackmen                                ....                  

95 

83 

Telegraph  operators  and  dispatchers 

1  30 

Employes   account  floating  equipment 

1  25 

65 

TABLE  X.      DESCRIPTION   OF  EQUIPMENT   ENTIRE   LINE. 

A  summary  of  this  table  shows  the  following: 


Class  of  Equipment. 

Number. 

Number 

fitted 

with 

train 

brake. 

Per  cent, 
of  total. 

Number 

titted 
with  au- 
tomatic 
coupler. 

Per  cent, 
of  total. 

Locomotives— 

2,004 
4,389 
1,375 

Totals    

7,768 

5,849 

75.29 

416 

5.35 

Cars- 
Passenger  service        .           

5.780 

233.531 

7.668 

16,369 

5,722 

34,859 

106 

512 

99.99 
14.92 
1.38 
3.31 

5,661 

43,856 

3S7 

2.309 

97.94 

18.78 

5.04 

Fast  freight  line  service            .         .... 

14.10 

Totals 

263,348 

41.229 

15.65 

52.213 

19.82 

.._a.' 

Total  cars  and  locomotives  owned 

271,116 
14,92!) 

47.078 
2,054 

17.36 
13.76 

52,629 
1.415 

19. 4t 

9.48 

Total  equipment 

236,045 

49, 132 

17.17        54.044 

18.89 
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A  comparison  of  these  figures  with  the  equipment  reported 
for  last  year  shows  an  increase  in  the  number  of  locomotives  of 
441,  or  6.01  per  cent. ;  an  increase  of  477  passenger  cars,  or  9 
per  cent. ;  an  increase  in  the  number  of  freight  cars  of  18,416, 
or  8.56  per  cent.;  an  increase  in  the  number  of  cars  in  com- 
pany's service  of  996,  or  14.92  per  cent. ;  a  decrease  in  the 
number  of  cars  contributed  to  fast  freight  hue  service  of  382, 
and  a  total  increase  in  the  number  of  cars  and  locomotives 
owned  of  19,948,  or  7.94  per  cent.  In  cars  and  locomotives 
leased  there  was  a  decrease  of  7,044,  or  32.05  per  cent. 

The  increase  in  the  number  of  train  brakes  and  automatic 
couplers  on  equipment  owned  was  as  follows : 


' 

Number 
train 
brakes. 

Number 
automatic 
couplers. 

928 
472 
16,896 
27 
269 

18,582 

78 

Passenger  service  .        

461 

Preisbt  service                                                                     ..              

20  261 

199 

Fast  freight  line  service                            ...           

596 

Total                                                 

21,595 

TABLE  XI.      RAILS,   TIES,    I5ALLAST,    BRIDGES,    ETC.,    IN   ILLINOIS. 

This  table  Shows  the  following': 


Iron  rai  s  on  road  in  Illinois,  main  line  anW  branches,  miles 
steel  rails  on  road  in  Illinois, 

Tons  of  steel  rails  relaid  during  the  year 

Ties  relaid  during  the  year 

Number  of  stations 

Ballast: 

Miles  of  stone 

Miles  of  gravel 

Miles  o'  ctntlers 

Miles  of  earth 

Miles  of  s  ag 

Miles  of  sand 

Bridges: 

Number  of  stone 

Numoer  of  iron 

Number  o'  wooden 

Number  of  combination 

Aggregate  length  in  feet 

Tre-tles: 

Number 

Aggregate  length  in  feet 

Ovcrhean  highway  crossings: 

Number  ot  bridges 

Nuirdier  of  conduits 

Number  of  trestles 

Overlii-ad  railway  cros-ings: 

Niimhci'  1)1  l)ridg  s 

Nuinlxr  (if '-onduits 

Niinil.r.of  lirstles 

N;imliiT  ■.nnmi.'ls 

Nurahrr  ol' grade  highway  crossings 


700.61 
9,138.20 
46,176.13 
,415,018 
2.454 

1,204.85 

4.220.83 

648.53 

3,390.95 

136.92 

111.75 

779 

776 

1,387 

61 

238,445.95 

10.009 
767,5ti3.48 

71 

3 

133 

28 
4 
22 
"3 
11.792 
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TABLE   XII.      CONSUMPTION    OF    FUEL    BY    LOt^OMOTIVES   IN   ILLINOIS. 

This  table  shows  the  amount  of  fuel  consumed  by  locomotives, 
the  number  of  miles  run,  and  the  average  number  of  pounds 
consumed  per  mile.  It  shows  that  during  the  year  there  was 
consumed  2,960,019  tons  of  fuel  in  runnino'  72,650,65/  miles, 
or  an  average  of  81.65  pounds  per  mile.  The  cost  of  coal  at 
distributing  points  varied  from  60  cents  to  |2.55  per  ton,  and 
the  cost  of  wood  ranged  from  50  cents  to  $3.68  per  cord. 


TABLE   XIII.      ACX:;iDENTS   IN    ILLINOIS. 

A  comparison  of  the  summaiy  of  this  table  with  that  of  last 
year  is  as  follows: 


1892. 

1891. 

KiUed. 

Injured. 

Killed. 

Injured. 

25             20.'; 

39 
195 
434 

218 

477 

1.727 
508 

others 

407 

Totals ■ 

720 

2.440 

668 

1.898 

The  foregoing  shows  a  decrease  in  the  number  of  passengers 
killed  during  the  year  of  14,  or  35.90  per  cent.;  a  decrease  of 
31,  or  13.13  per  cent,  in  the  number  of  passengers  injured;  an 
increase  of  23,  or  11.79  per  cent,  in  the  number  of  employes 
killed  ;  an  increase  of  472,  or  37.61  per  cent,  in  the  number  of 
employes  injured ;  an  increase  of  43,  or  9.91  ])er  cent,  in  the 
number  of  others  killed;  an  increase  of  101,  or  24.81  per  cent, 
in  the  number  of  others  injured;  an  increase  of  52,  or  7.78  per 
cent,  in  the  total  number  killed,  and  an  increase  of  542,  or 
28.55  per  cent,  in  the  total  number  injured. 

The  causes  of  accidents  are  shown  in  the  following  table: 


Killed. 

Injured. 

Coupling  and  uncoupling  .      .              .                                              .... 

45i             6li9 

421             186 

Overhead  obstructions .•..                    

51               12 

Collisions  

32  i             171 

10!                 r,H 

Other  train  accidents 

67 

97 
70 
352 

116 

At  highway  crossings ....         ,.               

130 

123 

980 

Totals..  ... 

720 

2  440 

14 

The  foreo;oing  shows  an  increase  in  the  fatalities  caused  by 
accidents  at  hio:hway  crossinjys,  at  stations  and  from  other 
causes.  In  this  connection  it  may  be  of  interest  to  state  that 
of  the  total  number  of  employes  in  Illinois — 66,620 — one  death 
occurred  for  every  305  employed,  and  one  injury  for  every  38 
employed.  Last  j-ear  for  every  312  employes  there  was  one 
death  and  one  injury  for  every  48  employes.  Of  the  218  em- 
ployes killed,  45,  or  20.64  per  cent.,  met  death  while  coupling 
and  uncoupling  cars  and  eno-iues;  and  of  the  1,72?  employes  in- 
jured, 669,  or  38.73  per  cent.,  were  injured  while  couphng  and 
uncoupling'  cars  andeno-jnes.  One  of  the  most  fatal  classes  of 
accidents  to  which  trainmen  are  subject  to  is  falling  from  trains 
and  engines.  The  statistics  for  this  year  as  compared  with  those 
for  last  year  show  a  slight  decrease  in  the  number  killed,  but 
quite  an  increase  in  the  number  injured  from  this  cause. 

TABLE  XIV.      TAXES   PAID  IN  ILLINOIS  IN   1890,    1891   AND   1892. 

A  comparison  of  the  amount  of  taxes  paid  in  Illinois  during 
the  last  three  years  is  found  in  this  table.  Of  the  amount  of 
taxes  reported  by  the  Illinois  Central  Kailroad  Co.,  |571,724.72 
thereof  is  7  per  cent,  of  the  gross  receipts  paid  to  the  State,  and 
is  included  in  the  total  amount  of  taxes  reported  paid  by  this 
company. 

PROSPERITY  OF  THE  PAST  YEAR. 

The  foregoing  summary  and  tables  show,  on  the  whole,  a  con" 
siderable  increase  in  the  business  and  earnings  of  the  railroads 
of  the  state,  and  a  corresponding  increase  in  their  expenses. 
With  this  increase  in  the  volume  of  business  it  will  be  noted 
with  regret  that  there  has  come  a  corresponding  increase  in  the 
number  of  railway  employes  injured  and  killed.  This  does  not, 
however,  apply  to  the  passengers  transported,  for,  while  the  rail- 
roads of  the  state  in  the  year  ending  June  30th,  1892,  carried 
in  round  numbers  four  million  (4,000,000)  more  passengers 
than  in  the  previous  year,  fewer  passengers  were  killed  and  in- 
jured this  year  than  last.  This  shows,  we  think,  that  the  con- 
ditions of  passenger  travel  have  been  made  better  and  safer; 
and  is  an  index  of  the  general  modern  tendency  toward  im- 
proved passenger  equipment  and  management. 

DUTIES    OF    THE    COMMISSION. 

Th'e  more  important  duties  of  this  Board  naturally  group 
themselves  undei-  the  following  heads: 

(1.)  The  making  of  schedules  of  maximum  rates,  and  their 
amendment  from  time  to  time  as  experience  may  dictate. 

(2.)  The  enforcement  by  prosecutions  of  the  statutes  against 
extortion  and  unjust  discrimination. 
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(3.)  The  hearino:  and  deciding-  of  crossing-  cases  under  the 
Act  of  1.889:  and  also  of  cases  for  the  protection  of  grade 
crossings  under  the  Interlocking  Act  of  1891,  in  tvhich  classes  of 
cases  the  Commission  performs  a  quasi  judicial  function. 

(4.)  Precautions  to  secure  the  proper  and  safe  physical  con- 
dition of  road-beds,  bridges  and  trestles. 

(5.)  The  making  and  enforcing  of  proper  rules  for  the  in- 
spection of  grain  in  the  several  inspection  departments  of  the 
state,   particularly  in  the  city  of  Chicago. 

(6.)  The  general  supervision  of  warehouses  of  class  ''A,"  and 
of  the  warehousing  of  grain  therein,  registration  of  warehouse 
receipts,  etc. 

Causes  of  complaint  frequently  arise  not  included  within  the 
specific  powers  granted  to  the  Commission.  Where  able  to  do 
so  we  have  not  hesitated,  upon  such  grievances  coming  to  our 
notice,  to  interpose  our  good  offices  with  the  railroad  com- 
panies of  the  state,  and  in  this  way  the  Commission  has  been 
able  to  smooth  out  many  complications  between  the  companies 
and  their  patrons  to  the  mutual  benefit  of  both. 

THE   "j.    S.    E.   LINE." 

While  the  physical  condition  of  the  railroads  of  Illinois  has, 
in  general,  undoubtedly  improved,  there  are  a  few  instances  in 
which  certain  managers,  have,  we  think,  disregarded  in  some  de- 
gree the  safety  and  rights  of  the  public.  One  instance  of  such 
a  management  is  that  of  what  is  known  as  the  ''J.  IS.  E.  Line." 
Under  that  designation  a  line  of  road  is  operated  from  Pekin 
to  East  St.  Louis  by  way  of  Jacksonville  and  Litchfield ; 
another  from  Havana  to  Springfield;  another  from  Springfield 
to  Litchfield;  another  from  Litchfield  to  Drivers;  and  yet 
another  from  Barnett  to  Columbiana. 

The  pai-ticular  lines  of  this  company  between  Havana  and 
Springfield,  and  between  Springfield  and  Litchfield,  are  in  so 
bad  a  condition  as  to  render  them  scarcely  fit  for  use. 

Managers  having  a  proper  regard  for  the  safety  of  the  public 
if  opei-ating  such  lines  at  all,  would,  it  seems  to  us,  Hmit  the 
speed  of  their  trains  to  twelve  (12)  or  fifteen  (15)  miles  per 
hour.  We  have  ordered  extensive  repairs  and  improvements 
made  on  these  lines  but  the  disregard  of  this  management  to 
previous  recommendations  of  the  Commission,  looking  to  the 
betterment  of  their  roads,  and  their  defiance  of  law  in  the  mat- 
ter of  reporting,  does  not  encourage  us  to  hope  that  our  recom- 
mendations will  have  attention  before  they  are  put  into  the 
form  of  positive  court  orders. 
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A    BETTER   LAW   NEEDED. 


We  call  the  attention  of  your  excellency  to  the  defective  and 
inadequate  state  of  the  law  of  Illinois,  for  compellino-  repairs 
to  defective  roadways  and  bridges.  The  act  passed  in  1887.  on 
this  subject  might  properly  have  been  entitled,  "An  act  to  pro- 
vide for  certain  circumlocutions  without  practical  effect  in  the 
case  of  bad  bridges  and  defective  roadways.''  The  statute  says, 
in  substance,  that  if  the  Commissioners  find  out  that  any  rail- 
road is  unsafe  and  out  of  repair,  they  may  cause  it  to  be  in- 
spected by  a  competent  engineer,  and  after  such  inspection,  if 
the  CommissiQuers  are  satisfied  that  the  defects  found  ought  to 
be  remedied,  it  shall  be  their  duty  to  "recommend'"  to  the  com- 
pany operating  the  road,  that  the  repairs  deemed  to  be  neces- 
sary shall  be  made.  Then  it  is  made  the  duty  of  the  Commis- 
sion, after  "recommending,"  to  set  a  day  and  give  the  derelict 
company  '  an  opportunity  for  a  full  and  fair  hearing  on  the 
subject  of  such  investigation  and  recommendation."  After  hav- 
ing held  the  hearing  as  directed,  if  the  managers  of  the  com- 
pany have  been  unable  to  convince  the  Commissioners  that  rot- 
ten bridges,  open  joints,  broken  ties,  and  dilapidated  rails  are 
a  perfectly  safe  means  of  transportation,  and  the  Commission- 
ers are  still  obdurate  enough  to  believe  that  the  repairs  for- 
merly recommended  should  be  made,  then  the  Commissioners 
are  directed  to  fix  a  time  within  which  the  necessary  repairs 
and  renewals  shall  be  made  by  the  company. 

The  act  proceeds  to  say  that  "it  shall  be  the  duty  of  the 
corpoi'ation  or  person  owning  or  operating  said  railroad  to 
comply  with  such  recommendations  of  said  Board  as  are  just 
and  reasonable.'' 

It  is  then  further  provided  that  the  courts  shall  have  power 
to  compel  compliance  with  the  orders  of  the  Commission  by 
mandamus.  All  of  which  we  suppose  means  that  after  the 
Commissioners  have  held  the  "full  and  fair"  hearing  provided 
for  by  the  act,  the  whole  question  as  to  whether  their  recom- 
mendations are  just  and  reasonable,  and  whether  the  road 
really  needs  repairs  is  still  to  be  litigated  before  a  judicial 
tribunal.  It  seems  to  your  Commissioners  that  the  judicial  i)ro- 
ceeding  (;ould  with  great  propriety  be  taken  in  tlie  first  in- 
stance, thus  saving  delay,  and  avoiding  a  great  many  circum- 
locutions which  are  without  binding  force.  It  is  the  duty  of 
railroad  n)anagers  to  know  the  condition  of  theii'  own  roads, 
and  it  can  never  be  necessary  to  inform  managers  through  a 
hearing  before  the  Railroad  Commission  that  their  roadbed  and 
bridges  are  out  of  order.  Managers  who  do  not  keep  them- 
selves advised  in  these  particulars  are  unfit  to  have  the  lives 
and  limbs  of  the  public  entrusted  to  their  kee|)ing. 

Inasmuch  as  the  physical  condition  of  roads,  and  Hie  aihjp- 
tion  of  safety  appliances  and  improvements  has  come  to  be  a 
matter  of  the  highest  importance,  we  r(^s]iectfully    submit  that 
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further  legislation  is  needed  empowerino;  the  Railway  Commis- 
sioners to  deal  in  a  more  summary  manner  with  companies 
whose  managers  persist  in  disregarding  the  safet}^  of  the  public. 

DUTIES    OP    CONSULTING    ENGINEER. 

The  last  General  Assembly  appropriated  the  sum  of  |-^,000  per 
annum  for  a  consulting  engineer,  to  work  under  the  direction  of 
the  Commission.  In  pursuance  of  this  act  Mr.  Charles  Hansel  was 
appointed  to  the  place,  and  has  filled  the  same  with  ability  and 
to  the  entire  satisfaction  of  the  Commission.  There  exists  great 
necessity  for  a  continuance  of  this  office,  and  for  a  further  ap- 
propriation to  enable  the  office  to  be  maintained. 

The  examination  of  defective  bridges,  trestles  and  roadways 
requires  an  experienced  engineei',  and  his  task  is  not  by  any 
means  light.  Inspections  of  railways  made  at  leisure  and  ease 
from  the  rear  end  of  the  genei  al  manager's  car  are  of  very  lit- 
tle practical  value.  In  the  first  place,  it  is  not  the  good  roads, 
but  the  poor  and  bad  ones,  which  require  inspection,  and  on 
these  the  work  has  need  to  be  very  thorough.  The  inspector 
should  be  an  expert  who  thoroughly  understands  track  and 
grade  work.  In  making  inspections  he  should  use  a  hand  or 
velocipede  car,  or  else  go  on  foot.  The  strength  and  ]uobable 
duration  of  each  bridge  should  be  carefully  estimated;  condi- 
tion of  iron,  ties  and  joints  noted,  and  a  record  of  all  these 
things  preserved  in  the  oflfice  for  future  reference. 

The  results  of  some  of  the  careful  work  done  by  Mr.  Hansel 
in  these  particulars,  and  particularly  the  results  of  his  expert 
knowledge  and  skill  in  directing  the  proper  protection  of  grade 
crossinoy  are  now  beginning  to  be  seen  in  the  decreased  injuries 
to  passengers  shown  in  the  statistics  herewith  furnished. 

In  the  matter  of  the  protection  of  crossings  alone,  a  subject 
which  has  of  late  become  an  important  part  of  the  duties  of 
the  Railway  Board,  enough  woik  is  found  to  employ  at  least 
one-half  of  the  Consulting  Engineer's  time.  Besides  the  work 
done  in  the  field  in  connection  with  interlocking,  it  is  very 
necessary  that  accurate  and  complete  records  of  all  interlock- 
ing plants  authorized  in  the  state  be  kept  in  the  office  of  the 
Commission.  It  is  only  in  this  manner  that  the  permits  issued 
by  the  Commission  to  run  these  crossings  without  stopping 
can  be  protected  from  abuse  thiough  changes  made  in  the  in- 
terlocking systems  after  the  granting  of  the  permits.  Without 
a  record  kept  in  the  office  theie  would  be  no  means  of  deter- 
mining, when  the  question  should  arise  in  any  case,  whether 
changes  had  been  made  which  would  invalidate  the  permits 
issued. 

Mr.  Hansel,   Avho    is    an    expert    draftsman,  has    instituted    a 
method  of  recording  plats  of  interlocking  ])]ants  which  we  deem 
veij^  excellent,  and   which  is  of    high  importance  to  the  proper 
management  of  that  part  of  the  business. 
—2  R.  R. 
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An  able  and  instructive  report  made  to  us  by  Mr.  Hansel, 
setting  forth  the  results  of  his  study  of  railway  safety  appli- 
ances, etc.,  will  be  found  printed  in  the  appendix"^of  this*^ report. 

THE  INSPECTION   OF  GRAIN. 

A  number  of  inspection  departments  have  in  the  last  three 
years  been  established  outside  of  the  city  of  Chicago.  None  of 
these,  however,  Lave  much  business  compared  with  that  done  by 
the  Chicago  department,  which  is  justly  celebrated  in  the  large 
amount  of  grain  which  it  examines  and  grades,  and  also  in  the 
wonderful  uniformity  which  it  has  maintained  in  its  inspection. 
We  think  it  is  safe  to  say  there  is  no  system  of  inspection  in 
the  world  equal  to  that  of  Chicago.  While  other  cities  have 
been  lowering  their  standards  for  the  purpose  of  attracting  grain 
to  their  markets,  Chicago  has  demonstrated  the  better  policy  of 
maintaining  high  and  uniform  standards.  The  benefits  of  this 
are  apparent  in  two  marked  particulars:  First— The  business  of 
the  inspection  department  of  Chicago  and  of  the  grain  trade  of 
the  city  is  growing  at  a  rapid  rate,  thus  wholly  disproving  the 
declarations  of  those  who  have  insisted  that  the  rigid  inspection 
of  grain  of  Chicago  was  rapidly  driving  trade  from  the  city. 

Second — The  uniformity  maintained  has  made  the  certificates 
of  Chicago  inspection  good  the  world  over.  Grain  can  be  sold 
upon  these  certificates  in  New  York  or  anywhere  in  Europe 
re  iched  by  our  cereal  produce.  This  is  not  believed  to  be  true 
of  the  inspection  of  any  other  western  city,  and  is  perhaps  not 
true  even  of  New  York  inspection. 

The  Chief  Inspector's  report  shows  the  inspection  by  the  Chi- 
cago department  in  i-ound  numbers  of  two  hundred  and  forty- 
seven  million  (247,000,000)  bushels  of  grain;  and  while  the  in- 
spection of  so  enormous  a  quantity  could  not  take  place  with- 
out some  complaints,  it  is  pleasant  to  note  that  the  grading  of 
only  the  smallest  fraction  of  this  grain  has  been  the  subject  of 
contention  or  dispute.  In  the  report  of  the  Chief  Inspector  will 
be  found  a  very  interesting  account  of  the  requisites  of  good  in- 
spection, and  of  the  manner  in  which  the  work  is  actuall^^  done 
in  the  Chicago  department. 

STORAGE  OF   GRAIN. 

The  report  of  Captain  TuiUbull,  Registrar  of  Warehouses, 
which  accompanies  this  and  will  be  printed  with  it,  shows  that 
of  the  two  hundred  and  forty-seven  million  (247,000,000) 
bushels  of  grain  inspected  and  graded  by  the  Chicago  dei)art- 
ment,  one  hundi-ed  and  ten  milHon  (110,000,000)  bushels  went 
into  store  in  the  warehouses  of  class  "A."  This  is  a  large 
amount  compared  with  former  years,  but  is  much  less  than  half 
the  grain  inspected  by  the  department.  Much  grain  dcstinc^d  for 
the  eastern   market  is  ti-ansferred  in  Chicago,   and  nearly  all  of 
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this  is  inspected  by  the  department.  These  inspections  are  made 
upon  the  voluntary  call  of  the  owners  of  the  grain,  the  only  in- 
spection which  is  compulsory  beino-  that  of  grain  going  into 
store  in  warehouses  of  class  "A."  The  fact  that  so  much  grain 
is  inspected  of  which  the  law  does  not  compel  the  inspection,  is 
proof  of  the  high  estimation  in  which  owners  and  shippers  of 
grain  hold  the  certificates  of  the  Chicago  department. 

It  is  proper  to  acknowledge  here  the  efficient  aid  which  your 
Commissioners  have  had  in  the  discharge  of  their  official  duties 
from  their  able  corps  of  assistants.  Mr.  Hansel,  the  Consulting 
Engineer,  has  already  been  mentioned.  The  Secretary,  Mr. 
Paddock,  has  received  valuable  aid  in  his  labors  from  Mr.  F. 
C.  Dodds,  clerk  in  the  Department  of  Suits  and  Investigations. 
Mr.  Dodds  has  been  uncommonly  diligent  and  faithful,  and  is 
a  competent  and  obliging  stenographer.  The  Secretary,  Mr. 
Jas.  H.  Paddock,  through  a  long  and  varied  experience  in  pub- 
lic stations,  has  become  perhaps  as  thoroughly  conversant  with 
public  affairs  as  any  man  in  the  State.  In  former  reports  we 
have  taken  occasion  to  remark  upon  his  very  valuable  services 
as  Secretary  of  the  Railway  Commission.  His  continued  service 
adds  more  and  more  to  our  appreciation  of  his  character  and 
of  his  ability  as  a  public  official.  His  services  might  almost  be 
termed  invaluable. 

FINANCIAL    STATEMENT. 

The  state  of  the  funds  appropriated  for  our  use 
the  following: 


is  shown  in 


OFFICE  EXPENSES. 

Unexpended  appropriation  December  1    1891 

«3,357  24 

4,0  0  09 

Total 

87,357  24 

Expended— 

Secretary's  salary                 ....                                

$1,500  00 
C90  00 
107  85 
587  50 
200  00 

307  25 
138  01 
48  Oil 
221  00 
93  30 
36  00 
63  63 
12  00 

Janitor's  salary 

Binding  and  mounting  maps                              

Express   freight  and  drayage                     ....              .        

Telephone 

Ice  

Total 

84.044  04 

Unexpended  balance  December  2.  1892 

- 

83,313  29 

SUITS  andIinvestigations. 
Unexpended  appropriation  December  3  1891                                 

^.750  00 

4,000  00 

Total 

87.750  00 

Expended— 

S2.212  35 

1,500  00 

Clerk  hire  and  stenographer                                   

Total 

83.712  35 

Unexpended  balance  December  2.  1892 

84.037  65 
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KAILEOAD  MAPS. 

SI, 200  00 

Appropriation  for  year  ending  June  3©  1893         

1  200  00 

Total 

82,400  00 

1,800  00 

U  nexpended  balance  December  1, 1892 

81,200  00 

SCHEDULES  AND  CLASSIFICATION. 

Unexpended  appropriation  December  1.  1892 

S2,ooo  oa 

CONSULTING   ENGINEEB. 

81,750  00 

Appropriation  for  \  ear  ending  June  30   i893 

3,000  00 

84,750  00 

Salary  of  Engineer  for  year                                           

3  000  00 

Unexpended  balance  December  1    1892 

81  750  00 

Respectfully  submitted, 

Isaac  N.  Phillips, 
J.  C.  Willis, 

CommissionerB. 


21 


STATISTICAL  TABLES. 


EXPLANA^l'ORY  NOTES. 

In  the  following  statistical  tables  the  principal  operating  road 
in  an  operating  system  and  those  which  operate  on  their  own 
account  appear  in  alphabetical  order;  all  subordinate  roads  are 
grouped  under  the  roa.ds  to  which  they  are  leased  or  otherwise 
controlled,  and  are  indented. 

Chicago,  Burlington  &  Quincy — Illinois  earnings,  expenses,  etc., 
unofficial,  and  are  estimated  by  office  at  25  per  cent,  of  the  total. 
Chicago  &  Iowa — Report  for  six  months. 

St.  Louis,  Alton  &  Springfield — Items  reported  for  this  road 
are  not  included  in  the  totals  of  the  columns. 

Switching  Boads — Belt  Railway  of  Chicago,  Chicago  &  Calumet 
Terminal,  Chicago  &  Northern  Pacific,  East  St.  Louis  &  Caron- 
delet,  East  St.  Louis  Connecting,  Englewood  Connecting,  and 
Terminal  Railroad  Association  of  St,  Louis. 


\ 


COMPARATIVE  TABLES, 
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Table  l.—Clnssification  of  Railroads  and 


Name  of  Company. 


Date  of  Ffling 
Repout.  (Operat- 
ing or  Finan- 
cial.) 


How  Operated. 


Atchison,  Topeka  &  Santa  Fe 

Chicaec  "^anta  Fe  &  California. .. 

Atch.  Top.  &  Santa  Fe  in  Chi. .. 

Miss.  River  R.  R.  Toll  Bridge. .. 

Baltimore  &  Ohio 

Bai'imore  &  Ohio  &  Chicago 

Belt  Railway  of  Chicago 

Centtalia  &  Chester 

Chicago  &  Alton 

Jo  iet  &  Chicago 

Mississippi  River  Bridge 

Chicago  &  Calumet  Terminal 

Chicago  &  Eastern  Illinois 

Cliicago  &  Western  Indiana 

Evansville.Terre  Haute  &  Chi , .. 

Chicago  &  Erie 

Chicago  &  Grand  Trunk 

Grand  Trunk  Junction 

Chicago  &  Illinois  Southern 

Cliirago  &  Indiana  State  Line 

Chicago  &  Northwe  -tern 

Chicago  &  Northern  Pacific 

Chicago  &  Ohio  River 

Chi.  &  South  Side  Rapid  Transit^). 
Chicago,  Burlington  &  Northern. .. 
Chicago,  Burlington  &  Quincy 

Ch  caeo  &  Iowa 

Galesburg  &  Rio 

Illinois  Valley  &  Northern 

Liverpool  Coal 

Quincy,  Alton  &  St.  Louis 

St.  Louis,  Rock  Island  &  Chicago. 

Chicago  Central 

Chicago,  Milwaukee  &  St.  Paul 

Chicago,  Rock  Island  &  Pacific 

Peoria  &  Bureau  Valley 

Chicago,  St.  Paul  &  Kansas  City  . . . 

Chicago  Union  Transfer 

Cleveland,  Cincinnati,  Chi.  &  St.  L. 

Kankakee  &  Seneca 

Peoria  &  Eastern 

DePue.Ladd  &  Eastern 

East  St.  Louis  &  Carondelet 

East  St.  Louis  Connecting 

Elgin,  Joliet  &  i"astei-n 

Fulton  County  Narrow  Gauge 

Fulton  County  E.Ktension 

Grand  Tower  &  Cape  Girardeau. .. 

Grand  Tower  &  Car bondale 

Illinois  Central 

Blue  Isfend 

Chicago,  Havana  &  Western 

Chicago,  Madison  &  Northern 

Chicago  &  Springfield 

Dunleith  &  Dubuaue  Bridge 

Kankakee  &  Southwestern 

Mound  City 

Rant(^ul 

South  Chicago 

Si.  Charles  Air- Line(=) 

Indiana  &  Illinois  Southern 

[ndiaiiapulis, Decatur  &  Western.. 

Imliaiia.  Illinois  &  lowa 

Iiiwa,  (irnfral 

Ivc'ithshucg  Bridge(3) 

Peoria  TerrainaK^) 

Jticksonville  Southeastern  Lino.. ., 


Oct. 
Oct. 
Nov. 
Nov. 
Dec. 
Dec. 
Sept. 
Nov. 
Sept. 
Aug. 
Aug. 
Oct. 
^ept. 
Sept 
Sept. 
Nov. 
Sept. 
Sept. 
July 
Oct. 
Aug. 
Nov. 
Sept. 


18.1S92 

18.18!)2  0.&F. 
r2,18!l2  F. 
12,1892  F. 
20,1892  O.&F. 
20,1892  F. 
19,1892  O.&F. 

8,1892  O.&F. 
24,1892  O.&F. 
2H,1892  F. 
1-^,1892  F. 
24,1892  O.&F. 
'?3, 1892  O.&F. 
23,1892    F. 

2,1892  F. 
19,1892  O.&F. 

«J,  1892  O.&F. 

6,1892  F. 
15,1892  F. 
15,1892  F. 
31,1892  O.&F. 

2, 18  iJ  O.&F. 
28,1892  O.&F. 


A.,T.  &S.FeR.  R.  Co. 


&0.  R.  R.  Co. 


Celt  Ry.  Co.  of  Chicago 

C.  &  C.  R.  K.  Co 

C.  &  A.  R.  R.  Co 


C.  &C.  T.  Ry.  Co.... 

C.  &E.  I.  R.  R.  Co.. 

0) 

<!.  &E.  I.  R.  R.  Co.. 
Chi.  &  Erie  R.  R.  Co. 
C.  &G.  T.Ry.  Co.... 


Danville  Elevator  Co 

By  all  R.  R.  terminating  in  Chi. 

C.  &N.  W.  Ry.  Co 

Chi.  &Nor.  Pac.  R.  R  Co 

C.  &U.  R.  R.  R.  Co 


Oct. 
Oct. 
Oct. 
Oct. 
Oct. 
Nov. 
Oct. 
Oct. 
Nov. 
Oct. 
)ct. 
July 
Sept. 
Oct. 
Oct. 
Oct. 
Ort. 
July 
Sept. 
Sept. 
Nov. 
Oct. 
Oct. 
Oct. 
Oct. 
Oct. 
Oct. 
Sept. 
Sept. 
Sept. 


17,1892  O.&F. 
24, 1892  O.&F. 
24,1892  O.&F. 
24,1892  F. 
24,1892    F. 

3,1892  O.&F. 
24,1892  F. 
24,1892    F. 

.1, 1892 

13,1892  O.&F. 
2(1,1892  O.&F. 
15,1892  F. 
17, 1892  O.&F. 
31,1892 

4,1892  O.&F. 

7,1892  O.&F. 

4.1892  O.&F. 
27,1892    F. 

5,1892  O.&F. 
22,1892  O.&F. 

3.1892  O.&F. 

3,1892  O.&F. 

3,1892  F. 
19,ls!)iO.&F. 
19,1892  O.&b". 
10,1892  O.&F. 
14,1892  F. 
29,1892  F, 
29.1892  F, 
29.1892    F. 


C.,B.  &N.  R.  R.  Co. 
C,  B.  &Q.  R.  R.  Co 


In  process  of  construction. 

CM.  &St.  P.  Ry.  Co 

C.,R.  I.  &P.  Ry.  Co 


C  St.  P,  &K.  C.  Ry.  Co  . 
In  process  of  construction. 
CC,  C.  &  St.  L.  Ry.  Co. 


C.,B.  &Q.  R.R., to  connect  mine 
E.  St.  L.  &C.  Ry 

E.  St.  L.  C.  Ry.  Co 

R.,J.  &E.  Hv.  Co 

F.  C.  N.  G.  Ry.  Co 


G.  T.  &  C.  G.  R.  R.  Co. 

G.  T.  &C.  R.  R.  Co 

I.  C.  R.  R.Co 


Sept.  29,1892  F. 
Oct.     10,1892  F. 

Sept.  29,1892  F. 

Sept.  29,1892  F. 

Oct.  10,1892  F. 
Oct.  31.1892  O.&F. 
Oct.  20.1892  O.&F. 
Oct.  15.1892  O.&F. 
Sept.  20, 1892  O.&F. 


L&I.  S.  R.  R.  Co 

I  .1).  &  W.  R v., trustees  1st mor. 

I.,I.&1.  R.R.Co 

Iowa  Central  Ry.  Co 


J.  8.  E.  Line. 


(1)  Operated  by  C.  &  E.  I.  R.  R.;  0.  &  G.  T.  Ry.;  Wabash  R.  R. :  L..  N.  A.  &  C.  Ry. ;  C  & 
E.  R.  R. ;  A..T.  &  S.  Fci  Rv..aad  Bolt  Railway  of  Chicago. 

R  Owned  by  M.  C.I.  O.,0.  &N.  W.  and  C..B.  &  Q.  Railroads. 
{»)  Unofiieial. 
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Mileage  for  year  ending  June  30,  1892. 


4 

6 

6 

7 

8 

9 

10 

Length  of  Line  Oper- 
ated—In  Miles. 

Length  of  Line  Owned 
—In  Miles. 

Second, 
third  and 

fourth 
trac-:.  •  i'l 

lUinoi... 

Yard  tracks, 
sidings 

and  spurs  in 
Illinois. 

New 

road 

built 

during 

year  in 

Illinois. 

Whole  Line. 

In  Illinois. 

Whole  Line. 

In  Illinois. 

515  27 

294.79 

1 

490.97 

5.20 

.61 

277.79 

5.20 

.51 

8:1.04 

1 

3.42 

38  43 

3 

1 

4 

282.96 

26.27 

263.58 

6.89 

6.80 
1.56 

i9.83 

35.14 

.50 

130  93 

.98 

21  31 

21.31 
25.00 
580.78 

7 

25.00 

25.00 

542.25 

37.20 

1.33 

32.50 

395.50 

48.58 

48.58 

249.57 

326.50 

3.90 

.41 

6.10 

3,084.60 

23.55 

85.42 

3.71 

340. 2.i 

4,831.79 

104.50 

12.22 

58.73 

1.83 

46.14 

283.70 

18.10 

5.702.31 

2,743.75 

46.70 

815.67 

15.36 

1,483.12 

42.08 

341.43 

3.50 

12.01 

3.36 

180.96 

31.00 

30.00 

28.80 

26.20 

705.50 

3.96 

131.62 

231.30 

111.47 

.59 

131.26 

2.87 

74.43 

4.76 

.76 

90.00 

152.51 

118.19 

502.91 

2.57 

1.00 

25.00 
542.25 
37.20 
.65 
24.80 
221.20 
48.58 
5.48 

9.00 

S 

843.40 

42.86 
40.78 

9 

37.07 

10 

32.50 

24.80 
243.67 

6.00 

107.67 

74.78 

6.3:J 

12 

479.79 

37.72 
47.81 

41.12 

13 

15 

cf'an  gy 

19.99 
30.65 

16 

335.27 

21.88 

3.90 

.41 

6.10 

593.97 

23.55 

85.42 

3.71 

93.52 

802.00 

104.50 

12.22 

58.73 

1.83 

46.14 

283.70 

18.10 

318.08 

189.48 

46.70 

146.73 

15.36 

479.75 

42.(18 

122.50 

3.50 

12.01 

159! 66 

31.00 

30.00 

28.80 

26.20 

705.50 

3.96 

131.62 

139.99 

111.47 

.17 

131.26 

2.87 

66.21 

4.76 

.76 

56.00 

75.76 

11.50 
3.90 

4.75 

19.13 

.10 

17 

18 

19 

'm 

4,273.54 

593.97 
26.15 

85.42 

165.79 
17.22 

283.62 
43.17 
4.66 

21 

26.15 
85.42 

5.48 

22 

23 

3.71 

24 

370.76 

109.12 
1,332.86 

i7.60 
294  82 

A 

5,440.74 

236.44 



26 

20  30 

27 

1.01 

7.66 

.90 

4.02 

58.59 

18.10 

171.61 

151.31 

29 

30 

isiio 

32 

33 

5,759.09 

236.' 18 

60.18 
195.45 

34 

3,474.09 

35 

10.70 
20  90 

36 

922.45 

172.16 

37 

18.93 
2.75 

.11 
114.42 
6.54 
32.01 
.47 
4.24 
19.11 
35.35 
2.40 

2.39 

38 

1,587.49 

482.75 
42.08 
131.52 

39 

42.08 

40 

350.45 

41 

12.01 

iOi 

5.36 
159.66 
61.00 

43 

.5.36 

44 

180.96 

3.60 

45 

61.00 

46 

47 

28.80 

28.80 

32.90 

1,298.40 

2.00 

6.00 

282.36 

1.49 

12.28 
30.95 
18.54 

48 

32.90 

49 

2,891.93 

140.47 

50 

3.96 

52 

9.16 

53 

55 

12.84 

56 

5.66 
5.04 

58 

4.76 
.76 

59 

60 

90  00 

56.00 
75.76 
70.65 
93.26 

2.00 
8.42 
11.71 
14.84 

61 

152.51 

62 

170.79 

63 

497.60 

88.66 
1.10 
1.00 

64 

65 

2.00 

66 

436.13 

436.13 

67 
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Table  I.— Classification  of  Eailioacls  and 


Name  of  Company. 


Date  of  Filing 
Repokt.  (Opekat 
iNG  OE  Finan- 
cial.) 


How  Operated. 


Chicago, Peoria  &  St.  Louis(i).... 

Jacivsonville, Louisville  &  St.  L.(i) 

Litehfleld.Carrollton  &  West'rn(i) 

Louisville  &  St.  Louis  0) 

St.  Louis  &  Chicago 

Lake  Erie  &  Western 

Lake  Shore  &  Michigan  Southern. 
Louisville  &  Nashville 

Southeast  &  St.  Louis 

Loui  -ville.Evan.  &  St.  L.,  (consol.). 
Michigan  Central 

Joliet  &  Northern  Indiana 

Mol:.i'e&  Ohio 

St.  Louis  &  Cairo 

Nat'l  Stock  Yards.  (East  St.  L.)  (i).. 
New  York,  Chicago  &  St.  Louis 

Chicago  &  State  Line 

Northern  Pacific 

Wisconsin  Central  Lines 

Chicago  &  Wisconsin 

Ohio  &  Mississippi 

Pawnee 

Pennsylvania  Co 

Calumet  River 

Pittsburgh,  Ft. Wayne  &  Chicago. 

South  Chicago  &  Southern 

Peoria  &  Pekin  Union 

Peoria,  Decatur  &  Evansville 

Pittsburgh,  Cincinnati.  Chi.  &  St.  L. 

Englewood  Conneit mg 

Quincv,  Omaha  &  Kii  usas  City 

Rock  Island  and  Peoria 

St.  Louis,  Ahon  &  Springfield 

St.  Louis,  Alton  &Terre  Haute 

Belleville  &  Carondelet 

Belleville  &  Eldorado 

Belleville  &  Southern  Illinois 

Chicago, St.  Louis  &  Paducah..., 

St.  Louis  Southern 

Carbondaie  &  Shawneetown. .. 

St.  Louis  &,  Eastern 

St.  Louis  &  Peoria 

Terminal  R.  R.  Ass'n  of  St.  Louis  .. 

St.  Louis  Bri('ge 

Terre  Haute  &  Indianapolis 

St.  Louis,  Vandalia  &  Terre  Haute 

Terre  Haute  &  Peoria 

Toledo,  Peoria  &  Western 

Toledo,  St.  Louis  &Kansas  City 

Union  Stock  Yards  &  Transit 

Wabash 

Champaign  &  Sidney  (M 

Louisiana  &  Pike  County  (') 

Wabash,  Chester  &  Western 


J.  S.  E.  Line. 


Sept.    6,1892  F, 

Sept.  15,1892  O.&F. 
Sept.  13,1892  O.&F, 

7,1892  O.&F. 

7,1892         F, 

!8, 1892  O.&F. 

3,1892  O.&F. 

1,1892  F. 

3,1892  O.&F. 

3,1892  F. 


Oct. 

Oct. 

Sept. 

Sept. 

Sept. 

Oct. 

Oct. 


L.  E.  &  W.  R.  R.  Co. 
L.  S.  &M.  S.  Ry.  Co. 
L.  &N.  R.  R.  Co 


L.,F.  &  St.  L.  Con.  R.  R.  Co.. 
M.  C.  R.  R.  Co 


V.  R.  R.  Co. 


Sept.  30,1892  O.&F. 
Sept.  28,1892         F. 


N.  Y.  C.  &St.  L.  R.  R.  Co. 


Oct. 

Oct. 

Oct. 

Nov. 

Oct. 

Oct. 

Sept. 

Oct. 

Dec. 

Sept. 

Oct. 

Oct. 

Sept. 

Sept. 

Dec. 

Oct. 

Nov. 

Nov. 

Nov. 

Nov. 

Sept. 

Sept. 

Sept. 

Oct. 

Oct. 

Sept. 

Nov. 

Sept. 

Nov. 

Sept. 

Oct. 


26,1892 

19,1892  F. 
18,1892  O.&F. 

3,1892  O.&F. 

5, 1892 

5, 1892 
10,1892  O.&F. 

5,1892  O.&F. 
17,1892  O.&F. 
28,1892  O.&F. 

5,1892  O.&F. 

5,1892  O.&F. 
17,1892  O.&F. 
26,1892  O.&F. 
26.1892  O.&F. 
17,1892  O.&F. 


iN.  P.  R.  R.  Co 


O.  &M.  Ry.  Co 

Pawnee  R.  R.  Co 

Penn.  Company 

In  process  of  construction. 
Penn.  Company 


P.  &P.  U.  Ry.  Co 

P.,D.  &E.  Ry.  Co 

P.,C.,  C.  &.-t.  L.  Ry.  Co. 


18,1892 
18,1892  F. 
28,1892  F. 
18,1892  F. 
15,1892  F. 
15,1892  F. 
15,1892  F. 
15,1892  O.&F. 
20,1892  O.&F. 
30,1892  F. 
16,1892  O.&F. 
5.1892  F. 
2«,  1892  O.&F. 
13,1892  O.&F. 
15,1892  O.&F. 


Q.,  O.  &K.  C.  Ry.    (Trustees). 

R.  I.  &P.  Ry.  Co 

St.  L..  A.  &  S.  R.  R.  Co.(Receiver) 
St.  L..A.  &T.  H.  R.  R.  Co  .... 


St.  L.  &  E.  Ry.  Co.  (In  construe.) 
St.  Louis  &  Peoria  R.  R.  Co.... 
Ter.  R.  U.  Ass'n  of  St.  Louis. .. 


T.  H.  &I.  R.  R.  Co. 


T.  H.  &P.  R.  R.  Co 

T.,  P  &  W.Ry.  Co 

T..S;.  L,  &K.  C.  R.  R.  Co. 


Sept.  20,1892  O.&F 


Sept.    1,1892  O.&F. 


Wabash  R.R.  Co  .... 

w.',c."&  w.'r.'rVco! 


Totals 


(1)  Unofficial. 


Mileage  for  year  ending  June  30,  1802. — Concluded. 


4 

5 

6 

7 

8 

9 

10 

Length  of  Line  Oper- 
ated—In Miles. 

Length  of  Line  Owned 
—In  Miles. 

Second, 
third  and 

fourth 
tracks  in 
Illinois. 

Yard  tracks. 

sidings 
and  spurs  in 

Illinois. 

New 

road 

built 

during 

year  in 

Illinois. 

Whole  Line. 

In  Illinois. 

Whole  Line. 

In  Illinois. 

167.50 
112.30 
51.60 
16.47 
50.46 
710.78 
1,122.63 

167.50 
112.30 
51.60 
16.47 
50.46 
118  00 

20.61 
10.82 
4.07 

3".  57 

17.84 
59.64 

68 

69 

70 

71 

72 

718  56 

121.03 
14.02 
179.81 

73 

1  445  19 

14.02 

7.64 

74 

208  14 

75 

208.14 
359.85 
270.07 
45.00 

179.81 

150.27 

6.07 

29.00 

31.03 

25.68 
46.40 

16.80 

76 

367  91 

150.90 
49.07 

77 

6.07 

78 

79 

160  60 

160.60 

80 

160.60 

160.60 

40.29 
15.  Ou 

81 

82 

18.86 

608.11 
9.96 

83 

9.96 

1.31 

18.13 

84 

85 

914  45 

63.51 

86 

45.66 

635.92 

9.00 

45.66 

375.52 

9.00 

16.39 

65.27 
..50 

87 

635  02 

375.52 
11.60 
26.57 

4.89 

89 

480  14 

90 

4.43 

469.89 

10.25 

18.01 

2.33.27 

1,082.09 

2.35 

134.51 

113.00 

85.80 

14.40 

17. .SO 

50.20 

56.40 

53.. 50 

29.74 

17.50 

1.5( 

14.00 

1.35 

1.22 

4.43 
16.32 
10.25 
18.01 
195., 55 
27.99 

2.35 

.10 
51.80 
2.33 
33.08 
26.51 
35.53 

.82 

91 

14.75 

92 

* 

93 

18  01 

18.01 
215.88 
27.99 
2.35 
3.36 
113.00 
99.00 
239.04 

2.O0 

ii;74 

94 

95 

1,391.8a 
2  35 

96 

97 

138  87 

98 

113  0(1 

113.00 

85. 8( 
14.40 
17.30 
50.20 
56.40 
53.50 
29.74 
17.50 
1.5( 
14.00 
.67 
.85 

19.94 
5.40 

24.48 
2.2( 
3.70 

13.10 
6.84 
3.92 
3.60 
2.00 
1.0( 

13.63 

99 

99  0(1 

100 

239  04 

101 

102 

103 

104 

105 

106 

107 

1.5(1 

1.5C 
14.00 

1.52 

.50 

108 

109 

3  51 

110 

111 

158.34 

112 

158,31 
144.74 
230.  U 
450.72 
16. 7S 
1.443.50 
11.70 
6. 10 
42.26 

158  34 
144.74 
23(».1( 

179  4f| 

52.97 
13. '17 
.36. 1( 
24.84 
79.56 
153. 0( 

113 

179  8S 

165. 94 
247. K 
179. 4S 

114 

115 

450  72 

116 

16.78 

659.60 

11.70 

6.10 

42. 2t] 

117 

731. Ofl 

118 

119 

130 

42. 2« 

3.1>7 

121 

10,276.19 

1,082.6 

3,319.0S 

102.89 

1 
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Table  II. — Railway  Capital  at  the  close 


1 

2 

3 

4 

5 

6 

7 

Name  of  Company. 

Stocks. 

Funded 

Amount 
outstand- 
ing. 

Am'unt 

per 

mile    of 

line. 

Amount 

outstanding 

Cols.  8+9+ 

10+11. 

Am'unt 

mile    of 
line. 

III 

1 

Atchison  Topeka  &  Santa  Fe  (i) 

2 
3 
4 

5 

Chicago.  Santa  Fe  &  California. .. 
Atchison,  Top.  &  Santa  Fe  in  Chi. 
Mississippi  R.  Railroad  Toll  BVlge 

$15,000,000 
5,000.000 
fl. 000. 000 

»30.552 

961.538 

1.639,344 

46.03 
40.81 
60.60 

817,58:^,000 

7,000,000 

650.000 

i35,8i3 
1,346,154 
1,065,574 

53.97 
57.13 
39.40 

6 

7 

Baltimore  &  Ohio  &  Chicago 

Belt  Railway  of  Chicago 

1,503,450 

1,200,000 

17,594,500 

1,500,000 

300,000 

5,000.0110 

12.576,700 

5.000,000 

581,370 

100,000 

6,600.000 

500,000 

500 

200,000 

66.290.821 

30.000,000 

438.800 

9,477,500 

76.397.400 

1,428,000 

240,000 

1,500,000 

25,000 

970.100 

3,000,000 

70.392.161 

46.156,000 

1.500.000 

14,892,900 

38.407,722 

10,(100 

10.000.000 

30,000 

420.000 

20,000 

6,000,000 

375,894 

260. 90(1 

350.000 

.50,(1(10 

45.000,0(11) 

25,000 

5,704 
56,312 
32,447 
40,323 
225,564 
153,846 
31,799 
102.923 
11.967 
401 
20,214 
128,205 

1.220 

32.787 

15,514 

1,147,227 

5,137 
27,248 
15,812 
13,731 
19.643 
25,539 

9.158 
21.025 
10.575 
12.345 
16,822 
32, 120 
18,258 
2 ;,  644 
238 
29,289 

8,571 
34,971 

5,952 
33.157 
12.126 

8.6't6 
12.153 

1  908 
27.731 

6.313 

7.71 

84.82 
56.62 

100.00 
33.33 
71.64 
41.69 
33.24 
31.38 
.43 
32.28 
11.63 

100.00 
37.77 
36.10 
52.95 
31.97 
41.28 
39.13 
.35.54 
49.60 
56.32 

100.00 
53.59 
54.54 
34.10 
45.50 

100.00 
30.17 
44.94 
.96 
42.01 

100.00 
66.86 
4.98 

7.744,000 

29,380 

39.73 

9 

Chicago  &  Alton   

12,336,850 

22,751 

39  70 

10 

Joliet  &  Chicago 

11 

Mississippi  River  Bridge           ... 

600,000 
1,752,000 
17.004,000 
'J,  573, 667 
1,250,000 
22,557.421 
12.000.000 
3.591,280 

451,128 
53,908 
42,994 

197,070 
25,731 
90,385 
36,753 

920,841 

66  67 

12 
13 

Chicago  &  Calumet  Terminal 

Chicago  &  Eastern  Illinois 

25.10 
56  34 

14 
15 
16 

Chicago  &  Western  Indiana 

Evansville.Terre  Haute  &  Chic. .. 
Chicago  &  Erie 

63.65 
6;.  49 
97.87 

17 

Chicago  &  Grand  Trunk 

58.70 

■18 

83.57 

19 

Chicago  &  Illinois  Southern 

Chicago  &  Jndiana  State  Line 

9f) 

9.\ 

114.364,500 

25,959,000 

901,780 

12,612.500 

114,580.980 

2,150.000 

243.800 

1.163.200 

26,764 
992.696 
10.. 557 
36.261 
23.714 
20.673 
19.954 
19.805 

62.28 

V. 

Chicago  &  Northern  Pacific 

45  82 

?3 

Chicago  &  Ohio  River 

65.70 

-25 
26 
97 

Chicago.  Burlington  &  Northern. .. 

Chicago.  Burlington  &Quincy 

Chicago  &  Iowa 

55.52 
58.70 
57.54 

9.H 

Galesburg  &  Rio 

50.40 

29 
3(1 

Illinois  Valley  &  Northern 

Liverpool  Coal 

43.68 

31 

840.000 

2.500.000 

129.195.000 

53.629.000 

18.206 
8.812 
22,657 
19.546 

46.41 

32 
34 
35 
36 

St.  Louis.  Rock  Island  &  Chicago 

Chicago.  Milwaukee  &  St.  Paul 

Chicago.  Rock  Island  &  Pacific 

45.46 
62.60 
52.87 

37 

39 
40 

Chicago,  St.  Paul  &  Kansas  City ... . 
Cleveland,  Clncin..  Chicago  &  St.  L. 

33,485.281 

44.101.730 

650,000 

13,()03.000 

41,053 
28,297 
15,446 
39.841 

67.85 
51.61 
61.90 

41 

P  'oria  &  Eastern 

57  15 

42 

De  Pue.Ladd  &  Eastern 

43 
44 

East  St.  Louis  &  Carondelet 

East  St.  Louis  Connecting 

266.666 

16.653 

31.84 

45 

Elgin.  Joliet  &  Eastern 

50.70 
41.54 
45.. 30 
44.71 

50  09 

6.589.000 
171.000 
313,000 
350,000 

30.885 
5.516 
10.433 
12,153 

17.23 

4<; 

47 

Fulton  County  Narrow  Gauge 

Fulton  County  Extension 

18.89 
54.70 

48 
49 

Grand  Tower  &  Cape  Girardeau.... 

Grand  Tower  &  Carbondale 

Illinois  Central 

44.71 

50 

52.94 
2(1.00 

36.984.000 
100.000 

22.794 
25.253 

43.51 

51 

Blue  Island 

80.00 

5?1 

Chicago,  Havana  &  Western 

53 
54 

Chicago,  Madison  &  Northern 

Chicago  &  Springlield 

.50.000 

216 

.83 

2.500.000 

10,808 

40.79 

56 

Kankakee  &  Southwestern. 

58 

Ranloul 

.59 

South  Chicago 

200.000 
1.239,000 
4,218.9.50 
1.408.513 
6.438.360 

42.017 
13.766 
27.  (563 
11.917 
12.802 

100.00 

61 

1,400,000 
1,000.000 
3.597.800 
13.750.685 

15,555 
6.557 
30.441 
27.342 

48.69 
19.09 
70.16 
66.80 

43.09 

62 
63 
64 

Indianapolis.  Decatur  &  Western  .. 

73.21 
27.47 

Iowa  Central 

31.27 

(')    Inserted  to  ^how  relation  of  following  subsidiary  linos. 


of  the  year  ending  June  80,  1802. 


8 

9 

10 

11 

12 

13 

14 

15 

16 

Debt. 

Otheb  Foems  of  In- 
debtedness. 

SUMMA 

BY. 

Designation. 

Amount 
outstand- 
ing. 

po 
:  p 

:| 

§11 

2--   g 

Total 
railway 
capital. 

Cols.  2+5+12 

Amount 
per  mile 

of  line. 
Cols.  3+ 

6+13. 

Bonds. 

Miscel- 
laneous 
obliga- 
tions. 

Income 
bonds. 

Equip- 
ment 
trust 

obliga- 
tions. 

1 

$17,583,000 

$32,583,000 
12,250,740 
1,650.000 

$66,365 
2.355,911 
2,704,918 

9 

7,000,000 

$250,740 

$48,219 

2.06 

650,000 

7,744  000 

10,243,896 

214,607 

1,140,812 

38,864 
10,071 
2,104 

52.56 
15  18 
3.68 

19.491,346 

1,414,607 

31, ((72,162 

1,600,000 

900,000 

6.978,427 

30,160.345 

15,039,089 

1,852,000 

23,047,719 

20.441,967 

4,296,976 

500 

529,366 

183,607,204 

56,662,145 

1,372,749 

22,713,503 

195,191,631 

3,736,370 

483,800 

2,063,200 

25,000 

1,810,100 

5,500,000 

W6, 375, 462 

101,427.008 

1,500,000 

49,349.867 

85,446,053 

1,050,000 

23.802.063 

30.000 

628, 102 

401,817 

11,833,006 

904,880 

573,900 

782,726 

99,806 

84,991,740 

125,000 

50,489 

6,127,582 

288,389 

76,999 

28,115 

200,000 

2,874,991 

5,762,026 

5,127,427 

20.584,798 

73,948 
66,383 
67,302 
40.323 

676,692 

214,721 
76.2,56 

300,951 
38,122 
92,350 
62, 609 
1,101,788 
1,220 
86,780 
42,969 
2,166.430 
16,068 
65,302 
40,322 
35,920 
39,697 
45,344 
9,158 
39,231 
19.387 
36, 192 
36.966 
.32.120 
60.502 
54,825 
24,952 
69,713 
8,571 
52,298 

119,586 
65,394 
29, 190 
19,130 
27,178 
3,809 
62,382 
31,566 
384 
26,491 
2.588 
578 
378 
42,017 
31,944 
37,781 
43.383 
40,831 

12,330,850 

600,000 

1,752,000 

226,427 
579,645 
465,422 
20,630 
390,298 
1,841,967 
205,696 

6,967 
1,463 
958 
424 
1,664 
5,642 
52,742 

3.26 
1.97 
3.11 
1.13 
1.70 
9.02 
4.80 

16,961,000 

$42,000 

81,000 

9.573,667 

1,250  Of'O 

12,000.000 
12,000,000 

300,000 

10,000.000 

»257,421 

3,591  280 

329,366 
2,951,883 

693,145 
32,169 

623,503 
4,213,251 

158,370 

63,933 

691 

26.506 

377 

1,793 

796 

1.516 

62.23 
1.62 
1.23 
2.33 
3.20 
2.17 
6.92 

•JO 

60,882,500 

(1)53,482,000 

^1 

25,959,000 

99! 

283,480 

618,300 

n 

12,612,500 

?5 

114,580,980 

96 

2,150,000 

97 

243, 800 

98 

1,163.200 

9f> 

30 

840,000 

31 

2,500,000 

3"^ 

122,262,000 

4,973,000 

3,ooo,ooe 

1,960,000 

6,788,301 
1,642,008 

1,190 

598 

3.30 
1.63 

34 

50,629,000 

35 

36 

23,837,000 
44.101,730 

2,943.150 

4,981,700 

1,723.431 

97i.686 

2,936,601 

390,000 

199,062 

1,191 

1,884 

9,268 

583 

1.98 
3.46 
37.14 

.84 

37 

39 

6:0,000 

40 

9,603  000 

4,000.000 

41 



4"^ 

200.000 

8.102 
381,817 
244,606 
357,987 

674 

113,634 

1.352 

11,815 

1.30 
95.02 

2.07 
39.57 

43 

44 

5,589,000 

4.'» 

171,000 

46 

313,000 

47 

350, 000 

82,726 

49,806 

3,007,740 

2,872 
1,901 
1,864 

10.58 
49.91 
3.56 

48 

49 

13.717,000 

23,267,000 

,50 

100,000 

51 

50.489 
3.577.582 
288.389 
75,999 
28,115 

384 
15,467 

2,588 
578 
378 

100.00 
58.38 
100.00 
100.00 
100.00 

."i'-l 

2,500,000 

53 

54 

6fi 

58 

200, noo 

,59 

500, 000 

739,000 
795,000 
500,000 

2:«,991 
543,076 
121  114 
395.753 

2.623 
3.561 
1.025 

787 

7;70 
2.37 
1.93 

61 

3,423  950 

800,000 

108,513 
114.283 

63 

6,324,077 

64. 

(I)    Includes  $20,000.00  debenture  bonds. 
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Table  II— Railway  Capital  at  the  close 


1 

2 

3 

4 

5 

6 

7 

Name  op  Company. 

Stocks. 

Funded 

Amount 
outstand- 
ing. 

Am'unt 

mile  of 
line. 

111 

1-"    o 

Amount 
outstanding 

Cols.  8+9+ 

10+n. 

Am'unt 

mile  of 
line. 

ill. 

•      Q  O 

:      £ 

T^ 

Lake  Erie  &  We'stern     

$23,680,000 
50,«t00,000 

8^33  Sie!  71  fiB 

68,750,000 
45,516,000 

$12,310 
40,544 

26  48 

74 

7') 

Lake  Shore  &  Michigan  Southern.. 
Louisvillp  &  Nashville  (i  

58, 197 

50.25 

45.74 

76 

1,000,000 

5,085,609 

18.738,204 

300,000 

4,805 
14,133 
69,383 

6,667 

13.33 
34.54 
62.31 
27.26 

6,500,000 

8,333,862 

10.000,000 

800,000 

31,229 
23,169 
37,027 

17,788 

86.67 

77 
78 

Louisville,  Evansville  &  St.  L.  Con. 

56.60 
33.25 

79 
80 

Joliet  &  Northern  Indiana 

72.70 

81 

St   Louis  &  Cairo           

6,500,090 
30,000,000 
1,500.000 

40,473 
59.042 
150,602 

61.13 
59.46 
100.00 

4.000.000 
19.575,000 

24,907 
38,525 

37.62 

83 

81 

New  York,  Chicago  &  St.  Louis.... 
Chicago  &  State  Line 

38.80 

85 

Northern  Pacific  (i)                        

87 

Chica°'o  &  Wisconsin             .... 

1,500,000 

24,086.660 

50,000 

32,852 
37,877 
5.556 

50.00 

57.86 
58.13 

1,500,000 

16.450,000 

36,000 

32,852 

25,868 
4,000 

50.00 

39.51 

89 

Pawnee 

41  87 

90 

91 

Calumet  River             

65,500 

34,088,575 

127. »00 

1,000.000 

8,460,000 

47,966.691 

98,500 

1,623,240 

1,500,000 

3,470,800 

500,000 

1,000,000 

1,692,000 

1,000,000 

500,000 

356,600 

280,000 

1,441,200 

7,990,000 

14,786 
72,529 
12.390 
55,525 
36,010 
44,328 
41,915 
12,068 
13,274 
16,767 
28.902 
19,920 
30,009 
18,692 
16,812 
20,377 
20,000 
1,067,556 
6,549,180 

45. 6i 
72.19 
45.14 
24.41 
60.50 
51.17 
95.77 
47.85 
62.23 
27.17 
50.76 
64.51 
62.60 
33.33 
31.74 
58.78 
45.20 
15.42 
60.95 

92 

Pittsburgh,  Ft.  Wayne  &  Chicago. 
South  Chicago  &  Southern 

12.410.000 

26,404 

26.27 

91 

2,994,000 
4,903,380 
42,412.370 

166,241 
21,020 
39,195 

73.10 

95 

96 
97 

Peoria,  Decatur  &  Evansville 

Pittsburgh,  Cin.,  Chicago  &  St.  L., 
Englewood  Connecting    

35.31 

45.24 

98 
90 

Quincy,  Omaha  &  Kansas  City 

1.739,240 

600, 000 

8,057,000 

485,000 

550,000 

1.011,000 

2.000.000 

1.075,000 

250.000 

220.445 

7.000.000 

5.000,000 

12,930 
5.310 
38,923 
28,034 
10,956 
17,925 
37,383 
35,810 
14,286 
15,746 
5,185,185 
4,098,361 

51.27 
27.69 

101 
10'> 

St.  Loui^^,  Alton  &  Terre  Haute.... 

63.07 
49.24 

10'^ 

Belleville  &  Eldorado             .     ... 

35  49 

104 
105 
lOfi 

Belleville  &  Southern  Illinois  .... 
Chicago, St.  Louis  &Paducah.... 

37.40 

66.67 
68.26 

107 
109 

Carbondale  &  Shawneetown  ... 

41.22 
35.59 

110 
111 

Terminal  Railr'd  Ass'n  of  St.  Louis. 

74.93 
38.14 

11'' 

Terre  Haute  &  Indianapolis  (^) 

113 

St.  Louis,Vandalia  &  Terre  Haute 

3,921,058 
5,40U,00( 
4.076,901 
17,055,000 
52,000,000 
250,000 

21,789 
37.500 
17,718 
37,839 
36,024 
5,916 

46.22 
74.61 
44.56 
64.43 
39.34 
41.71 

4,499,000 
1,800,000 
4,935,000 
9,000,001 
78,000,000 
300,000 

28,421 
12,500 
21,447 

19,968 
50,481 
7,091 

52.99 
24.87 

115 

Toledo  Peoria  &  Western           

53  94 

116 
118 
121 

Toledo!  St.  Louis  &  Kansas  City. .. 
Wabash 

Wabash,  Chester  &  Western 

34.00 

58.89 
50.05 

8875,359.740 

824,532 

44.26 

H,  034, 036, 059 

828,8r>4 

52.79 

(1)    Inserted  to  show  relation  of  following  subsidiary  line 


3i 


of  the  year  ending  June  SO,  J6'£'.?— Concluded. 


8 

9 

10 

11 

12 

13 

14 

15 

16 

Debt. 

Other  Foems  of  In- 
debtedness. 

SUMMAET. 

Designation. 

Amount 

outstand 

ing. 

•   c 

!  ^ 
:  5 

:  5" 
'■  o 

o3? 

oil 
ogo 

Total 
railway 
capital. 

Cols.  2+5+12 

Amount 
per  mile 

of  line. 

Cols.  3+ 

6+13. 

Bonds. 

Miscel- 
laneous 
obliga- 
tions. 

Income 
bonds. 

Equip- 
ment 
trust 

obliga- 
tions. 

$8  750  000 

8615,286 
3.978,377 

8866 
3,544 

1.87 
4.01 

833,045,286 
99,494,377 

846,492 
95,392 

73 

45,516,000 

74 

75 

6,500,000 

7,500,000 
14,723,364 
30,072,995 

1,100,360 

36,034 
40,925 
111,353 
24,452 

76 

8.165,875 

8167,987 

1,303,893 

1,331,791 

360 

3.623 

4,943 
8 

4^44 
.04 

77 

10  000,000 

78 

800.000 

79 

80 

4,000,000 

132,414 

871,256 

825 
1.715 

1.25 
1.74 

10,632,414 
50,446,256 
1,500,000 

66,204 
99,282 
150,602 

81 

19,575,000 

8-1 

85 

1,102.413 

1.277 

100.00 

1,102,413 

.3,000,000 

41,624,647 

86,000 

1,277 
65,704 
65,456 

9,556 

86 

1,100  000 

8400,000 

87 

15,976,000 

474,900 

1,087.987 

1,711 

2.63 

88 

36, 000 

89 

90 

80,614 

724,676 

154,291 

101,386 

580,084 

3,358,433 

4,346 

29,454 

66,600 

1,246,021 

18, 196 
1,542 

15,063 
5,629 
2,487 
3,104 
1,850 
219 
590 
5,213 

54,99 
1.54 

54.86 
2.49 
4.19 
3.59 
4.23 
.88 

10.08 
9.76 

146,114 

47,223,251 

281,291 

4,095,386 

13.883,414 

93.737,494 

102,846 

3,a91,934 

2.166,600 

12,773,821 

985,000 

1,550,000 

2,703,000 

3,000,«00 

1,575,000 

606,600 

619,335 

9,341,602 

13,109,700 

32,982 
100,475 
27,443 
227,395 
59,517 
86,626 
43.765 
25,217 
19,174 
60,903 
56,936 
30,876 
47,934 
56,075 
52,622 
34,663 
44,239 
6,919,705 
10,745,656 

91 

12,410  000 

93 

2,994,000 

M4 

4,845  000 

58.330 
576,370 

15 

41,836,000 

96 

97 

1,739,240 

98 

tiOO,  000 

99 

6,  700  OUO 

1,357,000 

101 

48.j,000 

10!^ 

550.000 

103 

1,011  000 

104 

2,000,000 

105 

1,075,000 

106 

250.000 

107 

182,000 

38,445 

118,890 
900,402 
119,700 

8,492 
666.965 
98,115 

19.21 

9.65 

.91 

109 

7,000,000 

110 

5,000,000 

111 

iia 

4,499,000 

66,465 
38,315 
136,623 
411,631 

2,430,998 
49,308 

428 

59-1 

913 

4,573 

1,167 

.79 
.52 
1.50 
1.57 
1.77 
8.24 

8,489,523 
7,238,315 
9,148,523 
26,466,631 
132,430,998 
599,308 

53.629 
50,266 
39,759 
58.720 
88,086 
14,182 

113 

1,800,000 

114 

4, 800, 000 

8135.000 

115 

9,000,000 

116 

48,003,000 

(1)30,000,000 

118 

300,000 

1^1 

$887,023,129 

$118,142,150 

f:u,352,000 

83,518,780 

868,003,791 

81,873 

2.95 

81.977,399,590 

855,259 

(1)    Debenture  bonds. 
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Table  111.— Income  Account— Whole  Line — 


Name  of  Company. 


Gross  earn- 
ings from 
operation. 


Operating 
expenses. 


Atchison,  Topeka  &  Santa  Fe  P) 

Chi  ago,  Santa  Fe  &  California 

Baltimore  &  Ohio 

Belt  Railway  of  Chicago 

Centralia  &  Chester 

Chicago  &  Alton 

Joliet  &  Chicago 

Mississippi  River  Bridge 

Chicago  &  Calumet  Terminal 

Chicago  &  Eastern  Illinois 

Chicago  &  Western  Indiana 

Evansville,  Terre  Haute  &  Chicago 

Chicago  &  Erie 

Chicago  &  Giand  Trunk 

Gi  and  'J'runk  Junction.^ 

Chicago  &  Indiana  State  Line 

Chicago  &  Northwestern 

Chicago  &  Northern  Pacifie 

Chicago  &  Ohio  River 

Chicago,  Burlington  &  Northern 

Chicago,  Burlington  &  Quincy 

Chicago  &  Iowa 

Gaiesburg  &  Rio 

Illinois  Valley  &  Northern 

Liverpool  Coal 

Quincy,  Alton  &  St.  Louis 

St.  Louis,  Rock  Island  &  Chicago 

Chicago,  Milwaukee  &  St.'Paul 

Chicago,  Rock  Island  &  Pacific 

Peoria  &  Bureau  Valley 

Chicago,  St.  Paul  &  Kans^as  City 

Cleveland,  Cincinnati,  Chicago  &  St.  Louis 

Kankakee  &  Seneca 

Peoria  &  Eastern 

De  Pne.  Ladd  &  Eastern 

East  St.  Louis  &  Carondelet 

East  St.  Louis  Connecting 

Elgin,  Joliet  &  Eastern 

Fulton  C'  unty  Narrow  Gauge 

Grand  Tower  &  Capi^  Girardeau 

Grand  Tower  &  Carbondale 

Illinois  Central 

(Chicago,  Havana  &  Western 

Rant  oul 

South  Chicago 

Indiana  &  Illinois  Southern 

Indianapolis.  Decatur  &  Western 

Indiana.  Illinois  &  Iowa 

lowH  Cinlral 

St.  Louis  &  Chicago 

Lake  Eric  &  Western 

Lake  Shore  &  Michigan  Southern 

Louisville  &  Nashville 

Louisville,  Evansville  &  St.  Louis,  Consolidated. 
Michigan  Central 

Joliei  \'  Northern  Indiana 

Mobile  &,  Ohio 

New  York,  Chicago  &  St.  Louis 

Chicago  &  State  Line 

Northern  Pacific  (') 

Wis(!Oiisin  Central  Lines 

Ohio  &  Mississippi 

Pawnee  


tf6,105,100 

2,909,953 

790,290 

11,391 

8,326,621 


176,720 
3,780,275 


2,886. 
4,016,605 


32.064,75' 

960,967 

81.712 

2,237,923 

31,223,850 

298,938 


32,419,305 
19,096,644 


4,950,114 

13,818,115 

79,530 

1,842.635 


78.215 
150,293 
815,134 
56,547 
48,245 
136,161 
19,198,495 


91,202 

511,987 

601,306 

1,888,260 


3,247,447 
22,  .159, 994 
1,284,757 
1,409,;«9 
15,920,320 


806,781 
6,297.362 


5,513,964 

4,228.403 

6.871 


(1)  Inserted  to  show  relation  of  following  subsidiary  lines. 


for  jea,r  ending  June  30,  1892. 


4 

5 

6 

7 

' 

9 

Income  fbom  Pkopebty  Owned. 

Total  income. 

Col.  4+8. 

Income   from 

operation. 
Col.  2-CoJ.  3. 

SouBOE  OF  Income. 

Total   income 
from  property 

described. 
Cols.  5+6+7, 

Stocks. 

Bonds. 

Miscellaneo's, 
including 

rents. 

1 

«1. 493, 448 

51,493,448 

509,433 

509,433 

269,929 

\})    1,563 

5 

269,929 

7 

(»)    1,563 

8 

8,271,650 

832,032 

$232,810 

S7,226 
105,750 

71,000 
377 

18,209 
932,672 

75,000 

1272,068 
105,750 
71,000 
377 
64,234 
932,672 
75,000 
51,880 
97,381 
179, 564 
21,825 
316,877 
.     86,650 

3,543,719 
105,750 

9 

10 

71,000'     11 

22,555 

22,932      12 

1,391,261 

45,000 

1,025 

l,455.496j    13 
932,672     14 

75,000     15 

170,815 

45,000 

6,880 

222,695     16 

1,078,103 

97.381 
179,564 
21,825 
46,263 
86,650 

1,175,485     17 

179,564      18 

21,825     20 

12,296,205 
799,428 

270,092 

521 

12,613,082     21 
886.0791    22 

26, 153 

26,153     23 

744,742 

3,125 

949.  56 

3,125 

1,397,204 

99,243 

16,999 

80,115 

21,143 

42,000 

228,110 

237,353 

225, 114 

125,000 

6.024 

25,191 

747,8671     25 

11,366,123 
149,413 

290,900 

156,847 
99,243 
16, 999 
80,115 
21,143 
42,000 
228,110 
155,894 
129.360 
125,000 

12,763,328 

248,656 

16,999 

80,115 

21,143 

42,0011 

228,110 

1?, 639, 005 

6,372,494 

125.000 

1,026,263 

4,106,682 

12,726 

542,130 

2,884 

8,662 

26 
27 

29 

30 

31 

3? 

12,401,651 
6,147,380 

68,i3i 
95,753 

13,328 

34 
35 

36 

1,020.239 

6,024 
19,556 

37 

4,081,491 
12,726 
542,130 

5,634 

.39 

40 

41 

2,884 

2,884 

4-1 

8,662 

43 

G)    22  013 

(1)    22,013 

44 

296,'6(a 

296,601      45 

3,681 

3,681      46 

6,057 
64,093 

992 

992 

7,050 
64,093 
7,215,166 
39,032 
16,676 
25,649 
18,430 
132.655 
167, 492 

48 

49 

6,149,985 

225,599 

778,543 
4,075 
5,900 

61,037 
34,957 
10,776 
25,649 

1,065,181 
39,032 
10.676 
25,649 

50 

5? 

58 

59 

18,430 
130,547 

61 

2,108 

2,108 

62 

167, 492 
514. -2.54 

63 

14,270 
39,999 

14,270 
39,999 

528,524;    64 

39,999[     72 

470,246 

1,482,788     73 

320,166 

41,860 

233,972 

595,999 

8,227.617;    74 
470,246!     75 

353.557 
4,457,886 

7,950 
2,620 

23,812 
1,141 
89,019 

31,762 
45,611 
89,019 

385,3191    77 

41,850 

4,503,498 

89,019 

199. 139 

1,147,863 

100 

78 
79 

199.139 

SO 

1,135,607 

1,360 

10,895 
100 

12,255 
100 

fVi 

84 

85 

2,047,726 
1,185,219 

2.047,726 
1,185,219 
(>)    4,898 

86 

88 

(»)    4,898 

89 

(»)  Deficit. 

—3  R.  R. 


84 


Table  III. — tncome  Account — Whole  Line- 


1 

2 

3 

Name  op  Company. 

Gross  earn- 
ings troni 
operation. 

Operating 
expanses. 

90 

Pennsylvania  Co.  (1)            

qo 

$12,472,271 

$8,173,551 

92 

Pittsburgh  Ft.  Wayne  &  Chicago  (F) 

<»S 

South  Chi^-ago  &  Southern  (0  &  F) 

31,427 

23.114 

m 

94 

Peoria  &  Pekin  Union 

598,086 

829,221 

15,642,588 

4,045 

395  384 

<*^ 

460,537 

9fi 

Pittsburgh  Cincinnati  Chicago  &  St.  Louis 

11  293  079 

97 

1.988 

97 

Engiewood  Connecting  (F)  

98 

252,643 

760.836 

135,467 

1,480,929 

174,188 

99 

Rock  Island  &  Peoria 

414,669 

1(10 

105.903 

101 

St.  Louis,  Alton  &  Terre  Haute 

836.332 

109 

Belleville  &  Carondelet 

10S 

Belleville  &  Eldorado 

104 

Belleville  &  Southern  Illinois 

10S 

Klf) 

St  Souis  Southern     

107 

109 

St.  Louis  &  Peoria 

29,873 
1.748,083 

18  893 

110 

737.381 

in 

119 

1,869,191 

1,236.571 

ns 

114 

Terre  Haute  &  Peoria 

379.230 

1.017,791 

2,078.416 

14,389.331 

74.914 

273  842 

115 

735. 186 

no 

Toledo  St.  Louis  &  Kansas  City. .         

1  523  601 

118 

Wabash 

10.832,526 

i?i 

Wabash,  Chester  &  West 'rn 

49,957 

Total 

$306,618,011 

8206,049,930 

i})  Inserted  to  show  relation  of  subsidiary  lines. 
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tor  year  ending  June  30,  1802^Coj\tumed. 


4 

6 

7 

8 

9 

Income  from  Pkopertt  Owned. 

Total  income. 
Cols.  4+8. 

Income    from 

operation. 
Col.  2— Col.  3. 

SouBCE  OF  Income. 

Total   income 

from  property 

described. 

Cols.  5+6+7. 

Stocks. 

Bonds. 

Misoellaneo's. 

including 

rents. 

90 

4,298,719 

4,2l18,719 

3,796,495 

8,313 

5,674 

202,701 

376,278 

4.982,159 

2.056 

138 

78,455 

360,593 

29.563 

1.074,393 

30,000 

18,386 

218,022 

60,390 

75,650 

10,000 

10,980 

1,238,150 

591,900 

632,620 

584,805 

105,387 

285,381 

554.815 

3,945,422 

24,956 

92 

8,3i3 

64,45i 

355.093 

3,376.951 

3,796,495 

92 
9?l 

5,674 

5,674 

202,701 

94 

a68,683 

5, 000 
2.983 

2.594 
629,666 

7,594 
632,650 

•♦■i 

4,349,509 

96 

2  056 

97 

138 

138 

97 

78,455 

346  166 

600 

13,826 

14,426 

99 

29,563 

100 

644,596 



340,520 

«9,276 
30,000 
18,3s6 
218,022 
60,390 
75,650 
10,000 

429,796 
30,000 
18,386 

218,022 
60,390 
75,650 
10,000 

101 

102 

lOS 

105 

106 

io  980 

109 

1,010,702 

227,448 
591,900 

227,448 
591,900 

110 

«32  620 

112 

584.805 

684,805 

113 

105,387 
282  604 

2,776 

2.776 

115 

554,815 

1lf> 

3,556,804 
24  956 

127,600 

2,700 

258,318 

388.618 

118 
121 

8100,563,081 

«2, 322, 422 

92,086,086 

$9,449,717 

$13,858,227 

8114,426,308 
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Table  III. — Income  Account 


NAME  OF  COMPANY. 

10 

11 

EXPENDITURES 

Desig- 

Interest  on 

funded  debt, 

accrued. 

Interest  on 
interest  bear- 
ing current 
liabilities, 
accrued, 
not  otherwise 
provided  for. 

1 

Atchison,  Topeka  &  Santa  Fe(») 

9, 

Chicago,  Santa  Fe&  California 

»90i,486 
464,640 

5 

7 

Be  t  Railway  of  Chicago 

$4  375 

8 

q 

Chicago  &  Alter 

805,385 

10 

11 

Mississippi  River  Bridge 

36,000 
87,600 
837,340 
550,848 
75,000 
805,810 
659,991 
179.564 

1? 

13 

Chicago  &  Eastern  Illinois 

14 

15 

Evansville.  Terre  Haute  &  Chicago 

16 

Chicago  &  Erie 

8,497 

17 

Chicago  &  Grand  Trunk 

90, 108 

18 

Grand  Trunk  Junction    

?I0 

Chicago  &  Indiana  ^<tate  Line 

16,066- 

'^1 

(Jhicago  &  Northwestern 

6,059,147 

1,167,416 

4,802 

685,600 

6.003,376 

160.000 

14,628 

69,792 

9f?. 

Chicago  &  Northern  Pacific 

%^ 

Chicago  &  Ohio  River 

185 

?5 

Chicago,  Burlington  &  Northern 

36 

W 

9,422 

?8 

Galesburg  &  Kio 

39 

Illinois  Valley  &  Northern 

30 

Liverpool  Coal 

31 

42,000 

175,000 

7,161,736 

2,871,786 

83 

St.  Louis,  Rock  Island  &  Chicago  ... 

34 

Chicago,  Milwaukee  &  St.  Paul 

112.414 

35 

Chicago.  Rock  Island  &  Pacific 

36 

37 

Chicago,  St.  Paul  &  Kansas  City 

241,954 

2,293,642 

39,000 

419. 120 

39 

Cleveland,  Cincinnati,  Chicago  &  St.  Louis 

42,162 

40 

Kankakee  &  Seneca 

41 

Peoria  &  Eastern 

4? 

DePiie,  Ladd&Eastern 

4^ 

East  Sr.  Louis  &  Carondelet...  . 

14,000 
19,914 
278,900 
33,880 
21,000 

44 

45 

Elgin,  Joliet&  Eastern , 

8,821 

46 

Fulton  County  Narrow  Gauge 

48 

Grand  Tower  &  Cape  Girardeau 

35 

49 

<^rand  Tower  &  Carbondale 

573 

5(1 

Illinois  Central 

1.459,925 
125,000 
50.000 
10.000 

59,839 

63 

58 

Rantoul 

59 

South  Chicago 

61 

Indiana  &  Illinois  Southern 

1,253 

62 

132,880 
59,513 
315,502 

63 

64 

Iowa  Central 

15  920 

7? 

St.  Louis  &  Chicago 

73 

Lake  Erie  &  Western 

398,437 
3.196.127 
300,000 
453,535 
1,067,800 
56.000 
160,000 
778,300 

74 

Lake  Shore  &  Michigan  Southern 

Louisville  &  Nashville 

75 

77 

Louisville,  Evansville  &  St.  Louis,  Consoiidated 

36,  i66 

7« 

Michigan  Central 

79 

J oliet  &  Northern  Indiana 

80 

Mobile  &  Ohio 

83 

New  York,  Chicago  &  St.  Louis 

84 

85 

Northern  Pacific  (») 

86 

Wisconsin  Central  Lines 

(1)  Inserted  to  show  relation  of  suDsidiary  lines. 
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Whole  Line. — Continued. 


•12 

13 

14 

15 

16 

17 

ASSIGNABLE  TO  FIXED  CHARGES. 

Net  income. 
Cols.  9-15. 

Net  deficit. 
Cols.  9-15. 

NATION. 

Total  fixed 

charges, 

Cols.  10+11+12 

+13+14. 

Rents. 

Taxes. 

Miscellaneous 

1 

5161,575 

67,778 
33.300 

752 
268,767 

$109,962 

«i,i73,6i7 

532,418 

159.020 

752 

1.748.875 

750 

36,000 

95.631 

1,162,504 

669.320 

75,000 

921.843 

1,134.670 

179,564 

28,374 

7,395.380 

1.201,100 

7.116 

779. 128 

8.081.115 

188,377 

16,999 

$320,430 

? 

22,985 

5 

$112  344 

119.908 

7 

2,315 

8 

674y722 

1,794.844 
105,000 
35,000 

292,'99i 

263,351 

0 

750 

10 

11 

8,031 
114.S09 

72,698 

IM 

210.654 

1^ 

118,471 

14 

15 

85.525 
158.128 

22.009 
46.878 

690, 147 

16 

179.564 

40,815 

17 

IS 

3,088 

925,807 

33.684 

2,128 

87,604 

1,213.397 

18,954 

2.371 

10,323 

226 

9.2i9 
410,425 

6.549 

W 

5.217,701 

VII 

315,021 
3i,'261 

?ia 

19.036 

^ 

5,924 
590.471 

^5 

273.870 

4.682,212 
60,279 

^fi 

W 

V!8 

80, 115 
18,643 

42,0011 

228,110 

8,207,298 

4,641.308 

1,102 

372,054 

2.714.253 

49.065 

505.211 

249 

17.014 

21.642 

317,121 

36,050 

23,731 

4,890 

4,900.758 

125,000 

50,000 

10.000 

6,194 

166.393 

'>,<^ 

18,416 

2.  ,500 

SO 

31 

53.110 
933.147 
763,696 

3'^ 

4.431.706 

1.728.186 

123.898 

654.209 

1.392,428 

34 

1.008,007 

8i9 
1,102 

35 

36 

30,099 

ioo.ooo 

378.449 
10.065 
54.094 
249 
3,014 
1.727 
29,399 
2,170 
2,448 
4,317 
928,244 

37 

39 

30,339 

40 

31.996 

36,918 
2,635 

41 

41 

8,352 
43.655 
20.52(1 
32,368 
16,681 

43 

44 

45 

46 

248 

48 

59,203 
2,314,407 

49 

2,422,179 

30,569 

50 

85.967 
33.323 

33:738 

5? 

58 

15.649 
12.236 

59 

4.941 
33,513 
16,842 
54.064 

61 

69t 

251 

17,347 

4,008 

216,509 

664,783 

76.607 

438.295 

4,008 

751.687 

4,974.600 

356.700 

614.626 

2.739.949 

57,001) 

225.631 

935.274 

90,884 
90,229 
35,991 
731.101 
3.253.017 
113.546 

6» 

35,460 

64 

7?, 

136,740 
513.179 
56.700 
53.695 
325.719 

73 

60(1  510 

74 

75 

71  228 

984."  503 

1,000 
12,  151 

229,306 
26,'49i 

77 

361.926 

1.763.549 
32.019 

78 
79 

20  789 

32,390 
156,874 

80 

100 

212.588 
100 

81 

84 

85 

a. 250, 716 

191,963 

9.003 

2,451,683 

403,957 

86 
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Table  III. — Income  Account — 


NAME  OF  COMPANY. 

10 

11 

EXPENDITURES 

Desig- 

Interest  on 

funded  debt, 

accrued. 

Interest  on 
interest  bear- 
ing current 
liabilities, 
accrued, 
not  otherwise 
provided  far. 

88 

11,063,777 

89 

90 

Pennsylvania  Co.  0) 

<tl 

Calumet  Kiver  ...           ... 

3,25» 

9? 

Pittsburgh,  Ft.  Wayne  &  Chicago  (0.  &F.) 

t)9 

Pittsburgh,  Ft.  Wavne  &  Chicago  (F  )                     ... 

868,700 

93 

South  Chicago  &  Southern  (0.  &F.) 

South  Chicago  &  Southern  (F.)  ..., 

6,250 

94 

Peoria  &  Pekin  Union 

29,897 

274,266 

2,368.574 

<»5 

Peoria,  Decatur  &  Evansville .      ... 

21,104 

96 

Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis 

97 

Englewood  Connecting  (0.  &  F.) 

97 

98 

99 

Kock  Island  &  Peoria            

42,000 

TOO 

17,999 
9,00fr 

101 

St.  Louis    Alton  &  Terre  Haute  . .         

469,000 

29,100 

35,200 

81,160 

50,000 

47,300 

10,000 

9, 100 

292,500 

350,000 

10? 

Belleville  &  Carondelet 

lOS 

Belleville  &  Eldorado 

104 

Belleville  &  Southern  Illinois 

105 

Chicago,  St.  Louis  &  Paducah 

lOfi 

107 

Carbondale  &  Shawneetown 

109 

St.  Louis  &  Peoria 

3.825 
23  587 

110 

Terminal  Railroad  Association  of  St.  Louis 

111 

St.  Louis  Bridge 

11'^ 

lis 

St.  Louis,  Vandalia  &  Terre  Haute 

314,930 
90,000 
197,400 
523,310 
2,819,075 
15,000 

114 

Terre  Haute  &  Peoria 

ir. 

Toledo,  Peoria  &  Western 

iifi 

Toledo,  St.  Louis&Kansas  City 

118 

Wabash 

1?1 

Wabash,  Chester  &  Western 

2,068 

Totals .                    

$51,723,668 

8477,569 

(>)  Inserted  to  show  relation  of  subsidiary  lines. 
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Whole  Line. — Concluded. 


12 

13 

14 

15 

16 

17 

ASSIGNABLE  TO  FIXED  CHARGES. 

Net  Income, 
Cols.  9-15. 

Net  deficit, 
Colp.  9-15. 

NATION. 

Total  fixed 

chargres, 

Cols.  10+11+12 

+13+14. 

Rents. 

Taxes. 

Miscellaneous 

8165,490 
379 

823,669 
153 

81.255,510 
532 

870,290 
5,4.30 

S8 

89 

90 

3,2.511 

3,625,480 

891,015 

8,313 

6,250 

83,101 

367,413 

3,942,403 

2,056 

3,250 

91 

83,272,851 

352,629 

$673.2.39 
2,905,480 

9-^ 

22,315 

9'^ 

5,671 

2,639 

93 

575 

93 

7,418 

24,182 

35,-543 

364,707 

1,918 

21,603 

8,000 

148,644 

119,599 

94 

28  500 

8,865 
1,039,755 

% 

1.060,477 

96 

138 

97 

138 

97 

5,603 
27.154 

6,400 
43,854 

86,403 

92, 007 
69.1.54 
28,975 

1,053,795 
29,100 
35,219 
94,. 375 
50,000 
57,524 
10.000 
14,125 

1,109,766 
352,500 

13,551 

98 

291,438 

588 

20,597 

900 

i23,"64fi 

10,390 
18.126 

99 

4,574 
127,224 

100 

404.649 

101 
102 

19 
13,215 

16,832 

103 

lOf 

105 

10.000 

224 

106 



107 

1,2.:0 
95,150 

3  144 

109 

666,900 

31,627 
2,500 

128,384 
239,400 
632,620 
207,004 
317 
51.735 

9i'475 

5,004 

111 

11'^ 

55,964 
15,070 
S6,246 
74,. 500 
464,549 
2,882 

6,906 

377,800 
105,070 
233,646 
597,810 
3,853,946 
19,951 

113 

114 

115 

42,994 

116 

523,850 

46,472 

lis 

1?1 

S14.232.635 

89,806,384 

83,846,101 

$80,086,358 

836,616,701 

82,276,751 
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Table  Jll.— Income  Account— 


Name  of  Company. 

18 

19              20 

21 

22 

23 

Payments  fbom  Net  Income. 

Surplus 

Dividends  Declabed. 

Total 
paym'nts 
from  net 

income 
including 

miscel- 
laneous. 

opera- 
tions of 
year 

peefereed         common 

STOCK.                       STOCK. 

ending 
June  30, 
1892,  col- 

Amount. 

Rate 
per 
cent. 

Amount. 

Rate 

per 
cent. 

16-22. 

1 

Atchison,  Topeka  &  Santa  Fe  (1)    

?. 

1320.430 

5 

Ball  i more  &  Ohio 

7 

Belt  Railway  of  Chicago          ... 

119  908 

8 

Centralia  &  Chester 

9 

Chicago  &  Alton 

$278  360'     8 

W.  129, 200 
105,000 
21,000 

8 
7 
7 

81.407,560 
105.000 
35.000 

387.284 

10 

JoUet&  Chicago 

Mississippi  River  Bridge            , 

11 

T^ 

13 
14 

Chicago  &  Eastern  Illinois 

283,986 

6 

283,986 
225,000 

9  005 

225,000 

4.50 

38,351 

15 

Ev.uisville,  Terre  Haute  &  Chicago 
Chicago  &  Erie 

Ifi 

17 

Chicago  &  Grand  Trunk 

40,815 

5>() 

21 

Chicago  &  Northwestern 

Chicago  &  Northern  Pacific 

1,563,346 

7 

2,112,390 

6 

3,675,735 

1,541,966 

25 

Chicago  &  Ohio  River 

19,036 

Chicago,  Burlington  &  Northern  .... 



3,628.719 

4.75 

3,628,719 

1,053,492 
60  279 

W 

Chicago  &  Iowa 

30 

2,500   10 

2.500 

1,572,613 

1,384,674 

120,000 

34 

Chicago,  Milwaukee  &  St.  Paul 

Chicago,  Rock  Island  &  Pacific 

1.572.613 

7 

2  869  093 

35 

1,384,674 
120.000 

3 

8 

343, 512 

86 

Peoria  &  Bureau  Valley 

3  898 

37 

Chicago,  St.  Paul  &  Kansas  City 

654,209 

39 
40 

Clevel'd,  Cincinnati.  Chicago  &  St.  L. 
Kankakee  &  Seneca 

500,000 

5 

846,666 

3 

1.340.666 

62,428 

41 

36,918 

A9, 

DePuf^.  l^add  &  Eastern 



43 

East  St.  Louis  &  Carendelet 

' 

44 

East  St.  Louis  Connecting 



45 

Elgin.  Jo  let  &  Eastern 

4fi 

Fulton  County  Narrow  Guage 

48 

Grand  Tower  &  Cape  Girardeau  

49 

Grant  1  Tower  &  Carbondale 

59  203 

50 

Illinois  Central 

2.250,000 

5 

2,250.000 

64  407 

5!^ 

58 

Rantoul 

59 

15,649 

fil 

Indiana  &  Illinois  Southern 

12  236 

(13 

63 

30.095 
55,364 

60,789 

64 

Iowa  Central 

55,364 

1 

31  865 

7" 

St.  Louis  &  Chicago 

3.">.991 

73 

Lake  Erie  &  Western 

532,800 

4.50 

532.800 
3,215,322 

198  301 

74 

3,215.322 

6  .50 

87.694 

75 

Louisville  &  Nashville 

113  546 

77 

Louisville,  Evansville  &  St.  L.,  Con.. 

78 

1,030,601 

5.50 

1.. 501. 386 
24,000 

2(12  162 

79 

Joliet  &  Northern  Indiana 

24,000 

8 

8  019 

80 

Mobile  <&  Ohio 

SS 

N'-w  York,  Chicago  &  St.  Louis 

Chicago  &L,  State  Line 

150. 0«( 

3 

249,940 

81 

100 

8,-\ 

Northern  Pacific  (1) 

86 

Wisconsin  Cimtral  Lines 

88 

8' 

Pawnee 

9( 

91 

(laiumot  River 

O-r" 

Pitts..  Ft.  Wayne  &  Chi.  (0.  &  F.). .. 

673, 2.39 

9L 
!I3 

Pitts., Ft.  Wayne  &  Chi.  (F) 

Soutii  (^liicago  &  Southern  (0.&  F.) 
South  Chicago  &  Southern  (F) 

1,005.151 

7 

1,. 380. 000 

7 

2.385,151 

.520.329 

•IS 

(1)    luserted  to  show  relation  of  sub.sidary  lines. 


Whole  L/ne— Cimtinued, 
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24 

25 

26 

27 

28 

29 

30 

Deficit 
from  oper- 
ations of 
year  end- 
ing June  30, 

1892, 
Cols.  lH-22. 

Surp'us  on 
June  30, 1891. 

Deficit  on 
June  30,1891. 

Additions 
for  year. 

Deductions 
for  year. 

Surplus  on 
June  30,1892. 

Deficit  on 
June  30.1892. 

1 

»2, 415. 003 

4,551,878 

664,353 

1,596 

§2.094.572 
4,574,863 

?. 

-«22,985 

ti 

$707,335 



$162,891 

7 

2,315 

3,911 

H 

f2, 203. 141 

8574.013 

2,016,382 

9 

10 

11 

72.698 

82,204 

154,902 

11^ 

1,339,623 
639.603 
70,441 

29.870 

1,318,759 
677,855 
70,441 

13 

14 



880,' 200 

15 

699,147 

181.052 

16 

17 

6  549 

53,823 

60,372 

^0 

5,621,596 
592,203 

7,163,563 

^1 

315  021 

286.246 

9.064 

5.870 
650,150 

^•^ 

24,907 
619,052 

913 

31,261 

162 

'^5 

9,396  243 

10,449,736 
415,897 

«6 

356,617 

V 

m 

3,094,852 

84.737 

5,869,208 

34 

426,561 

83,049 

35 

72, i52 

1,143,898 
735.278 

76,050 

1,798.108 

816,020 

36 

37 

28.313 

39 

36,339 

321,350 
235,981 

357.689 
199,062 

40 

41 

i,37i 

28,774 

ilm 

31,630 

4?, 

8,352 

11.208 

43 

43  665 

1,675 

45,331 

8,375 

338,483 

62,216 

44 

20,520 

12,146 

45 

32,368 

306, 115 
46,535 

46 

16  681 

48 

60,960 
4,751,892 

120, 163 
4,386,293 

49 

434,006 

50 

85  967 

371.352 
159,574 

457,319 
192,897 

591 

33,323 

58 

24.534 
42,459 

40,184 
54,695 

59 

61 

33,738 

149,627 

183,365 

62 

127,929 

25,519 

43.221 

412,585 

11,749,682 

29,298 

847,342 

6.814.734 

16. 157 

10,344 

199,062 

6", 384 

79,213 

610,88:. 

11,709,281 

.142,844 

640,531 

7,076.896 

24.176 

63 

64 

7?, 

73 



78.096 
27.' 504 

74 

56.'66o 

75 

229,306 

77 

78 

79 

26.491 

148,058 

174,550 

80 

:'.7,351 

196,774 
300 

6,347 

165.769 

83 

84 

85 

■II 13  957 

526,308 

930,266 

8fi 

70,290 

496,354 
564 

4.268 
54,630 

421,794 


88 

6,430 

56,400 

3,097 

89 

90 

3,250 

8,125 

11.375 

91 

1,524,668 
7,018,600 

2,197,907 
7,538.930 

9-^ 

9?, 

5,985 
18.823 

5,985 
19.399 

93 

^75 

93 
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Table  III. — Income  Account- 


Name  of  Company. 

18 

19 

20 

21 

22 

23 

Payments  fbom  Net  Income. 

Surplus 

Dividends  Declared. 

Total 
paym'nts 
from  net 

income 
including 

miscel- 
laneous. 

opera- 
tions of 
year 

PEEFEBKED 
STOCK, 

common 

STOCK. 

ending 
June  30, 
1892,  col- 

Amount. 

Rate 
per 

cent. 

Amount. 

Rate 
per 
cent. 

1^-22. 

•♦4 

Peoria  &  Pekin  Union 

8119,59* 
8.865 

95 

Peoria  Decatur  &  Evansville 

9fi 

Pittsburg,  Cincinnati.  Chi.  &  St.  L  . . . 
Englewood  Connooting  (F) 

$895,573 

4 

$895,573 

144.182- 

97 

138 

98 

Quincv,  Omaha  &  Kansas  City 

99 

Kock  island  &  Peoria 

$225,000 

15 

225.000 

66.438 
588 

100 

St.  Louis  Alton  &  Springfield 

101 

St.  Louis,  Alton  &  Terre  Haute 

20.597 

W? 

Belleville  &  Carondelet 

900 

10.S 

Belleville  &  Eldorado 

104 

Belleville  &  Southern  Illinois 

Chicago,  St.  Louis  &  Paducah 

102,000 

8 

102,000 

21  046 

105 

10  390 

lOfi 

St.  Louis  Southern 

23,000 

5 

23,000 

109 

St.  Louis  A:  Peoria 

110 

Terminal  Railroad  Asso.  of  St.  Louis 
St.  Louis  Bridge 

128.384 

in 

239, 400 -j 

6-lst 
3-2d 

• 

239.400 

632,620 
432,516 

1191 

Terre  Haute  &  Indianapolis 

118 

St,  Louis,  Vandalia  &  Terre  Haute. 
Terre  Haute  &  Peoria 

432,516 

7 

114 

317 

115 

Toledo,  Peoria  &  Western 

51,735 

116 

Toledo,  St.  Louis  &  Kansas  City 

118 

Wabash 

91  475 

1911 

Wabash,  Chester  &  Western 

5,004 

Totals 

88,641.709 

816,685,806 

526,615,772 

110,268,665 

Whole  Zizje— Continued. 


24 

25 

26 

27 

28 

29 

30 

Deficit 
from  oper- 
ations of 
year  end- 
ing June  30, 

1892, 
Cols.  16-22. 

Surplus  on 
June  30,1891. 

'Deficit  on 
June  30, 1891. 

Additions 
for  year. 

Deductions 
for  year. 

Suri>lus  on 
June  30, 1892. 

Deficit  ou 
June  30,1892. 

94 

$i43  0% 

«151  961 
290,600 

95 

174^154 

$27,736 

96 

S3, 733 

$3,595 
13.551 

.97 

»13,551 

98 

869,653 

936,091 

49 

2.532 

1.943 

ino 

190,(170 
3,886 

81,276,792 

1,487,460 
4,786 

101 

w?, 

205,168 

222,001 

103 

14,449 

36,096 

10.390 

993 

104 

105 

4.873 
3  144 

5,866 

106 
109 

10,453 

13,598 

195,174 

323.558 

110 

111 

112 

225  511 

644,(121 
4,716 

418,509 
5,034 

113 

114 

189,436 
47,933 

137,701 

115 

39,694 

51,233  116 

274,082 

218,857 

146,700 

lis 

22.582 

17,578 

V?,} 

»2, 544, 487 

162,012,596 

811,798,253 

S2, 186, 598 

«1, 819, 996 

CT,  151. 153 

811.965,631 
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Table  IV. — Earnings  and  Income  in 

K.— Earnings  from  Operation, 


1 

2 

3 

4 

5 

6 

7 

8 

Name  of  Company. 

Earnings  Abising  feom  Passenger  Sebvice, 

Passen- 
ger 
revenue. 

:  Bo 
:  .^T 

Mail. 

Express 

Total  pas- 
senger 
earnings, 
including 
miscel- 
laneous. 

hi 

a,    !B 

Xpo 

?! 

Q     O 

1 

Atchison,  Topeka  &  Santa  Fe(>) 
Ghicago,SantaFe&  California 

2 

$487,402 
46,841 

2.168 
1.937 

$33,958 
4,201 

$79,304 

5,528 

$641,290 
57,745 

.67732 
.71526 

18.10 

29.48 

8 

.3,547 
1,817,573 

2.34 
2.042 

942 

144,7r!5 

324 
144,327 

4,815 
2.106,636 

i!4()766 

42.26 

q 

Chicago  &  Alton .... 

:i3.30 

19 

Chicago  &  Calumet  Terminal. 

Chicago  &  Eastern  Illinois 

Chicago  &  Grand  Trunk 

Chicago  &  Northwestern 

Chicago  &  Northern  Pacific. .. 

13 
17 
21 

530,035 

185,043 

1,029,657 

134, 122 

14,240 

104,926 

1,695,679 

74.913 

400,470 

1,333,438 

230,197 

1,147,260 

12,011 

207,376 

i.547 
1.348 
2.165 

28,457 
4,097 
91,795 

31,469 
3,607 
58,311 

606,764 

208,707 

1,198,136 

134,957 

18,816 

125,446 

2,226,003 

94,(130 

526,828 

1.574,045 

332,211 

1,336,79(1 

16,270 

245,589 

1.03387 
.95088 
1.07396 

i.'6i85' 
.71295 

'.'87321 
1.15141 
1.26531 
1.03505 
1.06176 
1.0:.8I6 
.94212 

25.58 
42.89 
26.88 
14  04 

''S 

2.975 
2.01 

■2;3ii 

2.464 
1.898 
2.077 
2.219 
2.661 
2.481 

3,960 
12,784 
325, 150 

6,616 
60,696 
74,598 
20,378 
102,801 

1,859 
19,635 

6i5 

6,701 
172,831 
12, 499 
36,454 
97,446 
17,953 
86,728 

2,400 
18,578 

23.02 

25 

26 

?7 

Chicago,  Burlington  &  North'n 

Chicago,  Burlington  &  Quincy. 

Chicago  &  Iowa 

20.39 
28.51 
31.45 

34 
35 
37 
39 

40 

Chicago,  Milwaukee  &  St.  Paul 
Chicago,  Rock  Island  &  Pacific 
Chicago, St.  Paul  &  Kansas  C. 
Cleveland, Cin., Chi.  &  St.  L... 
Kankakee  &  Seneca  . . 

27.08 
27. 10 
20.63 
32.24 
20.45 

41 

Peoria  &  Eastern 

35.64 

4S 

East  St.  Louis  &  Carondelet   . 

11 

45 
46 
48 
49 

Elgin,  Jolie r  &  Eastern 

FultOM  County  Narrow  Gauge. 
Grand  Tower  &Cape  Gir'rdeau 
Grand  Tower  &  Carbondale. .. 

16,645 
14,183 
6.289 
13,761 
2,618,591 
12,271 
74,934 
10,012 
53,873 
148,058 
207.940 
295,019 
140,949 
178,150 
126,242 
15,333 

2.443 

2.921 
2.578 
2.682 
1.958 
2.692 
2.353 
2.534 
2.455 
2.419 
1.990 
2.506 
2.431 
2.237 
2.261 
2.910 

1,017 
3,144 
1,890 
1,612 
241,097 
3,291 
8,283 
4,111 
7,019 
9,356 
54,999 
36,470 
10,942 
3,845 
23,719 
925 

6,000 

2,399 

232 

198 

204.985 

224 

9,469 

677 

2,988 

11.609 

13,865 

22,028 

9,840 

6,189 

20,771 

413 

23,662 
20,639 
8,411 
15,571 
3,159,550 
15,786 
91,456 
14,800 
64,591 
171,415 
280,269 
362,324 
101,733 
188, 185 
174,717 
16.751 

1.24869 
.541 
.31527 
. 60307 
.89266 
.46548 
.65470 

1.27232 
.54419 
.82414 

1.44645 

1.32896 
.75683 

1.14544 
.63422 

1.26749 

3.06 
36.49 
17.43 
11.43 

29.46 

61 

62 
63 
64 

Indiana  &  Ilhnois  Southern. .. 
Indianapolis,  Decatur  &  W'st'u 
Indiana,  Illinois  &  Iowa 

28.84 
36.89 
4.52 
15.33 

73 

74 
75 
77 

78 

Lake  Erie  &  Western 

Lake  Shore  &  Michigan  S'th'n 

Louisville  &  Nashville 

Louisv.,Evansv.  &  St,  L.,Con. 
Michigan  t  'entral 

31.34 
49.05 
32.51 
34.42 
33.06 

80 

Mobile  &uhio 

21.65 

83 

85 

New  York,  Chicago  &  St.  Louis 
Northern  Pacilic  i}) 

7.39 

86 

88 

Wisconsin  Central  Lines 

Ohio  &  Mississippi 

211,250 

619,797 

1,414 

2.355 
2.149 
2.513 

8,227 

72,726 

240 

8,610 

54,049 

135 

270,205 

761,393 

1.821 

1.3052 
1.14497 
.41795 

28.64 
39.74 

89 

26.50 

90 

92 
93 

l'ittsburgh,Ft.  Wayne  &  Chi. 

vSouth  Ciiicago  &  Southern.. 

Peoria  &  Pekin  Union 

96,945 
16, 134 
19.189 
136,677 
81,181 

2.116 
l.tiOS 

■2.'732 
2.283 

7,771 

7.655 

114.953 
16,135 
19.945 
16.3.312 
110,389 

1.15028 
.60077 

':  82,541 
1.0737 

24.54 
51.34 

94 

■■■'ii'2()(; 

15,357 

■■■■li,"429 
8,187 

3.33 

9S 
9t) 
97 

Peoria,  Decatur  &  Evansville.. 
Pittsbiirgli,Cin.,Chi.  &St.  L.. 
Engli'WO'nl  Connecting 

28.13 
21.07 

99 

Kdck  island  &  Peoria 

125,572 
31,926 
274.412 

2.757 

10,000 
6,568 
27.157 

6,000 
3,600 
25,000 

143,396 
45,094 
327,789 

1.14581 


18.84 

100 
101 

St.  Louis,  Alton  &  Springfield. 
St.  Louis,  Alron&Terre  Haute 

33.28 
22.13 

110 

Terminal  Railroad  Ass.  of  St.  L 

155.403 

7.i9i 

16,750 

23.229 

189,382 



27.86 

(M  Inserted  to  show  relation  of  subsidiary  lines. 
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Illinois  for  year  ending  June  30,  1892. 

k.— Earnings  from  Operation. 


9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

Earnings  Aeisino  fbom  Fbeight 
Service. 

Other 

Earnings. 

Summary  of  Earnings. 

Freight 
revenue. 

H 

li 
n 

:  "d 

Total 

freight 

earnings, 

including 

stock  ' 

yards, 

elevators 

and 
miscella- 
neous. 

i  s  i 

W 

O  95  p 
CO  C1.0 

^11 

Tele- 
graph, 

rentals, 
and 
other 

sources. 

Total 
earnings 

from 
operation. 

Cols.  6+11 
+14+15. 

Total 
earn- 
ings 
per 
train 
mile. 

ml 

Si! 

,,, 

1 

*2, 838, 841 
137,697 

779  787 

.939 
.519 

'•dM 
.966 

f  2, 841,665 

138,(^91 

790, 29« 

6,576 

4,167,731 

1.71959 

2.06251 

.64759 

.31000 
1.57657 

80.24 
70.52 
100. OC 

57.74 
65. 8t 



»58,267 

$3,541,224 

195, 83f 

790. 29C 

11,391 

6,324, 92( 

134,837 

2,371,261 

486,51" 

4,457,10c 

960,96- 

81,712 

614,955 

7,805,955 

298,93^ 

1,945, 15S 

5,806,97( 

1,618,187 

4,145,434 

79,5a( 

690,988 

78,216 

150,293 

772,628 

56,547 

48,245 

136,161 

10,723,267 

54,721 

255,993 

327,286 

421,184 

546,870 

571,306 

1.114,269 

469,779 

569,179 

806,781 

226,705 

$1.36236 

1.32603 

.64759 

.32097 
1.52772 

"i  .■58572 
1.07924 
1.33086 

■i;i9535 
1.27403 

'i.' 23297 
1.44.363 
1.64305 
1.45699 
1.34418 
1.30566 
1.16092 

'i. "49399 

.68649 

.71086 
1.69832 
1.20162 

.76058 
1.05651 
1.54593 
1.14452 
1.17467 
2.10802 
1.44619 
1.15998 
1.26863 

.96161 
2.91728 

100.0c 

100. OC 

100.0c 
100.0c 

95.8- 
99. 7S 
97.61 
98.  Ot 
99.01 
91.72 
lOO.OC 

100.0c 

95.71 
75.07 
99. 2t 
99.45 
99,93 
99.81 
100. 0(J 
100.00 
100.0(1 
100. OC 

loe.oo 

100.00 

97.98 
100.00 

99.15 
100.00 

99.68 
100.00 

99.92 
100.00 

98.99 
100.  CO 

97.79 

97.95 
100.  <i0 

99.80 

2 

7 

6,.'.76 

4,167,731 



$122,059 

638 

2,547 

"7i,'7i2 

2,897 

"hY,m 

'"  3.559 

50,552 
12,777 
10,514 
332 
12,9ie 
754,297 

5,651 

117,867 

8,777 

13,256 

110,988 

3,930 

69,819 

98 

538 

13,336 

9 
12 

1,707,314 

274,929 
3.241,679 

.613 

.685 

1.013 

1,753,333 

274,929 

3,246,047 

1.92995 
1.33784 
1.45341 

73.51 
56. 4S 

72.82 

13 
17 
21 

62,808 

483,857 

5,361.061 

193,233 

1.394,485 

4,054.047 

1,282,045 

2,738,825 

63,162 

441,300 

64,878 

150  293 

3.084 
.762 

'".ill) 
1.026 
1.029 
.864 
.710 
.831 
.633 

■■.'743 

1.067 
.922 

1.686 
.796 

1.705 

1.329 
.881 

1.105 
.727 
.767 
.826 

1.015 
.811 
.792 

1.569 

62,808 

483,857 

5,363,458 

193,233 

1.405,073 

4,054,047 

1,282,045 

2,738,825 

63,162 

441.300 

64,878 

150.293 

727.573 

35,;  08 

1.25912 

1.57748 

"i."  43381 
1.57882 
1.77011 
1.62352 
1.5008 
1.38259 
1.31918 



"i."  46058 

76.86 
78.6S 
68.70 
64.63 
72.23 
69.81 
79.22 
66.06 
79.41 
63.86 
82.94 
100.00 
94.18 

23 

25 

27 
34 
35 
37 
39 
40 
41 
43 
44 

727,573 
35.908 

21,292 

46 

39  833 

39  8o3       Qfi712i       R2  Kl 

48 

117,143 

6,889,190 

36,360 

160,865 

117.143 

6,902,713 
36,360 
161,537 
311,989 
356,366 
358,881 
286,907 
745,250 
301,471 
380,994 
629,202 
209,659 

1.97314 

1.28195 

1.02707 

1.64790 

1.55936 

1.42944 

1.39318 

3.71391 

1.49535 

1.59344 

1.33981 

1.1166 

3.25079 

86.03 
64.34 
66.44 
63.11 
95.32 
84.61 
65.62 
50.21 
t6.87 
64.17 
66.94 

3,446 

661,003 

2,573 

49 
50 
61 

310,945 

495 
■"4, '607 

900 

63 

355,687 
358,881 
261,406 
745,250 
301.471 
880,994 

225 
11,965 
4,130 
6,694 
5,674 

64 
73 

74 
75 

77. 
78 

629,202 
209,659 

77.98 
92.48 

2.t57 

3 

294 

80 
83 

85 

662,280 
1,154,180 

1.168 

^07 

6.029 

662,280 

1,154,180 

5,050 

2.3426 
1.36675 
.49732 

70.20 
60.26 
73.50 

7,8T7 

2,953 

943,316 

1,915,573 

6,871 

1.92619 

1.26866 
.50749 

100.00 
100.00 
100.00 

86 
88 

5,050 

89 

90 

269,177 
14,861 
59,045 
377,228 
268, 186 

.679 
1.995 

".'942 
.682 

269,177 
14,861 
59,045 
377,228 
268,186 

1.75968 
1.63495 

'i  .'48086 
1.46846 

67.46 
47.28 
9.87 
64. 9h 
ai.76 

403 

284,668 
32,676 
141,016 

84,275 
27 
234,526 
7,236 
4,776 
4.045 
1,628 

468,406 
31,427 
598,086 
580,454 
524,370 
4,046 
760,836 
135,467 
1,480,929 
29,873 

1.85210 
.87425 

*i."2826i 

1.82896 

■i.'7834i 

'i  .'97617 

3  4(;869 

100. OC 
100.00 
100.00 

99.09 

99.94 
100.00 

97.88 
100.00 

77.50 
100.00 

86.66 

92 
93 
94 
95 
96 
97 

6]5,8]0 
90  372 

1.429 

"!99i 
1.854 
8.191 

615,810 

90,372 

1.100,331 

29,584 

444,542 

2.0427 

'i, '5(1874 
3.380 

80.93 
66.72 
74,30 
99.03 
65.40 

99 
100 

1,100,331 

29,584 

6,101 

289 

39.446 

46,706 

101 
109 

444.542 

6,265 

679,637 

110 

46 


Table  IV. — Earnings  and  Income  in 

K.— Earnings  from  Operation. 


1 

2 

3 

4 

5 

6 

7 

8 

Name  of  Company. 

Earnings  Arising  from  Passenger  Service. 

Passen- 
ger 
revenue. 

S  D  CD 
•     ^-  CD 

lis 

Mail. 

Express 

Total  pas- 

sensier 
earnings, 
including 
miscel- 
laneous. 

Si 

m 

U 

lit 

o:  o 

112 
114 

Terre  Haute  &  Indianapolis  .. 
Terre  Haute  &  Peoria 

$4.50,135 
103, 689 
274,710 
84,650 
1,167,012 
2»,290 

■2."435 

1.880 
2.057 
2.791 

S217,792 
13,156 
27,956 
6,936 
128,739 
3,795 

847.512 
7,850 
30,009 
14,999 
118,296 
1,172 

S716,237 
124.696 
336,782 
107,036 
1.434,849 
25, 550 

.98557 

i  .'07163 
.54115 
.9131 
.52579 

38.30 
32  88 

115 

116 
IIS 

Toledo,  Peoria  &  Western 

Toledo,  St.  Louis  &  Kansas  C. 
Wabash 

33.(8 
17.16 

29.91 

121 

Wabash,  Chester  &  Western.. 
Totals 

34.10 

3il7,228,466 

2.0935 

81,918,214 

»1,451.095 

121,091,833 

1.01632 

27.58 

47 


Illinois  for  year  ending  June  SO,  i59^— Continued. 

A.— Earnings  fi-om  Operation. 


9 

10 

" 

12 

13 

14 

15 

16 

17 

18 

Eaknings  Abising  fbom  Fbeight 
Sebvice. 

Otheb 
Eaknings. 

SUMMAKY   OF    EAKNINGS. 

■  c 

Total 

freight 

earnings. 

including 

ill 

ill 
§11 

Ill 

Tele- 
graph, 

Total 
earnings 

from 
operation. 

Total 
earn- 

Freight 
revenue. 

Q® 

stock 
yards. 

tn 

..o 

rentals, 
and 

mgs 
per 

?  o 

:  P 

elevators 

and 
miscella- 

III 

2.    ^ 

m 
^R 

other 
sources. 

Cols.  6+11 
+11+15. 

train 
mile. 

a    ° 

2.     E!" 

:  w 

neous. 

ill 

p  E 

^■? 

e    P 

^1,147.281 

.8)9 

81,147,281 

1.37772 

61.35 

85.672 

81,869.191 

81.19861 

100.00 

112 

254, 534 

iXvi 

254,534 
629,536 

i. "33875 

67.12 
61.85 

379,230 
1,017,791 

i; 29735 

100.00 
99.72 

114 

628,031 

51,472 

lift 

516,488 

.487 

516,488 

1.21511 

82.84 

623,525 

1.00108 

100.90 

116 

3.2C6.9S9 

.705 

3,361,594 

1.365 

70.09 

4,796,443 

1.1779 

97.37 

IIH 

49, 309 

2.324 

49,309 

1.9642 

65.82 

55 

74,914 

1.01650 

100.00 

121 

«51.867,8i5 

.8618 

152,082,408 

1.53931 

68.12 

^891,177 

82,410,958 

$76, 476, 438  81.. 35393 

93.49 

48 


Table  IV- 


-Earnin^s  and  Income  in  Illinois  foi  year  ending  June 
30,  i,§9^— Continued. 

"R.— Income  from  Property  Owned  but  not  Operated. 


Name  of  Company. 

19 

20 

21 

22 

23 

24 

INCOME  FROM  PROPERTY 
OWNED. 

Total 
earnings 
and  in- 
come. 
Cols.  16-1-2? 

SouKCE  OF  Income. 

Total  in- 
come 
from 

property 

scribed. 

Cols.l9-f 

20-1-21. 

m 

Stocks 

Bonds. 

Miscel- 
laneous, 
includ- 
ing 
rents. 

T 

Atchison  Topeka  &  Santa  Fe  (i).. 

T 

'>, 

Chicago,  Santa  Fe  &  California. 
Baltimore  &  Ohio 

83,541,224 

195.836 

790,290 

11.391 

6,596.989 

105,750 

34,699 

135,125 

2.429,305 

932.672 

8,475 

496,255 

179,564 

21,825 

4.501,147 

1.047,618 

81,712 

614.955 

8.155,261 

398.181 

16,999 

80,115 

21.143 

42,000 

228,110 

1,9.59.399 

5,838.569 

125,000 

1,619,271 

4,152,992 

79,530 

690,988 

2,884 

78.215 

150.293 

772,  .528 

56,547 

49,238 

136.161 

10.814,665 

39,0.32 

16.676 

25,649 

54,721 

257.047 

327.286 

421.187 

39,999 

516,870 

577,087 

1.114,269 

480,.%7 

581.040 

57,.S67 

806,781 

227,146 

?, 

"i 

.. 

>» 

7 

7 

S 

Ct^ntralia  <&  Chester    



8 

q 

$32,032 

5232,810 

S7,226 
105,750 
34,699 

12,480 
932,672 
8,475 
9,738 
179,564 
21,825 
6,430 
86,650 

8272,068 

105,750 

34,699 

288 

58,053 

932,672 

8,475 

9,738 

179.564 

21,825 

44,046 

86,650 

4.13 

ICO. 00 

100.00 

.22 

2.39 
100.00 
100.00 

1.97 
100.00 
100.00 

8.28 

9 

10 

Joliet  &  Chicago 

10 

n 

11 

T' 

Chicago  &  Calumet  Terminal 

^?^ 

13 

Chicago  &  Eastern  Illinois 

45,U00 

572 

13 
14 

T) 

15 

17 

Chicago  &  Grand  Trunk  

17 

18 

IS 

?0 

^1 

37,5^3 

72 

9\- 

9^- 

O!^ 

Chicago  &  Ohio  Eiver 

9^ 

V5 

26 

Chicago.  Burlington  &Quincy.... 

237,364 

72,725 

89,211 
99,243 
16,999 
80,115 
21,143 
42,000 
228,110 
9,353 

349,301 
99,243 
16,999 
80,115 
21,143 
4/, (ICO 

228.110 
14,241 
31,598 

125,000 
1.083 
7.557 

4.29 
24.93 

100.00 

100.00 

100.00 

100.00 

100.00 

.74 

.55 

100.00 

.07 

.19 

26 

<»s 

Galesburg  &  Rio                      .... 

•>8 

oq 

9q 

«^o 

Liverpool  Coal    ...         

30 

SI 

31 

(^9 

St    Louis,  Rock  Island  &  Chi    .. 

3'i^ 

34 

S5 

Chicago,  Milwaukee  &  St.  Paul... 
Chicago,  Rock  Island  &Pacitic... 

4,087 
31,598 

799 

34 
35 

Sfi 

125,000 

36 

S7 

Chicago,  St.  Paul  &  Kansas  City. 
Cleveland, Cin., Chi.  &  St.  Louis. 

1.083 
5,866 

37 

39 

1,690 

3» 

40 

\^ 

Peoria  &  Eastern 

4T 

^? 

2.884 

2.884 

100.00 

4?t 

n 

East  St   Louis  &  Carondelet 

4a 

44 

1^ 

Elgin  Joliet  &  Eastern 

45 

^16 

46 

dK 

Grand  Tower  &  Cape  Girardtau  . 
Grand  Tower  &  Carbondale 

992 

992 

2.02 

48 

,)i> 

49 

10 

Illinois  Central 

30,360 
4,075 
5.900 

61,037 
34,957 
10,776 
25,649 

91.398 
39,032 
16,67(. 
25,649 

.85 
100.00 
100.00 
100.00 

50 

5?r 

5R 

■jfl 

South  Chicago 

59 

61 

ffl 

Indianapolis,  Decatur  &  Western. 

1,054 

1,054 

.42 

61^ 

«iS 

6.S 

6'1 

lown  Central            .        ...         

3 

39,999 

3 
39,999 

.08 
100.00 

64 

79 

7a 

7S 

7R 

Va 
v. 

Lake  Shore  &  Michigan  Southern 

3,105 

406 

2,269 

5,781 

1.01 

74 
75 

77 
78 

Louisv.,E  ansv.  &  St.  Louis  Con. 
Michigan  Central 

Hu.m 

2,650 
90 

7,937 

10,587 
11.860 
57,367 

2.21 

2.05 

100.00 

77 

78 

7<> 

Joliet  &  Northern  Indiana 

67.367 

79 

RO 

Mobi'"  &  Ohio 

80 

84 

48 

392 
100 

441 
100 

.20 

00.00 

S3 

Chicago  &  State  Line 

100    84 

(1)    Inserted  to  show  relation  of  following  subsidiary  lines. 
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TABiiE  IV. — Earnings  and  Income  in  Illinois  lor  vear  ending  June 
80,  i<S^.9^— Concluded. 

'&.— Income  from  Froperty  Owned  hut  not  Operated. 


Name  of  Company. 

19 

20 

21 

22 

23 

24 

INCOME  FROM  PROPERTY 
OWNED. 

Total 
earnings 
and  in- 
come. 
Cols.  16+22 

SouEUE  OF  Income. 

Total  in- 
come 
from 
property 

de- 
scribed. 
Cols.l9+ 
20+21. 

^'  o 
■   X° 

Stocks 

Bonds. 

Miscel- 
laneous, 
includ- 
ing 
rents. 

8,5 

85 

86 

Wisconsin  Central  Lines 

S94:i.316 

1,915,573 

0,871 

8« 

h8 

Pawnee 

89 

90 

Pennsylvania  Co   {') 

90 

«)? 

Pittslun-t-'h,  Ft.W.  &  Chi.  (0  &F) 
Pitisbuit-'h    Ft    W    &  Chi   (F) 

.    ... 

468,406 

129,242 

31,427 

5.674 

598,086 

585,771 

524,668 

4,045 

138 

775,263 

135,467 

1,910,725 

30.000 

18,386 

218,022 

60,390 

75,650 

10,000 

9?> 

§129,242 

8129,242 

100.00 

CO 

93 

South  Chi.  &  Southern  (O  &  F).. 

93 

•)S 

South  CliiCiHgc  &  Southern  (F).. 

5,674 

5,674 

166.66 

•♦4 

Peoria  &  Pekin  Union 

94 

95 
96 

97 

Peoria,  Decatur  &  Evansvihe 

Pittsburgh, Cin., Chi.  &  St. Louis. 

Englewood  Connecting  (0  &  F). 

Englewood  Connecting  (F) 

S3, 500 

77 

1,816 
220 

5,316 
298 



.91 
.Oti 

95 
96 

97 

97 

138 
13,82e 

138 
14,426 

100.00 
2.12 

97 

99 

Rock  Island  &  Pt'oria 

600 

99 

100 

100 

101 

St.  Louis,  Alton  &  Terra  Haute  .. 

340,520 

89,276 
30,000 
18,386 
218,022 
60,390 
75,650 
10,000 

429,796 
30,000 

218;  022 
60.390 
75,650 
10,000 

22.50 
100.00 
100,00 
100.00 
100.00 
100.00 
100.00 

101 

lO' 

Belleville  &  Carondelet 

OM 

1l'3 

Belleville  &  Eldorado 

103 

104 

Belleville  &  Southern  Illinois    . 

104 

105 

Chicago,  St.  Louis  &  Paducah.. 

105 

lOfi 

St .  Louis  Southern 

106 

107 

Carbondale  &  Shawneetown 

1('7 

109 

St.  Louis  &  Peoria 

29,873  i09 

110 
111 

Terminal  Railroad  Ass.  of  St.  L  .. 
St.  Louis  Bridge 

113,724 
414,330 

113, ?24 
414,330 

14.34 

100.00 

793,361 
414,3:S0 

1,869,191 
5^4,805 
379,230 

1.020,567 
623,525 

4,925,983 
74,914 

110 

111 

11? 

Terre  Haute  &  Indianapolis 

u?, 

IIH 

St.  L..Vandalia& Terre  Haute. 
Terre  Haute  &  Peoria 

584,805 

584,805 

100.00 

113 

114 

114 

115 

Toledo,  Peoria  &  Western 

2,776 

2,776 

.28 

115 

llfi 

Toledo,  St.  Louis  &  Kansas  City. 
Wabash 

116 

118 

42,533 

900 

86, 106 

129,539 

2.63 

118 

1^1 

Wabash,  Chester  &  Western 

1?1 

Total 

8456,163 

$691,930 

84,168,480 

85,316,574 

6.51 

881,  93,012 

(>)    Inserted  to-  show  relation  of  following  subsidiary  lines. 


-4  R.  K. 
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S..— Operating  Expenses. 


Table  Y—Expend- 


EXPENDITURE  ASSIGNABLE  TO  OPERATION. 


Maintenance  of  Way 

AND   StBUCTUBES. 


Name  of  Company. 


Oo^o? 

«3  O 

X^p 

'^OJ^r 

O  X  o 

.—• d  r- 

■    r^^il 

•  -l-rE. 

Proportion 

"to 


Mainten«nce  of 
Equipment. 


Amount. 


Proportion 
assigned  to 


Atchison,  Topeka  &  SantaFe  (i) 
Chi.,  Santa  Fe  &  California.. 

Baltimore  &  Ohio 

Belt  Railway  of  Chicago 

Centralia  &  Chester 

Chicago  &  Alton 

Chicago  &  Calumet  Terminal.. 

Chicago  &  Eastern  Illinois 

Chicago  &  Grand  Trunk 

Chicago  &  Northwestern 

Chicago  &  Northern  Pacific... 

Chicago  &  Ohio  River 

Chi., Burlington  &  Northern... 

Chicago.  Burlington  &  Quincy 

Chicago  &  Iowa 

Chicago,  Milwaukee  &  St.  Paul 

Chicago.  Rock  Island  &  Pacific 

Chi.,  St.  Paul  &  Kansas  City. . . 

Cleveland,  Cin.,  Chi.  &  St.Louis 

Kankakee  &  Seneca 

Peoria  &  E-istern 

Easv  St.  Louis  &  Carondelet.. 

East  St.  Louis  Connecting 

Elgin,  Joliet  <&  Eastern 

Fulton  County  Narrow  Gauge. 

Grand Tower&Cape  Girardeau 

Grand  Tower  &  Carbondale. .. 

Illinois  Central 

Indiana  &  Illinois  Southern... 

Indianapolis,  Decatur  &  Wn. ., 

Indiana,  Illinois  &  Iowa 

Iowa  Central 

Lake  Erie  &  Western 

Lake  Shore  &  Michigan  S'rn.. 

Louisville  &  Nashville 

Louisv.,  Evansv.  &St.  L.  Con. 

Michigan  Central 

Mobile&Ohio 

New  York,  Chicago&  St.  Louis 

Northern  Pacific  (') 

Wisconsin  Central  Lines. . . . 

Ohio  &  Mississippi 

89  Pawnee 

<)0  Pennsylvania  Co  (M 

92  Pittsburgh,  Ft.  W.  &  Chi.... 
03     South  Chicago  &  Southern. 

94  Peoria  &Pekin  Union 

9.5  Peoria,  Decatur  &,  Evansville. 
9(1  Piitsburge.Cin.,  Chi.  &  St.  L.. 

97     Englowood  Connecting 

99  Rock  Island  &  Peoria 

100  St,.  I^ouis,  Alton  &,  Springfield 

101  St.  Louis,  A.llon&Terre  Uauio 


$253,474 
19,4S5 

82,S72 
5,171 

650,537 
10,929 

260,983 
34.529 

574,989 
13,698 
24,479 
80,632 
1,131,229 
22,  .55(1 

254,130 

501,657 

134,20(5 

541,6.50 
32,712 

14.3. 12  J 
24,588 
28,989 
80.754 
24,304 
13,901 
15,207: 
1,335,993 
14,679 
51,230 
43,867 
76,940 
54,726 
72,350, 

156,510 
86,665 
85,504 

154,360 
27,841 


67,421 

348,376 

277 


8.741 
11.96 
15.821 
39.921 
18. 13 

9. 14 1 
17.38 
11.75' 
20.92, 

8.47 
44.06j 
18.56 
22.78' 
15.08! 
21.15 
14.81 
10,85 
18.5* 
48.96 
29.34 
35.35 
16.82 
16.51 
45.97 
32.95 
21.10 
19.29 
33.61 
26.86 
21.11 
25.10 
18.41 
24.23 
22.15 
24.62 
19.44 
2i.40 
14.98 


50.00 
36.12 

'39."  14 
39.98 
32.92 
83.86 
26.99 
37.02 
35.35 
44.41 
3t.2L 
35.20 
27.31 
40.82 
25.00 
43.79 


16.15 
25.34 


89,191 
4.93(i 
97,727 
77,7:11 
75. so  I ' 
82.  i 
116,552 
32,773 
187, 591 I 


21.35 
24.71 
21.13 
II.  |0 
II. .^4 
28.  |y 
30.94 
23.43 


8.66 
33.33 
25.69 
30.00 
40.00 
30.00 
59.54 

5.50 
32,36 
44.67 
35.95 
36.39 
52.77 
36 


64.01 

100  .'66 

50.00 
63.88 
100.00 
60.86 
60.02 
67.08 
16.14 
73.011 
62.98 
64.65 
55.59 
65.79 
64.80 
72.69 
59.18 
75.00 
50.21 
100.00 
100.00 
96.34 
66.67 
74.31 
70.00 
60.00 
70.00 
40.46 
94.50 
67.64 
55.33 
64.05 
63.61 
47.23 
63.38 
67.17 
89.25 


40.03 
44.05 
25.0U 


59.97 
55.95 
75.00 


»467,356 

30,084 

89,542 

190 

586,807 
15,989 

289,139 
47,567 

435,084 
17,789 

37; 871 

875,776 

20,506 

231,694 

510,033 

117,706 

499,237 

5,391 

75,559 

9. 136 

18.100 

75,580 

6.969 

5,422 

14,712 

1,134,3.53 

4,290 

26,594 

21,409 

33,617 

49,239 

47,451 

135,674 

49,338 

86,230 

68,285 

24,173 


16.12  25, 
18.51 
17.20 
1.471  47. 
16.35]  35. 
13.371..., 
19.26  17. 
16.22  39. 
15.83  19. 
11.011  90, 


92   74.08 


6.10 

8.72 
17.64 
13.71 
19.. 54 
15.06 

9.51 
17.08 

8.07 
15.49 
13.10 
10.50 
15.45 
13.18 
12.85 
20.41 
16.63 

9.83 
13.94 
10.45 
10.90 
16.56 
15.89 
19.20 
14.01 
19.59 
11.23 
13.00 


64,723 

218,777 

107 


15.51 

15.55 

.91 


39.10   60.90 
73.72   26.281 

43!72:'56.'28' 
31.12   65.88 

100.00 

30.76    63.24 


30.00    70.00 


237,275 
1.906 
28, 708 
62. 301  i 
60,582 


22.74 
8.24 
7.26 

19.32 
9.11 


62,618 

9,899, 
151.930, 


15.10 
9.34 
18.16 


100.00 
36,  52.64 
03  61.37 
..1100.00 
84'  82.16 
90  60.10 
76,  80.24 
24  9.76 
01,  70.99 
24  73.76 
62  77.38 
31  i  64.09 
38  71.62 
13  68.87 
64  78.36 
37:  03.63 
36  04.64 
66  65.34 
1(10  00 
..  100.00 
66  96.34 
00  63.34 
97,  67.03 
771  80.23 
63'  73.37 
40'  75.51 
08!  fi9..32 
10!  95.84 
02  76.98 
69  67.31 
,23;  73.77 
,68;  80.32 
,58  64.42 
63.38 
31  80.69 
J   92.74 


34.71 
25.00 


25.41 
43.48 


15.73 
24.48 


22.48 
■22.03 


71. -M 

65.29 
75.00 


74.59 
.56.52 


84.27 
75.52 


77.52 
■77."97 


(')  Inserted  to  show  relation  of  following  subsidiary  lino-;. 
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ituies  in  Illinois. 


A.— Operating  Expenses. 


10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

ao 

21 

EXPENDITUBE  ASSIGNABLE  TO  OPERATION. 

SUMMARY    or  OPERAT- 
ING EXPENSES. 

Conducting  Tbanspoetat'n 

Genera  t,  Expenses. 

-<c? 

Proportion 

gSo 

■ 

^^r,"^ 

Proportion 

^mr,"^ 

Proportion 

assigned  to 

o'S'2 

alio 

assigned  to 

assigned  to 

Total    op- 

3§S 

S^ 

00 1? 

S^ 

S3 

erating 
e.xpenses. 

g^ 

S3 

:  °2. 

Amount. 

:  xg§ 

|i 

2  ^ 

Amount. 

i  x^§ 

f^cn 

U 

Cols.  2+6+ 

5S 

?2. 

•  0  0 

:  va 

:  9^^ 

a^ 

:  9<B° 

fr§ 

og: 

10+14. 

03 

°^ 

s| 

a>^ 

:  :iSo 
:  -So 

ri 

fS 

c"^ 

ill 

:??£ 

:  -t^S 

:sg 

1 

*«i;320;29i 

■■■45!56 

■29!66 

■70!94 

■■8856."  799 

■■■29;58 

seiis 

'63! 82 

■■$2,'897;922 

si!  27 

"6S3 

si. '83 

2 

97,401 

59.93 
59.58 

ioo!6o 

15.581 
38.369 

n.60 
7.40 

162,. 50  4 
520,360 

lOO.'Oi) 

82.98 
65.84 

5 

310,075 

i66;65 

7 

6,812 

52.81 

■50; 00 

51.00 

750 

5.80 

.56  ."60 

51).  00 

12,954 

'49.' 96 

50.04 

113.72 

8 

1,795,137 

50.03 

30.74 

69.26 

555.516 

15.49 

48.34 

51.66 

3,587,999 

35.24 

64.76 

56.72 

9 

72,926 

60.98 

100.00 

19.725 

16.51 

100.00 

119,571 

100.00 

88.68 

12 

808.718 

53.87 

'29! 84 

70.16 

142.178 

9.49 

39:.5r> 

60.44 

1,501,019 

.■30!('r7 

69.93 

63.30 

13 

176.927 

60.21 

35.73 

64.27 

34.826 

11.82 

43.74 

56.26 

293,850 

37.79 

62.21 

73.16 

17 

1.551.523 

.56.46 

31.46 

68.54 

186.292 

6.79 

34.29 

65.71 

2,747,898 

311.10 

69.90 

61.65 

21 

114,574 

70.92 

81.13 

18.87 

15.476 

9.60 

54.02 

45.98 

161.538 

79.77 

20.23 

16.81 

22 

22,296 

4(1.13 

22.60 

77.40 

5.393 

9.71 

27.08 

72.92 

.55.558 

25.36 

74. H4 

67.99 

23 

235,279 

54.18 

;«.48 

64.52 

80.464 

18.54 

4(1.14 

59.86 

434.248 

35.83 

64.17 

70.62 

25 

2,526,866 

50.89 

3j.0I 

64.09 

430. 558 

8.69 

35.35 

64.65 

4,964,431 

32.93 

67.07 

64.37 

26 

99.767 

66.72 

44.01 

55.99 

6.694 

4.49 

44.41 

55.. 59 

149.524 

42.89 

57.11 

50.(12 

27 

600,875 

50.02 

27.20 

72.80 

ni.358 

9.29 

41.14 

5S.86 

1.201,059 

30.21 

69.79 

61.75 

34 

1,914,935 

57.42 

34.20 

65.80 

430.042 

12.71 

35.20 

64.80 

3,38ii.669 

34.01 

65.99 

58.32 

35 

656,657 

r.3.07 

18.84 

81.16 

828.627 

26  57 

33.29 

65.71 

1.237.318 

23.87 

76.13 

76.46     37 

1.469.011 

50.29 

34.11 

65.89 

411.088 

14:09 

39.50 

60.50 

2.920,987 

36.. 51) 

63.50 

70.46'     39 

25,523 

38.20 

37.37 

62.63 

3. 177 

4.77 

25.00 

75.00 

66.804 

30.56 

69.44 

83.99      40 

224,758 

46.08 

37.81 

62.19 

44.246 

9.09 

40.21 

59.79 

487,689 

39.29 

60.71 

70.581     41 

31.122 

44.74 

100.08 

4.705 

6.81 



100.00 

69,553 

100.00 

88.92     43 

100.395 

58.26 

100.00 

24.822 

14.42 

100.00 

172,307 

100.00 

114.(10     44 

273.913 

56.01 

'■3;66 

96.34 

,58.727 

12.03 

■■3!66 

96.34 

488,976 

■'3.' 66 

96.34 

63.29     45 

16. 627 

31.45 

33.33 

66.67 

4.965 

9.49 

33.33 

66.67 

52.886 

33.77 

66.28 

03.. 50      46 

20.079 

47.. 59 

33.15 

66.85 

2,781 

6.61 

34.52 

65.48 

42, 187 

30.76 

69.24 

87.40      4S 

31.070 

43.11 

22.64 

77.36 

11,077 

15.38 

15.80 

84.20 

72.067 

21.33 

78.67 

.52.90 

49 

3,755.342 

55.  n6 

33.20 

66.80 

594,2-)5 

9.02 

44.81 

55.19 

6,819.945 

34.45 

65.. 55 

63.60 

.50 

18.535 

42.45 

35.09 

64.91 

6,157 

14.11 

30.00 

70.00 

43.662 

31.61 

68. 3.) 

79.70 

61 

84.886 

44.50 

35.87 

64.13 

28,008 

14.70 

69.24 

.30.76 

190,720 

46.40 

53.60 

74.. 50 

62 

107.652 

51.81 

4.05 

95.95 

31.832 

16.63 

4.73 

95.27 

207.761 

4.. 58 

95.42 

63.. 50 

63 

148,960 

48.59 

20.02 

79.98 

46.985 

15.35 

27.71 

72.29 

306.502 

24.75 

75.25 

72.77 

64 

157,554 

53.01 

40.91 

59.09 

35.648 

12  02 

43.48 

56.52 

297,168 

40.58 

59.42 

54.34 

73 

158,388 

53.04 

32.02 

67.98 

20.377 

6.84 

36.69 

63.31 

298,567 

32.37 

67.63 

52.26 

74 

329,596 

46.65 

25.69 

74.31 

84.643 

12.00 

33.34 

61.66 

706.424 

28.42 

71.58 

62.78 

75 

179,095 

50.88 

40.06 

.59.94 

36.8.37 

10.49 

■^0.41 

49.59 

351.927 

43.64 

.56.36 

74.91 

77 

220,380 

50.06 

36.62 

63,38 

47.981 

10.91 

.36.62 

63. 3S 

440.157 

36.62 

63.38 

77.33 

78 

312,194 

51.37 

25.30 

74.70 

72.802 

12.00   33.07 

66.93 

607,641 

27.47 

72.53 

75.32;     80 

110,406 

59.41 

6.80 

93.20 

23.401 

I2.61I    9.78 

90.22 

185,8^3 

7.83 

92. 17 

81.97 

83 

85 

2i5,'i93 

"'b9Ai 

"29  .'is 

■76:82 

■■■■69:9ii 

""'i6!77 

40.10 

■59."96 

4i7.'2-)« 

'32;63 

■67;37 

■44. "23 

86 

640,549 

46.59 

41.03 

.58.97 

171.913 

12..52 

48.90 

.51.10 

1.374,616 

41.79 

58.21 

71.85 

88 

3.436 

29.19 

25.00 

75.00 

7.947 

67.52 

25.00 

75.00 

11.769 

25.00 

75.00 

171.29 

89 
90 

"'"Wl'Mli 

■■■67.'29 

■26!87 

'73!i3 

■"■i4,'689 

"■■i!42 

23;26 

'76.74 

■■■i;o43;i2i 

■27.'52 

'72!48 

222!83 

92 

15,529 

67.18 

58.36 

41.64 

741 

3.23 

71.71 

28.29 

23.114 

60.84 

39.16 

73.. 55 

93 

240.825 

60.90 

28.122 

7.13 

395,384 

66.10 

94 

1.55.138 

48.12 

'24^2 

■75!88 

27.141 

8.43 

'39!66 

eo.'si 

323.376 

■28.'54 

■7!! 46 

55.54 

95 

492.918 

74.  If 

25.14 

74.86 

35.322 

5.33 

58.01 

41.99 

664.633 

27.85 

72.15 

126.75 

96 

1.156 

58.13 

1110.00 

6 

.:33 

100. flO 

1,9S8 

100.00 

49.16 

97 

189.925 

45.80 

'i9."57 

80.43 

45.573 

11.00 

iik'.es 

61.31 

414.669 

■26'94 

73.06 

.54.50 

99 

49.461 

46.70 
48.62 

13,768 
90,179 

13.02 
10.7J 

105.903 
836,332 

27"  15 

■72.' 85 

78.18 
56.47 

100 

406,630 

■27J68 

■72."92 

'sb'.ib 

bb'.Hi 

1(U 
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Table  Y—Expend- 


A.— Operating  Expenses. 


1 

2              3 

4 

5 

6 

7 

8 

9 

Name  of  Compakt. 

EXPENDITURE  ASSIGNABLE  TO  OPERATION. 

Maintenance  of  Wat 

AND  StKUCTUBES. 

Maintenance  of 
Equipment. 

Amount. 

gill 

:  =Do 

•    XIQp 

'■   Oo.  jif 

:  o w<= 

mi 

Proportion 
assignedto 

Amount. 

:•  §5-5- 

•    XIQP 

:  ox  0 

Proportion 
assignedto 

? 

ii 

<  CD 

if 

^m 

St.  Loui.  &  Peoria 

«5,351 

46,930 
214,965 

66,891 
172,071 

79,016 
705,787 

22,287 

28.32 
15.36 
17.38 
20.77 
23.40 
17.28 
19.54 
44.61 

■25:60 

48.72 

100.00 
75.00 
51.28 

«2,716 
29,666 

214,292 
28,432 
83,094 
49,678 

687,907 
4,992 

14.37 
9.71 
17.32 
10.38 
11.30 
10.86 
19.05 
9.99 

28.18 

110 
112 
114 

Terminal  K.  R.  Ass'n  of  St.  L.. 
Terre  Haute  &  Indianapolis, .. 
Terre  Haute  &  Peoria 

84.80 
71.82- 

115 

IIG 
118 

Toledo,  Peoria  &  Western 

Toledo,  St,  L.  &  Kansas  City.. 
Wabash. 

4i.22 
30.08 
33.71 
65.93 

58.78 
69.92 
66.29 
34.07 

22.14 
19.29 
28.40 
28.06 

77.86 
80.71 
71  60 

121 

Wabash,  Chester  &  Western.. 
Total 

71.94 

$9,490,843 

18.80 

36.94 

63.06 

S8, 155, 071 

16.16 

53 

itures  in  Illinois. — Continued. 

A.— Operating  Expenses. 


EXPENDITURE  ASSIGNABLE  TO  OPERATION. 


SUMMARY    OF   OPERAT- 
ING EXPENSKtS. 


Conducting  Tbanspoktat'n 


oSwo 


x^l 


Proportion 
assigned  to 


Genebal  Expenses, 


XjQp 


Proportion 
'to 


CO  aT 


Total    op- 
erating 
expenses. 

Cols.  2+6+ 
10+14. 


Proportion 
assigned  to 


ill 


«6,474 
204,422 
699,228 
114,913 
337,338 
254,588 
1,949,044 

18,025 


34.26 
66.91 

55.81 
41.96 
45.88 
55.69 
53.97 


14.23 
31.99 


100.00 
85.77 
68.01 


2").  94 
20.07 
25.43 
53.79 


74.06 
79.93 
74.57 
46.21 


$4,351 

24,459 
117,084 

73,605 
142,682 

73,796 

268,102 

4,662 


23.05 
9.02 
9.49 
26.89 
19.42 
16.17 
7.44 


21.27 
46.56 


100.00 

78.73 
53.44 


39.12 
27.40 
42.58 
65.93 


60.88 
72.60 
57.42 
34.07 


$18,893 
305.479 

1.236,571 
273,842 
735.186 
457,080 

3,610,842 
49,957 


100.00 
83.46 
64.38 


31.37 
22.90 


77.10 
71.12 

42.24 


63.24 

44.94 

66.16 

72.00 

72.23 

73. 

75.28 

66.68 


5,751, S 


29.95 


70.05 


$6,056,462 


61.91 


150,457.276 


65.98 


54 


Table  V. — General  Expenditures  in  Illinois — Continued. 

B.— Fixed  Charges. 


Name  of  Company. 

22 

23 

24 

25 

26 

Expenditure  Assignable  to  Fixed  Charges. 

Amount. 
Cols.  23+ 
24+25+26. 

Designation. 

Interest. 

Rents. 

Taxes. 

Miscel- 
laneous. 

1 

Atchison  Topeka  &  Santa  Fe  (i)    . 

1 

2 

Chicago, Santa  Fe  &  California.. 
Baltimore  &  Ohio 

8650,160 

27.368 

150.020 

752 

1,066,285 

750 

17,593 

73,757 

812,467 

669,320 

8,475 

147,224 

179.564 

28,374 

1,137,917 

1.201,100 

7,116 

238,705 

2,025,171 

188,377 

16,999 

80,115 

18,643 

42,000 

228,110 

535,813 

471,928 

1,102 

70,624 

843.868 

49,065 

202,736 

249 

17,014 

21,642 

281.197 

36,050 

33,731 

4,890 

1.630,929 

2,500 

125.000 

50.000 

10,000 

4,110 

81,719 

44,823 

90,892 

4.008 

123.961 

111,6(K) 

305.33( 

214.425 

91.283 

36,733 

225.631 

50,997 

$528,480 
12, 145 
4,375 

S97,049 

15,222 

33.300 

752 

205,459 

$24,630 

Of 

5 

■■$ii2.'344 

5 

7 

Belt  Eailway  of  Chicago 

7 

8 

Centralia  &  Chester 

8 

q 

Chicago  &  Alton .... 

684.075 

176.750 

9 

10 

Joliet  &  Chicago 

750 

10 

n 

Mississippi  Eiver  Bridge 

Chicago  &  Calumet  Terminal 

Chicago  &  Eastern  Illinois 

Chicago  &  Western  Indiana 

Evansville.Terre  Haute  &  Chi  .. 

17,593 

66.838 

614.602 

550.848 

8,475 

74,667 

179,564 

16,066 

842.240 

1.167.416 

4.987 

214.200 

1,500,844 

169.422 

14,628 

69,792 

11 

19, 

■■■i22."ii4 

6,918 

75,750 

1'^ 

13 
14 

'■■ii8;47i 

IS 
14 

15 

15 

17 

17.956 

49,902 

3."  088 

238,626 
33,684 
2.128 
22,757 
308,242 
18,954 
2,371 
10,323 
226 

4.687 

9.'2i9 

57,050 

17 

18 

Grand  Trunk  Junction 

18 

20 
21 

Chicago  &  Indiana  State  Line 

Chicago  &  Northwestern 

20 
■^1 

22 

Chicago  &  Northern  Pacific 

Chicago  &  Ohio  River 

2? 

23 

?S 

25 

Chicago, Burlington  &  Northern  .. 

Chicago,  Burlington  &  Quincy 

Chicago  &  Iowa 

i,747 
147,617 

25 

26 

68,467 

26 
27 

«8 

Galesburg  &  Rio 

''8 

29 

Ilhnois  Valley  &  Northern 

29 

30 

18,416 

30 

31 

Quincy,  Alton  &  St.  Louis 

St.  Louis, Rock  Island  &  Chicago 
Chicago, Milwaukee  &  St.  Paul.... 
Chicago, Rock  Island  &  Pacific... 

42.000 
175,000 
436,449 
195,281 

SI 

3'> 

53,ii6 
99,364 
151,647 

3"^ 

34 

*"i25."666 

Si 

a5 

35 

36 

i,i62 

36 

37 

Chicago.  St.  Paul  &  Kansas  City  .. 

Cleveland,  Cincinnati,  Chi.  &  St.  L. 

Kankakee  &  Seneca 

43,527 
700,741 

39.000 
157,170 

27,097 

143,127 

10,065 

33,507 

249 

3,014 

1,727 

28,002 

2,170 

2.448 

4,317 

(2)645.905 

37 

39 

3*» 

4(1 

40 

41 

Peoria  &  Eastern   .. 

11,998 

41 

4? 

4" 

43 

East  St.  Louis  &  Carondelet 

14.000 
19,914 

253.195 

33.880 

21.035 

573 

954,454 
2,500 

126,000 
50,000 
10,000 
751 
66,440 
34,719 
58.429 

43 

44 

41 

45 

Elgin,  Joliet  &  Eastern 

45 

46 

h  ulton  County  Narrow  Guage 

Grand  Tower  &  Cape  Girardeau.. 
Grand  Tower  &,  Carbondale 

46 

4S 

248 
■36,'569 

48 

49 

50 

49 
50 

51 

Blue  Island 

51 

5? 

Chicago,  Havana  &  Western  .... 
Rantoul 

5?^ 

58 

68 

59 

59 

61 

Indiana  &  Illinois  Southern 

ndianapolis,Deeatur&  Western.. 
Indiana,  Illinois  &  Iowa 

3.358 
15,279 

9,957 
14.445 

61 

ti? 

tv> 

63 

■■■ '15,176 

146 
2,840 
4.008 
36,135 
10,766 

6S 

64 

owa  Central 

61 

7? 

79r 

73 

66,499 
33.559 
260.190 
163.234 
U.»i3 
36,088 
160,000 
28.018 

5,'824 

■■■■23."  742 

57.355 

21,326 
61.509 
45,140 

27.44N 
19.093 

73 

li 

Lake  Shore  &  Michigan  Southern. 

74 
75 

77 

Loui8ville,Evansville&8t.L.,Con. 
Michigan  Central 

77 

78 

644 

12,451 

78 

79 

Joliet  &  Northern  Indiana 

Mobile  &.  Ohio 

7'> 

8( 

20,789 
3 

32.390 
22  975 

SO 

8'^ 

Now  York.Chicago&  St.  Louis.... 
Northern  Pacific  (')    

83 

85 



86 

623.172 
740.454 

699,588 

23.490 
96. 797 

93 
13.976 

86 

88 

Ohio  &  Mississippi 

629.680 

as 

(»)  Inserted  to  show  relation  of  following  subsidiary  lines. 

(-)  Includes  8571,721.72.  proportion  of  gross  rocoipts  due  State  of  Illinois. 
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Table  Y.— General  ExpenrJifures  in  Illinois— Continued. 

B.— Fixed  Charges. 


Name  of  Company. 

22 

23 

24 

25 

26 

Expenditure  Assignable  to  Piped  Chaeges. 

Amount. 
Col=.  23+ 

24+25+26. 

Designation. 

Interest. 

Rents. 

Taxes. 

Miscel- 
laneous. 

89 

Pawnee 

$532 

«379 

8153 

89 

90 

■.::;:::::'. 

90 

3,250 

174,083 

30,332 

8,313 

6.250 

83, inl 

260,68! 

123.197 

2.056 

69.154 

28,975 

1,053,795 

29.100 

35.219 

94.375 

50,1100 

57,524 

10,000 

14. 125 

484,710 

246,750 

3,250 

91 

92 

Pitts.,  Ft.  Wayne  &  Chi.  iO  &  F.) 

Pitts.,  Ft.  Wayne  &  Chi.  (F.) 

South  Chi.  &  Southern  (0.  &  F.). 

South  Chi.  &  Southern  (F.) 

Peoria  &  Pelcin  Union 

102,767 

71,315 

9'^ 

9^ 

29,572 

759 

9^ 

5,674 

2,639 

93 

no 

6,250 
29.897 
206,758 
61,266 

9*? 

91 

7,4i8 

19.950 

138 

138 

24,182 
28,373 
59.320 

1.918 
27.153 

6,400 
43,854 

21.603 

5,600 
2,472 

94 

95 
96 
97 

Peoria,  Decatur  &  Evansville 

Pitts.,  Cincinnati,  Chicago  &  St.  L. 
Englewood  (  onnecting  (0  &  F) . 
Rock  Island  &  Peoria 

95 
96 
97 

99 

42,no6 
17,999 

478.066 
29.100 
35,200 
81,160 
50.000 
47,300 
10,000 
12,925 
18,675 

245,000 

4.'574 

127.224 

99 

100 
101 
102 
103 

St.  Louis,  Alton  &  Springfield 

St.  Louis,  Alton  &  Terre  Haute .... 

■■■464."649 

100 
101 

10? 

Belleville  &  Eldorado 

19 
13,215 

103 

Belleville  &  Southern  Illinois.. . . 
Chicago, St.  Louis  &  Paducah  . .. 

St.  Louis  Southern 

Carbondale  &  Shawneetown... 
St  Louis  &  Peoria 

104 

105 

105 

106 

,      10.000 

224 

106 

107 

109 

1.200 
31.604 

109 

110 
111 

Terminal  Railroad  Asso.  of  Sr.  L  .. 
St   Louis  Bridge 

412.389 

22,041 
1.750 

110 
111 

112 

Terre  Haute  &  Inianapolis  (') 

11? 

lis 

St.  Louis.  Vandaha  &  Terre  H  . .. 
Terre  Haute  &  Peoria 

377,800 
105.0117 
233.646 
182,118 
1,829,828 
19.951 

314.930 
90,000 
197,400 
156.993 
939.691 
17,068 

55.964 
15.007 
36.246 
25, 125 
200,029 

6,906 

113 

114 

114 

115 

Toledo  Peoria  &  Wes' ern 

115 

116 

Toledo,  St.  Louis  &  Kansas  City  . . 
Waba'^h       ..           

"'\i'Cm 

116 

118 

15,490 

lis 

121 

Wabash, Chester  &  Western 

Totals 

1'>1 

I21,228.^30 

S14.669.947 

S2, 482. 858 

93,350.990 

8725,034 
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Table  V. — General  Expenditures  in  Illinois — Continued. 

G.—Summani  of  Operating  Expenses  and  Fixed  Chargef. 


Name  of  Company. 

27          j    28 

29 

30 

31          32 

33 

31 

SUMMABY  AND  DEDUCTIONS. 

Total  of 
operating 
expenses 
and  flxed 

charges. 
Cols.  18+22 

i 

;  is 
ill 

■    r-3> 

m 

- :  Xo 

oostot running  passen- 
ger train  one  mile.  Dol- 
lars and  Cents 

Cost    of    carrying   one 
passenger    one     mile. 
Cents  

:  S-g 

i    OB 

:  ?3 

III  ill 

:   SR     a  <!  ^ 

:  ;2s  »?o 

^ 

Atchis'n,Top'ka&  Santa  F.(i) 
Chicago,  S.mta  Fo  &  Cal. .. 

1 

2 

5 

13,548,082 

18,1,872 

670,381 

13,707 

4,651,284 

750 

17,593 

193,329 

2,313,487 

669,320 

8,475 

441.074 

179,. 564 

28,374 

3,885,807 

1,362,639 

62.675 

672,954 

6,989.603 

337,901 

16,999 

80, 115 

18. 643 

42.001* 

228, 11« 

1,736,872 

3,858,597 

1.102 

1,807,943 

3,764,856 

115.869 

690.425 

249 

86.568 

193.919 

770,173 

88.916 

65.919 

76.9.58 

8.450.875 

2.500 

125.00LI 

50,000 

10.000 

47.772 

272.41(1 

2->2,.5S.'-, 

397.:i9l' 

81.67 
85.59 
77.62 
94  51 

18.33 
14.41 

4.030 

.95712 

.659 

1.20525 

1.11(87 
1.10J33 

2 
5 

7 

Belt  Railway  of  Chicago  . . . . 
Centralia  &  Chester   

.4264 

i->  a 

7 

S 

4.28 
1.421 

■.' 85831 

4.06 
.538 

I  .36501 

.87892;  .86664 

8 

y 
It 

Ciii(!ago&  Alton 

•Joliet  &  Chicago 

77.671  22.33 

1100.00 

100.00 

61.84    38.16 
64.88    35.12 

Iioo.oo 

IpiO.OO 

9 
if* 

11 

Mississippi  River  Bridge. 
Chi.  &  Calumet  Terminal... 
Chicago  &  Eastern  Illinois.. 

Chi.  &  Western  Indiana. . . 

Evansville.  Torre  H.&  Chi. 
Chicago  &  Grand  Trunk 

Grand  Trunk  Junction .... 
Chi.  &  Indiana  State  Line  .. 
C  liicago  &  Northwestern .... 
Chicago  &  Northern  Pacific. 

Chicago  &  Ohio  River 

Chi.,  Burlington  &  Northern 
Clai.,  Burlington  &  Quinoy  .. 

1 

1 

l' 

IV! 

1'-^ 

13 
14 

1.318       .76915 

.317 

i.  15534  [i.(»l).J77 

1? 

15 

P 

is 

'^0 

66.62 

70!7i 
11.85 
88.61 
61.43 
71.02 
41.25 

'76:92 
87.76 

94!66 
77.  .58 
57.65 
70.63 

80!34 

88.81 
63.48 
59.4.-, 
63.99 
93.61 
80.70 

!!!!! 
...!. 

91.39 

70.(11) 
82.2"> 

33. .38 
100.00 
100.00 
29.29 
88.15 
11.36 
35.. 57 
28.98 
55.75 
100.00 
100.00 
100.00 
100.00 
100.00 
29.08 
12.24 
100. iO 
5.40 
22.42 
42.35 
29.37 
100.00 
19.66 
11.16 
36.. 52 
40.55 
36.01 
6. 36 
19.30 
100.00 
100.00 
1"0.00 
100.00 
8.61 
30.90 
17.75 
22.88 

100.00 
■it.U 
27.22 
30.  IS 
37.  H7 
17  IS 

.810    1  .50693 

\.'.\V.\\'  ''"'- 

.455 

.88847 

.65184 

i 

21 

9.9, 

1.740 

.7574 

.600 

.88764 

.8205 

%i 

23 

25 

1.88167 

.76282 
.90130 

2.037 

.83124 
.93896 

.81275 
.8996'j 

">! 

3.159 

.60455 

.543 

.65661 

.61671 

ol 

W 

Galesburg  &  Rio 

98 

9C) 

Illinois  Valley  •&  Northern 

o9 

30 

3" 

81 

Quincy,  Alton  &  St.  Louis. 

St.  L..Rock  Inland  &  Chi.. 
Chi.. Milwaukee  &  St.  Paul. 
Chi., Rock  Island  &  Pacific., 

Peoria  &  Bureau  valley... 
Chi.,  St.  Paul  &  Kansas  City. 
Cleve.,  Cin.,  Chi.  &  St.  Louis 

Kankakee  &  Seneca 

Peoria  &  Eastern                , 

3 1 

32 



32 

34 
35 
36 
37 
39 
4» 
41 

2.23.< 

1.639 

2;665*' 
2.063 
4.524 
2.293 

.81666 
.92613 

".b'm\ 

.81688 
■.'73517 

.617 
.567 

!635"" 
.481 
.610 
.424 

.98568 
.97568 

i.'i9285 
1.01631 

.'88496 

.Sit  132 
.9.5824 

i;ii4('i6 

.91714 
l.0!t6-,7 
.8l9:it; 

t 
If 

42 

De  Pue,  Ladd  &  Eastern  .... 
E  ist  S,.  Louis  &  Carondelet 
RastSt.  Louis  Connecting.. 

Elgin.  Joliet  &  Eastern 

Fulton  Co.  Narrow  Gaugo  .. 
Grand  Tower  &  C.Girardeau 
Grand  Tower  &  Carbondale. 
Illinois  Central 

4'-i 

43 
44 

f> 

45 
40 
48 
4ft 
50 

2.627 
2.527 
5.319 
2.997 
1.757 

■.'46754 
.48639 
.70698 
.66382 

.481 
1.030 
.678 
.813 
.516 

1.O6750 
.792.^8 
.70919 

1.202:i.-i 
.83021 

.9i-.(;3 

.(;II79 

.  s  i:,'tt; 

1 

51 

Blue  Island 

il 

52 

Chi.. Havana  &  Western  .. 
Rantoul 

5a 

58 

5» 

59 

South  Chicago    

3!  628" 
2.779 
1.591 
?.459 

'! 40701 
.613(7 

■; 63933 

i.'ioo" 

.845 
.563 
.716 



'!si,3i('i 

l.012oS 
1.2014 
.92.-,01| 

.'62''>'io 

>.ts|:iii 
.S3289 

5'.> 

61 
62 

6:5 
fi» 

[ndiana&  Illinois  Southern, 
[udian'p'lis.  Decafr  &  West, 
[ndiana, Illinois  &  Iowa 

.;1 

(;2 

6< 

72 

St.  Louis  &  Chicago 

Lake  Erie  &  Western 

Lake  Shore  &  Mich.  South'n 

[jouisvilld  &  Nashville  

L,ouisv..Evansv.  Si  St.  L.Con. 
Mii'higan  Central 

1   (IDs 
42l!l2'l    7o;^:i 
410. 2.N    ?„'.7S 

1.011.7.V.  i;'t.sL' 
5(;ii.:i.vj  <i2.i:i 
.5(1.  iiH  ,s:.s2 
J6.7:H, 

a3:i,27j|  72.921 

72 

P 

.971 
.925 

.701! 
2. '.92 
I  025 

.5879 
.4988 
.7.5712 
.71877 
.98115 

.3)7.7 
.593 
.560 
.668 
.600 

i.  61361 
1.06179 
.03678 

.981141 

.63826 
1.10166 
.91622 
.86898 
.98105 

1 

79 
80l 

Joliet  &;  Northern  Indiana 
Mobile  &  Ohio 

K'O.ool 
27.0S| 

79 

i.99ii 

.60607 

.5.55 

.782031 

.72137 

«<• 

(')    Inserted  to  show  relation  of  following  subsidiary  lines. 
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Table  Y. — General  Expenditures  in  ///i/jois— Coneludod. 

C.—Summnru  of  Operating  J^.ruenses  and  Fixed  Charges. 


Name  of  Company. 

27 

28 

29 

30 

31 

32 

33 

31 

SUMMAKT  AND  DEDUCTIONS. 

Total  of 
operating 
expenses 
and  fixed 

charges. 
Cols.  18+22 

i 
ill 

:    O  ii. 

ill 

p 

n 

:  XcT 

"'  s 

Op 

m 
lis 

\n 

i 

if 
It 

4  3  ^1 

rg.s 

:  S.O 

ill 

It 

IS 

lis. 

83 

New  Yorlc.  Cliieago  &  St.  L.. 

$236,820 

78.46 

21.54 

2.762 

1.10138 

1.282 

2.65561 

2.39120 

83 
85 

8() 

«8 

Wisconsin  Central  Lines.. 

1,040.422 

2,115,070 

12,302 

40.10 
64.99 
95.67 

59.90 
35.01 
4.33 

i.ois 

1.992 
5.215 

.65783 
.86403 
.86924 

.496 
.631 
1.063 

.99417 
.94687 
.86924 

.86199 
.91039 
.86924 

86 

88 

Pawnee 

89 

QO 

Pennsylvania  Co  (') 

90 

<ll 

Calumet  River 

Pittsb..Ft.W.&  Chi.(0.&R) 
Pittsburg.  Ft.  W.  &  Chi  (F.) 
So.Chi.  &  Southern(0.&  F.) 
iSouth  Chi.  &  Southern  (F.) 

Peoria  &  Pekin  Union 

Peoria.Decatur  &  E  vansville 
Pittsb..Cin.,  Chi.  &  St.  Louis 

WnclfivvVl  nnnnpp.t'o'iO  krV  > 

3,250 

1,217, 2.4 

30,332 

31,427 

6,250 

478.486 

583,058 

787,830 

4,045 

483,824 

131,879 

1,8'.W.127 

29,100 

35.219 

94  375 

■85.'69 

82."63 
65.29 
84.36 
49.15 
85.76 
71.10 

100.00 
14.31 

100.00 
26.46 

100.(10 
17.37 
44.71 
15.64 
50.85 
14.24 
28.90 

91 

92 
q9 

6.266 

2.87304 

1.906 

4.94218 

4.12456 

92 
9^ 

93 

I  401 

.52367 

1.216 

.99558 

.64298 

93 
93 

M 

94 

95 
96 
97 

1.S26 

5.0  JO 

.52052 
1.80030 

.575 
1.220 

1.24235 
2.60777 

.71229 
2.31819 

95 

99l  Rock  island  &  Peoria' 

100:st.Louis.Alton&  Springfield 
101  St.  L.,  Alton  &■  lerre  Haute. 
102i     P.ftllfivillfi  Ht.  Caronrlpilftt  ... 

2.452 

.97986 

.703 

1.12984 

.97199 

9a 
100 

55.76 
100,00 

100.00 

100.00 

100,00 
1011.00 
100.00 
42.78 
61.35 
100.00 

i6o!6o 

27  73 

1.939 

.73394 

.549 

i. 49944 

i.ii262 

101 
10^ 

103 

Belleville  &  Eldorado 

Belleville  &  Southern  111.. 
Chi..  St.  Louis  &  Paducah. 

St.  Louis  Southern 

Carb'nd'le  &  Shawneefn. 

103 

101 

104 

lor. 

50,0"0j 

57,5241 

lO.oool 

33,018'  57.22 
790,189   38.65 
246  750      --.. 

105 

ion 

106 

107 

107 

10't 

1.184 
4.696 

2.15580 

2.16580 

109 

110 

Terminal  K.  R.  Ass.  of  St.  L. 
St  Louis  Bridge 

1.012 

no 

111 

111 

112 

lis 

Terre  Haute  &  Indianapolis^. 
St.  L..  Vandalia&  Terre  H. 

Trre  Haute  &  Peoria 

Toledo.  Peoria  &  Western  .. 
Toledo.  St.  L.  &  Kansas  City 
Wabash 

1.236.571 
377,800 
378.850 
968,832 
639, 199 

4,940.671 

100.00 

'72!27 

75.88 
71.50 
73.76 

2.339 

.60619 

.603 

.95592 

.78294 

112 
113 

114 

111 

115 
110 

118 

24.12 
28.50 
26.25 
28.54 

2.045 
2.325 
1.830 
3.970 

.78557 
.52932 
.66381 
.61373 

1.150 
.332 
554 

1.23410 
.82902 
1.02684 
1.03449 

.93712 
.73385 
.88674 
.67787 

115 
116 
118 

121 

Wabash.  Chester  &  Western 
Totals : 

69,909   71.46 

994 

121 

m,686,lo6[  70.38 

29.62 

1.9153 

.76876 

56808 

1.01157 

.90699 

<•)    Inserted  to  show  relation  of  following  subsidiary  lines. 
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Net  loss   per    mile    of 
road 


JiOt^OOOilMMt^-'C 


|g^?,?,?5SS£;S5^55^'^^?SS- 


Net  earnings  per  mile 
of  road.    Cols.  12-13  . . 


•t>     eo^iMo 


>  IM  1—  <M  O  (M  C 


Expenses   per  mile  of 
road 


'CO^C^'^' 


Gross  earnings  from 
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Hides  and 
leather 


Wool.... 


Poultry, 
game  and 
flsh 


Other  pack- 
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meats... 
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Tile 


Household 
goods     and 
fiurniture 

Wines,  liquors, 
beers,  etc 

Wagons,  car- 
riages, tools, 
etc 

Agricultural 
Implements,.. 

Cement,  brick 
and  lime 

Bar  and  sheet 
metal 


Machinery,  etc. 


Iron  and  steel 
rails 


Iron,    pig   and 
bloom 


Naval  stores  . 
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Table  VIII 

.  —Num  ber  of  Employes 

and 

Sah 

iries 

1 

2 

3 

4 

5 

6 

7 

8 
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10 

Name  of  Company. 
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Q 
ra  CD 

■    0 
'■    0 

1 
o' 
p 
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=§ 
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0 

:  1 

:  0' 

p 

0 
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3 

B 
p 

0 
0 
p 

1 
0 

03 

0 
'-i 

S. 
p" 
B 
a 
P 

g 
p' 

1 

Atchison  Topeka  &  Santa  Fe  ^^ 

2 

5 

Chicago,  Santa  Fe  &  California. .. 
Baltimore  &  Ohio 

3 

4 

26 

83 

62 
3 
7 
3 
107 

102 

25 
■■■423 

87 
3 

162 

76 
3 

57 

2 

172 

124 

3 

29 

1 

123 

348 
6 

1 

276 

20 

8 

7 

Belt  Railway  of  Chicago 

12 

8 

Centralia  &  Chester 

1 

28 
2 
3 

19 
8 

t) 

205 

in 

Joliet  &  Chicago 

12 
13 

Chicago  &  Calumet  terminal 

Chicago  &  Eastern  Illinois 

17 

83 
26 

14 

61 

8 

3 
160 
103 

9 

93 

9 
99 

8 
52 

4 

16 

105 
8 

2 
91 

M 

Chicago  &  Western  Indiana 

3 

16 

17 

2 
5 
20 
10 

13 

1 
418 

2 
496 
15 
25 
335 

6 

29 

14 

16 

12 

24 

22 

90 

Chicago  &  Indiana  State  Line 

9,] 

i49 
19 
13 

223 
20 
53 
48 

1,331 

7 

1,018 

25 
65 
54i 

359 
2 
9 
481 
18 
58 
147 

392 
2 
9 
475 
23 
59 
147 

220 
2 
10 

281 
10 
44 
85 

470 
2 
19 

660 
21 
89 

237 

301 

Chicago  &  Ohio  River 

1 

'?5 

ChicagC',  Burlington  &  Northern  .. 

c 

26 

Chicago,  Burlington  &Quincy 

Chicago  &  Iowa 

14 

4 
4 

11 
4 
4 

34 
1 
3 

5 
4 
3 
2 
2 

19 
1 
6 

10 

405 

34 

1 

Chicago,  Milwaukee  &  St.  Paul 

Chicago,  Rock  Island  &  Pacific 

Peoria  &  Bureau  Valley 

35 

203 

37 
39 
40 

Chicago,  St.  Paul  &  Kansas  City .... 
Cleveland, Cincin.,  Chicago  &  St.  L. 

28 
516 

10 

1 
6 
28 
1 
2 
2 
184 

■■"io 
34 

30 

118 

5 

28 

89 
297 

2 
14 

5 

37 
137 

"4 
13 
28 
2 
5 
5 
401 
5 
8 
15 
12 

37 

137 

2 

23 
4 

13 
28 
2 
5 
5 
441 
5 
8 
17 
12 

28 

121 

2 

17 
4 

17 

23 
2 
3 
3 
272 
5 
5 

12 
9 

56 

287 

5 

42 

8 

"   "44 

3 
3 
5 
602 
9 

17 
29 
18 

5 
104 

•11 

P  ^oria  &  Eastern 

22 

43 

East  St.  Louis  &  Carondelet 

8 

45 

Elgin,  Joliet  &  Eastern 

22 
0 
4 
5 
270 
8 
20 
10 
21 

21 
■■379 

■■"is 

17 
19 

14 

146 
48 
49 
50 

Fulton  County  Narrow  G-auge 

Grand  Tower  &  Cape  Girardeau.. .. 

Grand  Tower  &  Carbondale 

Illinois  Central 

2 

4 
260 

61 

3 

62 

63 

Indianapolis,  Decatur  &  Western  .. 

3 

6'1 

2 

70 

Lake  Erie  &  Western 

22 
9 
25 
21 

8 

29 

2 

22 

568 

19 

281 
72 
36 

16 
51 
22 
17 
37 
41 
20 

16 
51 
19 
16 
38 
41 
20 

12 
4 

1 

23 

28 
5 

51 

67 
3 

51 
3 

1 

73 
7S 

Lake  Shore  &  Michigan  Southern.. 
Louisville  &  Nashville 

1 
3 

21 

7 

30 

77 

Louisville, Evans ville  &  St.  L.  Con. 
Michigan  Central  . 

5 

7S 

3 
9 

55 

25 

2 

80 

Mobile  &  Ohio 

11 

83 

85 

New  York.  Chicago  &  St.  Louis.... 
Northi'rn  Pacific  (') 

57 

86 

Wisconsin  Central  Lines 

16 
3 

51 

1 

16 
8t 
2 

99 
265 

13 
96 

1 

13 

98 

1 

9 
63 

1 

18 
134 

88 

Ohio  &  Mississippi 

54 

8') 

■■2 
<>3 

Pittsburgh,  Ft.  Wayne  &  Chicago. 

1 

6 

212 
1 
3 
41 
7 

■■■■26 

45 

2 

106 

335 

1 
85 
37 
185 

■■■■i9 

140 

■■■■29 

44 
2 
24 
27 
36 

•••■J4 
45 

i 

60 
2 
24 
38 
38 

'""u 

48 

8 

38 
3 
1 
18 
33 
...... 

30 

8 

73 
3 

47 
46 

76 
2 
12 

12 

<>1 

Peoria  &  Pekin  Union                

4 
3 
2 

5 

11 

1 

10 

5 

12 

...... 

5f> 

]<> 

95 
96 
97 
9't 

P(^oria.  Decatur  &  Evansvillo 

Pittsburgh.  Cin.,  Chicago  &  St.  L.. 

Kiigl(^wood  Connecting 

Rock  Island  &  Peoria 

27 
12 

'""is 

101 
109 

St.  Loui^,  Alton  &T.-.rre  Haute.... 

68 

10 

Terminal  Railr'd  Ass'n  of  St.  Louis. 

16 

67 


year  ending  June  SO,  1892^In  Illinois  and  Whole  Line. 


11 

12 

18 

14 

15 

16 

17 

18 

19 

20 

21 

22 

Tt,t,tnois. 

Wholb  Line.       ! 

o 

C 

CO 

O 

(3)  CD  2. 

P  oS" 
:  ^  V 

:   :3P 

H 

■w 

> 
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H 
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H 

p 

P" 
o 

T3 

1 

t 

HI 

pi 

III 

il 

5''-' 

h 

p      , 
o 

i 

B 

CD 

:^^ 

■  ^-^ 

:  S-9= 

^.S 

o  2- 

o2. 

? 

? 

:i^? 

<s? 

s-< 

P'<! 

1 

11 

301 

67 

916 

212 

39 

118 

2,687 

»1, 414.673  88 

4,842 

$2,379,701  16 

2 

34 

H 

5 

36 

151 

13 

253 

656 

383,051  56 

1,939 

1.178,881  42 

5 

11 

42 

6 

26 

9 

17 

94 

465 

327,986  45 

465 

327.980  -;5 

7 

1 

2 

17 

32 

11,235  90 

32 

11,255  90 

8 

2J4 

445 

117 

610 

272 

81 

147 

3,485 

2 

121 

2,322,588  58 

750  00 

84,473  64 

121 

2,949,854  29 

750  00 

84,473  <;4 

9 
10 

9 

11 

7 

13 

3 

6 

1 

12 

71 

267 

45 

153 

113 

34 

237 

1.683 

1,121,811  00 

2,255 

1,440.944  28 

13 

26 

21 

293 

157 

22 

8 

687 

384,358  30 

687 
2,274 
2,690 

384,358  3(* 
1,367,496  78 
1,670,324  53 

14 
16 

18 

16 

7 

34 

22 

10 

24 

269 

167,032  45 

17 

"i.'oiii 

1 

140 

8 
986 

5 

727 

2 
658 

22 
8.068 

y,139  36 
5,059,3-6  04 

22 

21,149 

9,139  36 
13.015,477  76 

',^0 

071 

132 

21 

5 

2 

13 

24 

2 

1 

86 

32,448  96 

86 

32,448  96 

23 

5 

32 

18 

130 

11 

15 

10 

296 

152,934  32 

1,355 

8(54,220  68 

25 

555 

1.358 

240 

1,808 

712 

220 

236 

9.182 

5,495,637  31 

21.634 

13,071,129  10 

26 

17 

50 

7 

13 

5 

22H 

64,792  93 

228 

61,792  93 

W 

37 

149 

76 

20.S 

73 

50 

260 

1.285 

795,467  88 

21,420 

13,257,797  99 

34 

287 

485 

68 

654 

390 

51 



145 

3.738 

4 

628 

2,400,996  60 

600  00 

435,0(»3  75 

12,509 

4 

3.048 

7,608,141  96 

600  00 

2,080,397  91 

35 
36 

7 

52 

25 

113 

14 

17 

86 

37 

162 

2ul 

9b 

331 

186 

102 

338 

3,166 

1,856,425  36 

9.27(1 

5,956,757  91 

3!> 

7 
24 

12 

58 

40 
417 

21,139  94 
253,166  08 

40 

21,139  94 
675,109  56 

10 

35 

34 

15 

15 

54 

41 

1 

2 

17 

5 

2 

7 

62 

41,936  2C 

62 

41,936  20 

43 

14 

29 

4 

34 

31 

2 

19 

195 

133,223  25 

195 

133,^23  25 

44 

l(i 

85 

25 

120 

50 

IS 

6 

532 

343,722  62 

576 

361,049  00 

45 

2 

4 

8 
4 

!J 

4 
3 

57 

56 

27,425  11 
26,662  48 

57 
56 

27,425  11 
20,662  48 

46 

5 

2 

1 

48 

4 

19 

4 

14 

4 

1 

1? 

4 

9.^= 

54,372  68 

9.^ 

54.372  68 

49 

453 

1,326 

256 

1,626 

498 

197 

1,471 

8,655 

6,148,611  48 

15,67£ 

«,  219, 454  74 

.50 

2 

10 

8 
12 

19 
68 

J 

5 
3 

81 
183 

29,401  53 
94,715  62 

lib 

520 

52,695  65 
240,733  42 

61 

5 

(i2 

a9 

22 

12 

97 

14 

S 

41 

371 

192,616  91 

427 

203,876  U 

63 



32 

15 

60 

7 

8 



20 

233 
2 

238 

143,373  55 

3.500  00 

137.925  68 

1,258 

2 

2,133 

781.430  88 

3,50t  0( 

1,279.688  16 

64 

7". 

5 

11 

20 

59 

6 

4 



16 

73 

<i6 

2< 

15 

191 

196 

22 

120 

1,37- 

796,734  27 

17.442 

9,998,380  tU 

74 

38 

'4;i 

25 

16!; 

22 

12 

68 

597 

320,758  O'l 

1,192 

648,524  6J 

75 

10 

22 

25 

12J 

31 

1( 

7 

15 

417 

238,405  73 

1.801 

689.321  8> 

77 

8 

i:- 

2 

96 

7 

22<l 

77r 

518,981  72 

10.I5E 

6,175,313  2( 

78 

■20 

91 

3b 

2i:^ 

32 

2( 

V 

2i 

787 

460,225  3(i 

787 

450.225  3( 

80 

90 

141 

3 

28 

75 

230 

714 

467,980  60 

4.069 

2,604.4(;4  51 

85 

26 

9 

29 

11 

6 

18 

334 

257,884  88 

2.879 

1.865,569  32 

86 

i;i2 

159 

V3 

1 

463 

150 

59 

165 

1,98! 
11 

1,063,309  .56 
10,028  90 

3,474 
11 

1.856,X49  2 
10,028  90 

88 

S9 

<Mt 

94 

308 

1(1 

149 

163 

14 

279 

1  607 

961,401  70 

9.021 

5.595,195  50 

92 

2 

11 
73 

4 
157 

3 
63 

53« 

14.948  02 
266.219  44 

33 
539 

14,948  02 
2(56, 219  44 

<n 

12 

4( 

171 

94 

2 

6> 

27 

7> 

Ih 

1? 

:- 

47 

251.833  51 

575 

27(5, 174  0( 

95 

12 

20 

!     11. 

1        87 
1 

219 
2 

18 

137 

88!i 

544,729  39 
1  321  95 

11,242 

a 

6.981,584  21 
1  3M  9d 

91. 
97 

25 

3f 

1! 

IK 

11 

r 

J 

22 

SX-i 

220,379  00 

385 

2 -'0.379  01 

99 

IH] 

I3r 

4 

39" 

27 

•J2 

1,311 

632, 'M5  2 

1,31S 

632.045  2 

101 

53 

12 

1        8 

2S 
523 

13,93-.  01 
308.(185  05 

2 
1.471 

13,935  (l( 
1           856,559  70 

10) 

'^ 

11 

1 

138 

IlIO 
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Table  VIII. — Number  of  Employes  and  Salaries^ 


1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

Name  of  Compant. 

In: 

o 

CD 

1 

O 

;| 

:  o" 
■  p 

B 

CD 
P 

1 

1 

c 
o 

o 

a 

i. 

3 
B 
a 

f 

p'- 

3" 

112 

lis 

Terre  Haute  &  Indianapolis 

St.  Louis.Vandalia  &  Terre  Haute 

.      6 

1 
7 
5 

30 

27 

239 

69 

73 

56 

148 

36 

114 

9 
26 

34 
44 
35 
118 
9 

9 
42 

77 

300 

4 

12 
30 
28 
108 
5 

12 

30 

31 

174 

2 

in 
27 
19 
101 

2 

211 

r.i 

48 

231 

4 

13- 

IIS 

Toledo.  Peoria  <fe  Western           

14 

lit; 

Toledo.  St.  Loms  &  Kansas  City... 
Wabash 

20 

118 

11 

2 

94 

1 

190 

121 

Wabash.  Chester  &  Western 

Totals  ...               .       . 

339 

2,800 

2.081' 

7.922 

3.039 

3.149 

2,044 

4,62K 

2  339' 
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year  ending  June  30,  1892— In  Illinois  and  Whole  Line. 


11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

jIllin 

Oli-. 

Whole  Line. 

o 

O 

05 

O 

rr¥ 

H 

W 

> 

o 

H 

O 

H 

III 

1 

5" 

2 

CD 

o 

o' 

o 

£ 

i 

ft  CO  2. 

:  p  D- 

-5g 

3g^ 

;g^ 

O  3 

O  ?5 

IS 

o 
5" 

B^ 
1 

B 
p 

g 

p 

B 

CD 
P 

;?? 

if? 

:  rB 

a>  /■ 

o'S. 

P"<1 

: 

P- 

29 

128 

33 

224 

63 

62 

123 

1.346 

1 
255 

$746,650  37 

100  (10 

134,319  18 

1.346 

1 
255 

CT46.650  37 

100  00 

134,319  18 

112 
113 

12 

11 

23 

46 

9 

8 

20 

114 

25 

51 

40 

130 

t- 

32 

85 

640 

390,626  24 

640 

390.626  24 

115 

19 

92 

25 

1S6 

16 

17 

36 

650 

3(13.135  70 

2,205 

1.050,382  74 

116 

109 

347 

103 

427 

205 

100 

259 

2,9a7 

1.972.791  9] 

8,811 

5.918,375  72 

118 

7 



6 

18 

61 

31,259  70 

61 

31,259  70 

m 

3.566 

7,798 

1,976 

11,817 

5.». 

1.542 

52 

6.330 

66.680 

«40.072.676  88 

211,946 

«128,310,961  56 
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All    other     employes 
and  laborers 


i»ot>-ooas<Mco-Tt>. 


)  -*  io  vr  00  ?3  o  ^  e3(> 


IM-^i-li-l  — TaCQ        rtrtrt^rtrt,-.     : ,-,  c-l  (M  CO  I— --1 1-1  F«  r-H  r 


Employe's  —  Account 
floating  equipment 


Telegraph    operators 
and  dispatchers 


^00031  IS 


CO  — f^f^tO00-:f(M00 
O  O  f^  -XI  W  O  —  CC'  f » 

(Mffqi-ii-i.-i(MiQ,-H,-i 


o  'o  r-    •  ?3 


Switchmen,     flagmen 
and  watchmen.. 


H  (M  rl  <M  fH  1-1 


;=>:c^icociO'^ioior^ooocOt— lOi 


Other  trackmen 


COCQCOi-l'ai^OQ 


—  r>.COC-.  (MOi-lC<li-iC<li-ilM-H^rrC<I»  —  -H(MrHJ<J. 


Section  foremen 


»«i3iOOO»OOOOi^OCOOO 


-   _-  — <  tC  CO  (M  cq  lO  <M  LO  O;  CO  Ol  ».. 
iOt>-COt>-t^OOiOC^I^:Ot^OOOiOiO 


SSJ 


other  shopmen 


iO c<i c; d 00 «» lO    -c^i 
—  eq.-i  — —  eq 


CO.  —  COiO 


t^lO 


Carpenters . 


10  0^0^00  04 


i-ii-iNO] 


—  c>t^tocooot~c. 
ooio-TeaTro=>.-io 
MoqoqiMrHNiMcqoi 


Machinists 


oo-^io»oai**rooooc 
Moae^eq^Me^i-Hp 


OQoqoaea    'wosicqoq    'oq    Iimoi    -cqeaoji-i 


Other  trainmen 


Ol^00i000C0«0<3J 


s<jio=;co^i.oirteqooq-fO 
ooicnr^r^ooooo-.  co-o<Mio 

Ni-lr-li-Hf-lr-lr-l-HOqi-lNOq' 


ggssssg^ 


Conductors. 


e«r-ioco»o^i>aic^ 
egcocof-icicococjefl 


COCOHOJCOCOCOeOCOOQCOC 


!  CO  IM  OJ  oi  00  oa  e» 


Firemen 


100lO'1**-^"'"-*01000t^OCOO  —  oqciio 
r-il0OI^i-104<Ni-l«0^»^O0COi00000C:«0«0 
OQi-ieii-iI<»C<lH04041M(MOJi-l01r-lr-ii—ei|i-IC<» 


Enginemen 


j-»oJcococoeo-*'*-reococoo]eococoo5^ 


Other  station  men. 


CO    ■CO  — r-C3CT> 


oooooici  —  l^io=;0<l 

cotocooot^t^-.ai-imcn 


g  :S 


Station  agents , 


)  I*- I-*  CQ  us  lO  00  r 


'^  Lo  o  00  e<i  lo  < 


OJ  00  lO  O  '-C  CO  o 

00  »  oj  00  oc  05  -* 


General  oflQce  clerks 


coo  — iMO  — eoeotor^ooo  — c>ii^io 


•  coo^    -c^-^co-^to 
I  CI  i-i    •  04 1—  9a  ea 


=  5.55;  t:^ 


lOlO-a-COOiOOOiOiOLO 
)Oli-i0q(M0<loq^Olt-i  —  oqrHtNO^Ol 


General  oflacers  ... 


—  .  00  CO -■I' r^  r*  04  c  CO -^  *— »o  »c  CO  i«  cQ 
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^d 
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:aa 
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% 

■ 
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Oi 

5 
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00 
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O 

Fitted  with  au- 
tomatic coup- 
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s 
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S?2 

t- 

Total.  Cols.  8+ 
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13+14+15+16. 
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s 
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s 
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Table  XII. — Comsumption  of  Fuel  by  Locomotives, 


PASSENGER. 


Name  of  Company. 


Coal- 
tons. 


Wood— Coeds. 


Total 
fuel  con- 
sumed— 

tons. 


Miles  run. 


:BS 


Atchison,  Topeka  &  Santa Fe  (^).... 

Chicago, Santa  Fe  &  California... 

Baltimore  &  Ohio 

Chicago  &  Alton 

Chicago  &  Eastern  Illinois 

Chicago  &  Grand  Trunk 

Chicago  &  Northwestern 

Chicago  &  Ohio  Eiver 

Chicago,  Milwaukee  &  St.  Paul 

Chicago,  Rock  Island  &  Pacific 

Chicago, 8t.  Paul  &  Kansas  City  ... 
Cleveland,  Cincinnati,  Chi.  &  St.  L. . 

Kankakee  &  Seneca 

Peoria  &  Eastern 

Elgin,  Joliet  &  Eastern 

Julton  County  Narrow  Guage 

Grand  Tower  &  Cape  Girardeau... 

Grand  Tower  &  Carbondale 

Illinois  Central 

Indiana  <&  Illinois  Southern 

Indianapolis,  Decatur  &  Western.. . 

Indiana,  Illinois  &  Iowa 

Iowa  Central 

Lake  Erie  &  Western 

Lake  Shore  &  Michigan  Southern. . 

Louisville  &  Nashville 

Louisville,Evansville&St.L..Con.. 

Michigan  Central 

Mobile  &  Ohio 

New  York,  Chicago  &  St.  Louis 

Northern  Pacific  (^) 

Wisconsin  Central  lines 

Ohio  &  Mississippi 

Pawnee 

Pennsylvania  Co.  (i) 

Pitts.,  Ft.  Wayne  &  Chi.. 

South  Chi.  &  .Southern 

Peoria  &  Pekin  Union 

Peoria,  Decatur  &  E vansville 

Pitts., Cincinnati,  Chicago  &  St.  L.. 

Rock  Island  &  Peoria 

St.  Louis,  Alton  &  Terre  Haute 

St.  Louis  &  Peoria 

Terre  Haute  &  Indianapolis 

Terre  Haute  &  Peoria 

Toledo,  Peoria  &  Western 

Toledo, St.  Louis  &  Kansas  City  ... 

Wabash 

Wabash,  Chester  &  Western 


279.00 
283.00 
863.11 
271.00 
079.66 
661.00 
570.00 
933.00 
314.00 
516.00 
917.00 
113.00 
760.00 


1,159, 
397. 


1,054, 
24 


2.110.00 

496; 66 


51,045.00 
2,2S9.60 
,59,63f 
26,536.00 
4,079.66 
102,418.66 
586.00 
18,179.00 
40,002.00 
13,692.00 
39,126.00 
1,121.00 
9,876.00 


952, 

80. 

1,524, 

595. 

125, 

2,771, 

18, 

490, 
1.243. 

320, 
1,105, 


959.00 
733.00 
953.00 
339.00 
309.00 
373.00 
475.00 
123.00 
966.00 
448.00 
127.00 
372.00 
928.00 


107.00 
56.71 
78.21 
89.14 
65.00 
73.91 
63.43 
74.17 
64.31 
85.46 
70.80 
69.26 
66.74 


785.00 
850.00 
900.00 
,600.00 
721.00 
,595.00 


3,693.75 
15.00 


810.00 
850.00 
900.00 
122,062.50 
731.00 
3, 595, to 


38,186.00 
26.681.00 
25,821.00 
3,539,472.00 
33,915.00 
147,007.00 


42.42 
63.72 
69.71 
68.97 
43.10 
48,90 


946.50 
967.00 
963.00 
841.12 
907.00 
930.00 
627.00 
546.40 


100.00 
186.00 
34.00 


147.00 
6.00 


4,013.16 
4,091.00 
5,986.110 
10,914.62 
8,910.00 
6,930.00 
5,648.00 
548.70 


131,752.00 
209,131.00 
201,425.00 
272.637.00 
213,700.00 
168,491.00 
275,483.00 
13,216.00 


60.92 
39.10 
59.54 
80.07 
83.38 
82.26 
41.08 
84.21 


938.06 
569.00 
118.00 


253.04 
292.00 


7,106.76 

23,730.00 

123.00 


207,016.00 

741,185.00 

3,386.00 


68.73 
64.03 
72.67 


883.00 
741.05 
828.50 
865.00 
392.00 
505.00 
388.00 


62.00 
17.63 


177.00 
44.00 
95.00 

274.00 


2,924.00 
752.80 
f-S4.00 
5,983.00 
3, 422. SO 
2,568.33 
10,571.00 


99,936.00 
26,858.00 
34,027.00 
252,651.00 
102,820.00 
125,149.00 
352,119.00 


58.52 
56.06 
49.00 
42.36 
66.60 
41.03 
60.04 


,911.00 

,153.00 
,674.00 
551.65 
273.00 
174.00 


812.00 
85.00 


332.40 

i,"3i4; 


25.552.00 
9,210.00 
7,840.20 
7.551.65 

52,927.00 
1,174.00 


726,721.00 
261.370.00 

.  322.817.00 
197,798.00 

1,601,799.00 
48.694.00 


67.50 
70.00 
48.67 
76.00 
66.10 
48.32 


Totals. 


696,763. 05  11. 748. 78  4, 481. 40  706,845. 82  19.988.267. 00 


70.75 


(1)  Inserted  to  show  relation  of  following  subsidiary  lines. 
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in  Tons,  in  Illinois,  foi  year  ending  June  30,  1892. 


8 

9 

10 

11 

12 

13 

FEEIGHT. 

WOOD- 

OOEDS. 

Total  fuel 

consumed— 

tons. 

Miles  run. 

Average 
pounds  con- 
sumed per 
mile. 

Coal— tons. 

Hard. 

Soft. 

1 

89,385.00 
4  744.00 

2,043.00 

li'M 

90,747.66 

4,752.50 

132,031.09 

51,460.00 

9,614.02 

193,372.00 

1,579.00 

33,760.00 

90,523.00 

47.794.00 

106.419.00 

1,599.00 

23,580.00 

37,845.00 

1.623.00 

1.635.00 

2,700.00 

324,879.46 

1.701. OH 

4,131.00 

7,658.41 

11,312.34 

12,296.00 

3,549.00 

29,822.54 

13,794.00 

13,692.0 

25,376.00 

4,728.20 

1,741,217.00 

66,953.00 

2,730,423.00 

990,821.00 

209.549.00 

3,696,560.00 

49,883.00 

914.133.00 

2,290,278.00 

835,673.00 

1,937,202.00 

39,602.00 

364,658.00 

517,089.00 

44,186.00 

41,188.00 

59,369.00 

5,384,558.00 

35,402.00 

100,121.00 

213,456.00 

273,954.00 

254,501.00 

82,874.00 

498,379.00 

191,288.00 

270.149.00 

563,499.00 

64,495.00 

104.00 
141,96 
96.71 
103.87 
92.00 
104.62 
63.30 
73.86 
79.05 
114.38 
108.87 
80.75 
129.33 
146.37 
73.46 
79.39 
90.96 
120.67 
96.16 
82.52 
71.81 
82.58 
96.80 
85.71 
119.68 
144.22 
101.30 
90.24 
146.40 

2 

5 

130.639.62 
50,947.00 

2,087.20 
770.00 

9 
13 

9,614.02 

17 

190,718.00 
1,531.00 

1. 620.00 
72.00 

i'MbM 

773.00 
544.00 

3,148.00 

21 

23 

33,305.00 
89,313.00 
47,279.00 

911.00 

37 

106.056.00 

39 

1,589.00 

2i.66 


4(» 

23  436  00 

216.00 

78!o6 

41 

37,580.00 
1,571.00 

530.00 

45 
46 

1  635  CO 

48 

2,700.00 

49 

320,079.00 
1  683  00 

7,185.70 
27.00 

50 
61 

4,131.00 

62 

7  646.13 

18.42 
167.00 
248.00 

10.00 

6:^ 

11  201  00 

64 

12,131. 0( 

73 

3,542  00 

74 

29.655.61 
13,789.01 
13,692  00 

333.80 
10.00 

75 
77 
78 

25,279.00 
4,712.20 

32.'66 

145.50 

80 
S3 

85 

14,505,04 

345.90 
637.00 

14.735. (;4 

54,010.00 

369.00 

294,835.00 

1,064,996.00 

10,155.00 

99.90 
101.42 

72.68 

86 

53,586.00 
354  00 

30.00 

«« 

9(1 

8  226  00 

131.00 
10.37 

8,314.00 
547.50 

152,969.00 
9,090.00 

108.74 
120.47 

92 

540  60 

93 

94 

16  258  00 

267.00 
107.00 
252.00 
517.00 

16,436.00 
10,228.00 
15,769.01 
30,407.00 
872.00 
40,327,00 

7,787.00 
26,904.80 
24,0*7.79 
138,764.00 

1,313.40 

363,907.00 
183, 883. 0( 
301.469. 0( 
625,902.00 

15,024.0( 
832,739.00 
174,079.00 
641,996.00 
425,(154.00 
2,741,701.00 

25,104.00 

90.33 
111.20 
104.61 
97.16 
116.00 
96.80 
89.00 
83.82 
113.00 
101.20 
104.64 

95 

10.157.0( 

96 

15,601.00 

99 

30,063  00 

101 

872  01 

m 

39,292.00 

1,552.00 
72.00 

112 

7  689  OO 

114 

26  693  75 

422.10 

115 

24,067.79 

no 

137  ()94  0(] 

2,140.00 

i'> 

1,313. Ifc 



121 

1,746,496.25 

21.597.52 

7,708.40 

1,674,765.75 

32,324,363.00 

103.63 
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Table  XII. — Consumption  of  Fuel  by 


Name  of  Company. 

14 

15 

16 

17 

18           j    19 

SWITCHING. 

C^AL- 
TONS. 

Wood— Coeds 

Total 
fuel  con- 
sumed— 

tons. 

Miles  run. 

0-2 

Hard. 

Soft. 

Fll 

1 

Atchis'B.Top'ka  &  Santa  F.(i) 

2 

5 

Chicago,  Santa  Fe  &  Cal 

2.3.345.00 
1,473.00 
41,947.00 

442.66 

23,640.00 
1,473.00 
42,050.33 

768,600.00 

33.411.00 

1,220.342.00 

62.00 

7 

Belt  Railway  of  Chicago 

155.00 

68  91 

8 

Centralia  &  Ohester(-) 

<» 

Chicago  &  Alton   

27,977.34 
9.521.00 

16,892.00 
2,652.42 

74.128.00 
171.00 

801.39 
270.00 
255.00 

28,5ii.66 
9,701.00 

17,062.00 
2,652.42 

75,773.00 
171.00 

1,037.484.66 

13i,151.00 

442.830.00 

99.524.00 

2.660,292.00 

5.542.00 

54  96 

12 
13 
17 

Chi.  &  Calumet  Terminal 

Chicago  &  Eastern  Illinois 

Chicago  &  Grand  Trunk 

147.00 
77.05 
53  00 

■>! 

Chicago  &  Northwestern 

900.00 

2.090.00 

56  97 

03 

Chicago  &  Ohio  River 

61  71 

'>5 

Chi.,  Burlington  &  Northern  [^),. 

'?" 

34 
35 
37 
39 
4fl 

Chi..  Milwaukee  &  St.  Paul 

Ciii.,Roek  Island  &  Pacific 

C:ii.,St.  Paul  feKansas  City 

C.eve..  Cin.,  Chi.  &  St.  Louis 

11,209.00 
30,752.00 
4,604.00 
18,361.00 
202.00 
2,710.00 
3,217.00 
6,898.00 

i,"566!66 

109.00 
178.00 

■■■56; 66 

138.00 

307.00 

■■■■2!66 
■"i86;66 

ii,362.66 
31,756.00 
4,677.00 
18,«79.00 
203.00 
2,743.00 
3,309.00 
6,991.00 

303.925.00 
1,455,02:-!.  00 
115,950.00 
599.409.00 
7,581.00 
85,748.00 
124,772.00 
226,821.00 

74.77 
43.65 
80.67 
61.32 
53  55 

n 

43 

4'i 

E  ist  St.  Louis  &  Carondelet 

Elgin,  Joliet  &  Eastern 

53.04 
61  68 

46 

48 

Grand  To wer  &  C.Girardeau 

40 

50 

Illinois  Central 

70,194.00 

2.168.70 

71,659.79 

2,590,263.00 

55  33 

fil 

62 

ludian'p'lis.  Decat'r  &  West 

Indiana, Illinois  &  Iowa  

2,132.00 
4,523.64 
2,646.00 
2,548.00 

12,696.00 
8.562.20 
2,593.0(1 
9,980.00 
3,690.00 

10,272.40 

■■■i6!96 

39.00 
103.00 
69.00 



"■gs.'so 

2.00 

2,132.00 
4,.530.90 
2,672,00 
2,617.00 

12.742.00 
8,604.85 
2.. 594. 00 
9,980.00 
3,690.00 

10,401.40 

Tl.945.00 
126.286.00 

64,742.00 
109,261.00 
753,552.00 
306.963.00 

88,128.00 
723,033.00 
235,090.00 
380.106.09 

59.28 
71  81 

64 

82  54 

73 

Lake  Erie  &  Western    

47  90 

74 
75 

Lake  Shore  &  Mich.  Southern. .. 
Louisville  &  Nashville  

33.87 
56  06 

77 

78 

Lou!sv.,Evansv.&  St.  L.!  Con 

58.88 

80 

Mobile  &  Ohio 

31  39 

83 

85 

New  York,  Chicago  &  St.  L 

Northern  Pacific  (i) 

258.00 

54.73 

8( 

Ohio  &  Mississippi 

7,183.00 
16.00 

109.00 

7,256.00 
16.00 

269.727.00 
400.00 

53  80 

89 

80  00 

90 

Pennsylvania  Co.  (') 

92 
93 

Pittsburgh.  Ft.  W.  &  Chi 

2,239.00 

36.00 

2,263.00 

7;l,743.00 

56.76 

94 

Peoria  &  Pekin  Union 

13,807.50 
1,447.00 
2,249.00 
1,668.00 
8,062.0TI 

■"2i!66 

68.00 
30.  "0 
257.00 

186.00 

13, 900.. ^0 
1,461.00 
2,294.00 
1.688.00 
8.233.00 

566.890.00 
96.459.00 
70, 692.  (K) 
99,908.00 

318.437.00 

49  00 

95 
(16 
99 

Peoria.Deeatur  &  Evansville 

Pittsb..  Cin.,  Chi.  &  St.  Louis 

Rook  Island  &  Peoria 

33.79 

101 

10! 

St.  L.,  Alton  &  Terre  Haute 

St.  Louis  &  Peoria 

51.71 

110 

Terminal  R.  R.  Ass.  of  St.  L 

Terre  Haute  &  Indianapolis 

Ti-rre  Haute  &  Peoria 

13,835.00 
5,493.00 
1,281.00 

152.00 
534.00 
12.00 

13.936.00 
5.849.00 
1,289.00 

112 
114 

212,675.00 
37,404.00 

54.90 
69.00 

115 

Toledo,  Peoria  &  Western 

lit 
118 

Toledo.  St.  L.  &  Kan.sas  City 

6,035.92 
25,590.00 

"723!66 

6.035.92 
25,953.00 

i6i.i62.06 
925,017.00 

75.0.) 
56  40 

1*^1 

Wabasli,  Chester  &  Western  

Totals 

494  803  42 

8  671  99 

3.581.30 

502,352.71 

17,607.928.00 

57  06 

(')    Inserted  to  show  relation  of  following  subsidiary  llne.s. 
('-)    Cannot  divide  as  between  passenger  and  freight. 
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Locomotives  in  Illinois — Concluded. 


20 

21 

22 

23 

24 

25 

.« 

27 

28 

29 

30 

CONSTRUCTION. 

Grand 

total  fuel 

consumed 

—tons. 

Gran<l  total 
miles  run. 

si 

11 

:  7? 

III 
til 

Coal- 
Tons. 

Wood- 
Cords. 

Total 
fuel  con- 
sumed— 

tons. 

Miles  run. 

is5 

.III 

-    Cuw 

Hard 

Soft. 

1 

905.00 

14.00 

914.00 

38,820.00 

47,00 

166,346.66 

8,515.00 

45,259.33 

974.00 

223,492.13 

9,701.00 
98,201.00 
16,728.53 
379.806.33 

2,344.00 
20,603.00 

7,895.00 
64.924.00 
164,613.00 
66,766.00 
165,681.00 

2,933.00 
37,131.00 

3,309.00 
45,782.50 

2.433.00 

2,485.00 

3,600.00 
528,461.08 

2.432.00 
10,148.00 
12,419.31 
18,380.50 
19,477.00 
22.283.13 
(9.858.27 
26,244.00 
30.809.00 
35.746.00 
15,854.50 

3, 561, 596, 66 

181,097.00 

1,308.630.00 

35,492.00 

5,393,087.00 

132.151.00 

2,155,308.00 

442,909.00 

9,425,283.00 

74,092.00 

560,673.00 

275,285.00 

1,752,256.00 

5,108,313.00 

1,286,133.00 

3,694,653.00 

79,655.00 

773,318.00 

124,772.00 

763,910.00 

82,372.00 

67,869.00 

85,190.00 

11,880.812.00 

69,317.00 

327,411.00 

346,153.00 

483,318.00 

591,155.00 

1,0.38.151.00 

1,099,733.00 

527,562.00 

1,171,997.00 

1,136,169.00 

461,438.00 

92.00 
94.03 
69.17 
55.00 
82.88 

147.00 
91.12 
76.00 
80.59 
63.27 
73.00 
57.00 
74.10 
64.45 

103.84 
89.69 
73.64 
96.03 
53.04 

119.86 
59.07 
73.09 
84.52 
88.96 
70.19 
61.99 
71.81 
76.06 
65.90 
42.9il 
90.67 
99.49 
61.10 
63.03 
68.71 

l!74 
1.85 
1.20 
1.95 
1.66 
1.20 
2.03 
1.86 
1.10 
2.55 
1.95 
1.99 
1.60 
1.83 
.96 
1.52 
1.04 
1.20 
1.56 
1.12 
1.10 
l.CO 
.97 
.93 
1.24 
1.31 
1.15 
1.65 
1.49 
.87 
.79 
1.70 
1.20 
1.66 

2.38 
1.05 
3.20 

"3.'66 
3.61 
2.50 

■■2!48 
1.25 
1.25 
3.17 
1.61 
2.20 
2.45 
1.64 
1.44 
1.28 
2.70 
2.75 
2.00 

■■2;i5 

1.13 

■■2!25 
2.00 
2.12 

••i:82 

1.25 

■■"so 

1.27 

2 

5 

3,201.00 

12.00 

3,209.00 

88,288.00 

72.69 

7 

8 

3,257.00 

84.24 

3.313.16 

100,227.00 

66.11 

9 

3.112.00 
381  43 

47.00 

3,143.00 

381.43 

8,242.67 

8.00 

126,318.00 

8,627.00 

297,058.00 

192.00 

49.76 
89.00 
55.50 
83.33 

13 

17 

8,066.00 
8.00 

100.00 

220.00 

21 

23 

V!5 

97 

1  601.00 

2,251.00 

608.00 

1,650.00 

9.00 

9.22 

i2i!6o 

8.00 
10.00 

'w'm 

44.00 

"i^oo 

1,623.00 
2,332.00 

613.00 

1.657.00 

10. 0(. 

933.00 

44,075.00 
119,046.00 
14,062.00 
52,915.00 
100.00 
26,984.00 

73.65 
39.18 
87.25 
64.51 
20.00 
69.15 

u 

37 
39 
40 
41 
41 

938.00 

17.00 

946,50 

20,000.00 

94.65 

45 
46 

48 

49 

9,714.00 

233.00 

9,869.33 

366,519.00 

53.85 

50 
61 

290.00 
229.63 
383.00 

■ '  ■  .'56 

290.00 
2.W.00 

473! 00 
6.13 
516.26 
946.00 
207.00 
1,032.00 
176.20 

8,338.00 
6,411.00 
12,870.00 
18,262.00 
300.00 
21,754.00 
34.446.00 
10,324.00 
62.097.00 
3,621.00 

69.76 
71.81 
59.52 
51.80 
40.86 
47.46 
54.91 
40.10 
33.24 
97.32 

62 
63 
64 

460.00 
6.13 

20.00 

73 

74 

513.36 
946.00 

5.80 

75 
77 

207.00 

78 

1,032.00 
176.20 

80 

85 

362. OJ 
3,155.00 

15.26 
57.00 

372.26 
3,193.00 

13,226.66 
86,897.00 

54.80 
73.48 

22.214.66 

88.189.00 

508,00 

515,071.00 

2.162.805.00 

13,940.00 

86.26 

81.55 
72.88 

2.37 
.86 
1.62 

2.10 
1.11 
1.20 

88 
89 

90 

362.00 

13.00 

370.00 

14,945.00 

49.57 

13,871.00 
1,300.32 
14,734.50 
24,212.00 
16,322.00 
20,241.66 
50,259.00 
872.00 
13.936.00 
72,631.00 
IS.420.00 
35,432.0C 
38,191.35 
220.552.00 
2,487.46 

317,593.00 
35,948.00 
600,917.00 
752,080.00 
369,381.00 
535,251.00 
1,338,399.00 
15.024.00 

79.81 
72.34 
49.00 

88  "40 
75.63 
75.10 
116.00 

1.34 
1.45 
1.07 

.97 
1.14 
1.57 

.75 

.60 
1.14 
l.O.i 
1.40 
1.10 
1.10 
1.16 

.75 

2.80 
2.99 
2.00 
1.25 
2.00 
3.68 
1.00 

"s.ih 

2.18 
1.95 



■■i;75 

:92 

93 

94 

326.00 

374.00 

210. 0( 

1,026.01 

10. 0( 
6.00 
10.00 
33.00 

332.00 

378.00 

216.33 

1.018.00 

9.063.00 
11.986.00 

8,725.00 
41,941.00 

73.  si 

63.111 
49.51 
49.97 

95 
96 
9y 
101 

1(19 

110 

873.00 
183.00 
670.01 
635.99 
2,885.0( 

44.00 
2.00 

■45!66 

903.00 
18t.00 
687.00 
535.99 
2.908.00 

.38,901.66 
2,385.00 
35.112.00 
15.577.00 
98.313.00 

46.40 
154.00 
39.13 
69.00 
59.10 

1,811,136.00 
475.238.00 
999,925.00 
799,531.00 

5,367.460.00 
73,698.00 

79.  io 
78.00 
70.87 
95.00 
82.20 
67.35 

112 
114 
115 
116 
118 

m 

50,916.05 

856.06 

366. 80!  52,582.26 

1.858,649.00 

61.96 

2,966,019.56 

72,650,657.00 

81.65 

90 


Table  Xill.— Accidents  in  Illinois  for 


1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

Name  of  Company. 

Pas- 
sengers. 

E 

MPLOYES. 

Others. 

Total. 

Q 
> 
0 

> 

1 

i 

^ 

E 

a 
p. 

S. 
B. 

E 

5 

a. 

i 

i 

p. 

1 

Atchison,  Topeka  &  SantaPe . . . .  0) 

Chi.,  Santa  Fe  &  California 

Baltimore  &  Ohio 

2 

1 

11 

12 

4 
1 
3 
14 

50 

8 
50 
38 

5 
158 

8 
33 

6 
72 

17 
11 

54 
9 
53 

52 

5 
170 

9 
35 

8 
94 

2 

17 

61 
13 

16 
3 
5 

13 

"19 
2 
2 
12 
76 
6 
1 

16 

4 
4 

29 
1 

26 
1 
7 

13 
40 
11 
1 

32 
7 
9 

42 
1 

44 
3 
9 

25 
116 

17 
2 

21 
4 

8 
27 

'■34 
3 

4 

14 
101 

8 
1 
1 

91 
4 
2 
7 

46 

38 
3 

17 
1 

'  77 
12 
54 
67 
6 

225 
9 

40 
24 

126 

18 
45 
12 

18 

15 
9 
9 

26 
5 

12 

'i 

4 
774 

1 
16 
44 

8 
21 
41 
15 

5 
24 
40 

9^ 

7 

Belt  Railway  of  Chicago 

62 

<t 

Chicago  &  Alton 

94 
6 

K 

Chicago  &  Calumet  Terminal 

VA 

Chicago  &  Eastern  Illinois 

' 

42 

45 

12 

1 
2 
2 
22 
2 

259 

14 

12 

44 

16 

Chicago  &  Erie 

17 

5 
14 

5 
17 

?,\ 

Chicago  &  Northwestern 

3 

227 

?.■?, 

?.S 

Chicago  &  Ohio  Eiver 

3 

25 

Chi., Burlington  &  Northern 

Chicago,  Burlington  &  Qulncy .... 
Chicago  &  Iowa 

1 
7 
1 

1 
3 

2 
10 

1 

"33 

19 

26 
M7 

51 

1 
2 
3 
38 
27 

"ii 

14 
1 

"i 

12 

4 
4 
3 
2 

65 
2 
2 
5 

50 

31 
4 

17 
2 

136 
16 

28 

Galesburg  &  Rio 

2 

H2 

St.  Louis.Roek  Island  &  Chicaeo 
Chicago,  Milwaukee  &  St.  Paul  .. 

4 
8 
9 
3 

3 

1 

10 

22 

11 

18 

8 
14 
19 

8 
9 

1 

14 
20 

13 

;^4 

64 

35 
37 

Chicago,  Rock  Island  &  Pacific. .. 
Chi. ,  St.  Paul  &  Kan  sas  City 

2 

1 

3 

53 
1* 

39 

Cleveland,  Cin.,Chi.  &  St.  Louis.. 

^ 

41 

2 

' 

43 

East  St.  Louis  &  Carondelet 

44 

3 

2 

.... 

1 
■"2 

1 
1 
2 

3 
3 

45 

Elgin,  Johet  &  Eastern 

21 

4fi 

Fulton  County  Narrow  Gauge 

2 

49 

Grand  Tower  &  Carbondale 

518 

15 
43 

11 

37 
14 
3 

24 
39 

4 
578 

15 

46 
8 
19 
37 
17 
6 
25 
39 

4 

5() 

Ilhnois  Central 

5 

76 

81 

30 

1 

81 

2 
1 
1 
1 

13 

5 

2 
1 
2 

150 
.... 

1 
1 

10 
.... 

2 

"i 

231 

2 
2 
2 

23 

5 
3 
3 

2 

1 

116 
3 

1 
4 
2 
21 
5 
5 
4 
3 

890 

62 

Indianapolis,  Decatur  &  Western. 

4 

63 

17 

64 

Iowa  Central 

3 

1 
8 

3 

1 

48 

73 

Lake  Erie  &  Western 

10 

74 

Lake  Shore  &  Michigan  Southern 
Louisville  &  Nashville. 

42 

75 

4 

4 

46 

77 

Loui-v.,  Evansv.  &  St.  Louis  Con. 
Micbigan  Central 

20 

78 

9 

SO 

Mobile  &  Ohio 

27 

83 

New  York,  Chicago  &  St.  Louis  . . 

40 

85 

Northern  Paciflc(i) 

::::  ::: 

86 

Wisconsin  Central  Lines 

1 

2 
54 

2 
56 

1 
5 

2 
10 

3 
15 

1 
7 

4 

88 

5 

Ohio  &  Mississippi 

24 

95 

90 

Pennsylvania  Co  (') 

92 
P3 

Pittsburgh.  Ft.  W.  &  Chicago  . . 
South  Chicago  &  Southern 

5 

5 

10 

55 
1 

28 
19 
44 

1 
11 

8 

1 
21 
18 
12 
67 
66 

1 

65 

i 

46 

11 
11 

1 

22 
18 
13 

70 

78 

1 

13 

50 

63 

23 

110 

1 
30 

?} 

1 
13 
11 

2 

fl 

12 
71 
115 

1 

133 

94 

3 

.... 

12 

2 

1 
22 

2 
2 
34 

3 
1 
14 

33 

95 

1 

1 

1 

22 

96 
97 

Piitsburgh.Cln.,  Chi.  &  St.  Louis. 

81 
1 

99 

Rock  Island  &  Peoria 

2 
11 

1 
3 

2 
3 
1 
11 

4 
14 

2 
14 

2 
14 
2 
4 

15 

101 

St.  Louis,  Alton  &Terre  Haute  ... 

3 
.... 

25 

110 
lli^ 

Terminal  R.  R.  Ass'n  of  St.  L 

Terre  Haute  &  Indianapolis 

1 

■■■'2 

1 
2 

4 
38 

114 

18 

115 
116 

Toledo,  Peoria  &  Western 

Toledo,  St.  L.  &  Kansas  City 

■■"2 
11 

■"2 
12 

1 
3 
12 

1 
2 
23 

1 

477 

508 

1 
4 
61 

1 

985 

2 
5 
36 

1 

14 
76 

118 

Wabash 

1 

151 

li^l 

2 

Total 

~25 

205 

I30 

218 

1,727 

1,945 

2  440  3  160 

• 

(')  Inserted  to  show  relation  of  following  subsidiary  lines. 
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the  year  ending  June  30,  1892. 


15 

16 

17 

18 

19 

20 

21 

23 

26 

27 

.28 

29 

30 

Kind  o~  Accident. 


Coupling 

AND  Un- 
coupling. 

FALL'NG 
FBOM 

Teains 

AND  En- 
gines. 

Over- 
head 
Ob- 

STKUC- 
TIOKS. 

Col- 
lis- 
ions. 

De- 
rail- 
ments. 

Otheb 
Tbain  Ac- 
cidents. 

At- 
High- 

WAY 

Ceoss- 
ings. 

TIONS. 

Other 
Causes. 

1 

1 

o- 

a 

1 

1 

3* 

W 
P 

a 

c 
3 

a. 

3 

5" 

c' 

3 
p. 

W 
P 

a 

c 
3 
p. 

2 

15 
5 

22 

25 
2 

56 
5 
9 
3 

53 

1 
3 

7 

1 
1 
2 

.... 

1 

4 

1 

13 

5 

3 

2 

5 

3 

14 

i 

7 
18 

■■■"ii 
3 
2 

24 

6 
31 
34 

3 
84 

4 
20 

1 
33 

5 

2 

1 

7 

4 

1 

2 

3 

2 

■34 

1 
10 

3 

5 

20 

' 

9 

10 

2 

9 

13 

4 

3 
3 
12 

2 

2 

2 
25 

1 

5 

1 

11 

17 

9 

6 

15 

1 

13 

"i 

7 
2 

1 
1 
1 

50 
3 

2 

3 

3 

2^ 

1 
7 

12 
3 

i 

1 

1 
4 
5 

1 

■'i'i 

1 

1 
6 
2 

1 
47 
1 
2 
3 

7 
15 

1 

2 

25 

7 

4 

2 

13 

1 

5 

1 

7 

26 

28 

4 

4 

i 

4 
11 
3 
8 
15 

2 
3 

1 
1 
1 
1 

1 

11 
8 

■■■4 

1 
31 

'■"8 
2 
3 

1 

1 

■*'2 

1 

1 

4 

5 

1 

1 

21 

1 
15 

5 
3 

7 

35 

1 

2 

5 

i 

1 

1 

2 

41 

43 

1 

1 
1 

1 

1 

2 

44 

1 

2 

2 
2 

45 

4 
137 

49 

3 

7 

1 

38 

1 

2 

8 

61 

1 

14 

1 

12 

4 

14 

4 
1 

91 

? 

492 

1 

13 

i 

25 
3 
2 

8 
20 

50 

8 
14 

6 
3 
9 
6 

7 

11 

7 

1 

63 

i 

6 

1 
3 

2 
2 
5 

5 

1 

1 

4 

3 

1 

64 

1 
18 

1 
2 

^ 

73 

1 

12 

2 

1 

74 

.... 

1 

1 
1 

4 
2 
2 

2 

3 

77 

1 

1 

78 

1 

2 

2 

2 

1 

2 

1 

83 

85 

2 
16 

1 

2 

■■■3 

1 
6 

1 
19 

1 

6 

36 

6 

90 

27 
1 

2t 
8 

21 

1 

8 

1 

2 

1 



fi 

39 

4 

15 

29 

92 

1 

1 

2 

1 

1 
1 
9 

5 
9 
20 

94 
95 
96 

1 
7 

1 
15 

2 

3 

1 

1 

5 

97 

8 
7 
1 

15 
10 
8 
19 
30 
1 

2 

1 

2 

2 

1 
1 

2 

2 

99 
101 

1 

1 

8 
2 

3 

110 
112 
114 

3 

1 

1 

9 
5 

3 

6 

3 

1 

1 

2 

2 
20 
3 

115 
116 
118 
121 

2 

2 

11 

8 

3 
37 

.... 

1 
8 

2 

17 

1 
4 
1 

1 

2 

5 

27 

.... 

23 

5 

12 

32 

171 

10 

"53 

97 

45 

669 

42 

186 

67 

116 

130 

" 

123 

352 

980 

92 


Tabi.e  XIY .—Taxes  paid  in  Illinois. 


1 

2 

3 

4 

Name  of  Company. 

1890. 

1891. 

1892. 

1 

Atr>hienn    Tnnotn  At  Santa  fp  (11 

1 

$112,197  79 
14,512  28 
28,000  00 

$78,350  71 
17,038  48 
30,500  00 

S97,049  82 
15,222  75 
33,300  00 
752  20 
205,459  72 
6,918  91 
75,750  01 

5 

7 

Belt  Railway  of  Chicago              

7 

8 

9 

Chicago  &  Alton                 

186,403  13 

194,920  56 
4,391  50 

75,634  98 
2.S25  28 

46,734  01 

Q 

12 

1? 

13 

Chicago  &  Eastern  Illinois    

74,075  82 
31,055  29 
41,140  57 

13 

16 

16 

49,902  78 

3,088  65 

238.626  94 

33,684  70 

2,128  89 

22,757  58 

308,242  OO 

18,954  55 

2,371  44 

10,323  77 

226  76 

53.110  59 

99,364  20 

151,647  32 

27,097  34 

143,127  33 

10,065  49 

33,567  71 

249  28 

3,014  80 

1,727  29 

28,002  12 

2,170  10 

2,448  09 

4,317  52 

(•■•)  645,905  80 

3,358  23 

15.279  98 

9,957  69 

14,445  19 

17 

20 

Chicago  &  Indiana  State  Line           

'>0 

188,485  86 

208,266  41 

"1 

22 

Chicago  &  Northern  Pacilie  .         

'>,'? 

23 

25 

Chicago  &  Ohio  River 

Chicago  Burlington  &  Northern 

7,752  78 
20,884  01 
295,4(13  11 
16,556  87 
1,485  25 
8,389  46 

5,615  77 

21.454  10 
310,478  52 

18.455  14 
1,795  85 
9,340  51 

23 

?5 

26 
27 

Chicago! Burlington  &  Quincy 

Chicago  &  Iowa            

26 
?1 

?8 

?8 

2i» 
3'i 
32 
34 

Illinois  Valley  &  Northern 

29 
30 

St.  Louis,  Rock  Island  &  Chicago 

Chicago  Milwaukee  &  St  Paul                  .... 

50,455  14 

90,608  40 

148,505  77 

22,681  31 

135,471  88 

6,496  59 

14,453  28 

150  15 

3, 155  72 

2,100  54 

17,521  86 

2,589  81 

48,671  84 
97,428  74 
177, 180  94 
23,498  01 
140,721  00 
6,133  05 
23.127  37 
253  84 
3,350  48 
6,885  49 
21.992  90 
2,335  73 
4,527  17 
4.940  96 
(2)  599.064  51 
5, 178  78 
13,885  05 
13.792  95 
16,273  12 
33,735  07 
20,279  19 
47,358  64 
36,807  57 
17,407  88 

i9,i52"28 

27,341  80 
23,611  94 

32 
34 

35 

37 
39 
40 
41 

Chicago.  St.  Paul  &  K  msas  City 

Cleveland,  Cincinnati,  Chicago  &  St.  Louis.. 
Kankakee  &  Seneca 

37 
39 
40 
41 

42 

De  Pue  Ladd  &  Eastern    

4? 

43 
44 

East  St,  Louis  &  Carondelet 

East  St  Louis  Connecting 

43 

44 

45 

45 

'Ifi 

Pulton  County  Narrow  Gauge 

46 

48 

Grand  Tower  &  Cape  Girardeau  

18 

5,030  60 
555,634  39 

5,844  41 
13,592  30 

8,826  94 
12,067  10 
20,467  30 
18,062  88 
48,069  91 
37,232  93 
17,652  22 
14,513  90 
18,617  45 

28.755  58 

18.756  70 

19 

50 
61 

Illinois  Central 

50 
61 

6'' 

Indianapolis  Decatur  &  Western    

6?[ 

63 

63 

64 

67 

Iowa  Central 

Jacksonville  Southeastern  Line 

64 
67 

73 

74 

77 

78 
80 
83 
85 
86 
88 
89 

2i,326  78 

73 

Lake  Shore  &  Michigan  Southern 

Louisville  &  Nashville                                  i 

61,509  74      74 
45  140  25'    75 

Louisville,  Evansville  &  St.  Louis,  ConsM.. 

27,448  44      77 

Michigan  Central    

19,093  911 
32,390  59 
22,975  13 

78 

Mobilo&Ohio 

New  York.  Chicago  &  St.  Louis 

Northern  Pacillc  G)                                

80 
83 

85 

13.941  01 
86,131  08 

11,617  92 

86,259  47 

12155 

23.490  37 

96.797  87 

379  00 

86 

Ohio  &  Mississippi 

88 
89 

99 

91 

Calumet  River 

1.257  38 
ti(;,5l8  52 

4,667  2-i 
22.936  45 
34.193  90 
49,224  21 

1,813  33 

1,206  57 
23,296  44 

8,655  21 

91 

92 
93 
94 

Pittsburgh,  Ft.  Wayne  &  Chicago 

South  Chicago  &  Southern 

75.526  79 
2,745  72 
21,213  20 
26,306  8<) 
5S,195  94 
1.470  78 

71,315  85 
2,639  16 
21,182  94 

92 
93 
94 

95 
96 
97 
98 
99 
100 

28,373  2*      95 

Pittsburgh,  Cincinnati,  Chicago  &  St.  Loais 
Englowood  Connecting 

59.320  12 
1.918  67 

96 
07 

98 

25.  490  50 
6, 098  74 

27, 154  99 
ti,400  98 

99 

St.  Louis.  Alton  &  Springllcld 

100 

93 


Table  XIV.     Taxes  paid  in  /77i/?o7,s.— Concluded. 


1 

2 

3 

' 

Name  of  Company. 

1890. 

1891. 

1892. 

10, 

36,921  65 

41,581  26 

43,854  14 

101 

108 

St    T  r.ni«';«T  T7.i.atf>rn 

lOK 

109  St-  T.niiis  Ar  Pfioria 

800  00 
36,457  54 

1,200  00 
35,801  13 

1,200  01'    109 

110 
112 

Terminal  Kailioad  Association  of  St.  Louis. 
Terre  Haute  &  Indianapoli'^  (^)                 

31,604  86 

110 
112 
113 

113 

52,341  70 
14,996  64 
34,836  45 
13,787  79 
171,202  60 
3,025  36 

48,455  76 
13,025  11 
34,345  69 

22,760  00 

170,588  31 

2,665  60 

55,9(14  i3 

111 

Terre  Haute  &  Peoria 

15,007  95    114 

115 

Toledo  Peoria  &  Western                    

36.246  88i  115 

llfi 

25,125  87 

116 

118 
121 

Wabash 

Wabash  Chester  &  Western  .. 

200,029  59 
2,882  85 

118 
If^l 

Total . .                 

$3,021,904  49 

13,145,914  48 

S3, 357, 662  96 

0)    Inserted  to  show  relation  of  following  subsidiai-y  lines. 

(2)  Includes  $=.20,949.35,  proportion  of  gross  receipts  due  the  State  of  Illinois. 

(3)  Includes  $671,724.72,  proportion  of  gross  receipts  due  the  State  of  Illinois. 
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ATCHISON,  TOPEKA  &   SANTA  FE  KAILROAD  COMPANY. 


OFFICERS. 


Location  of  Office. 


Chairman  of  the  Board 

President 

First  Vice-President  and  Gen' 

Second  Vice-President 

Third  Vice-President 

Secretary  and  Treasurer  ...... 

Assistant  Treasurer 

Assistant  Secretary 

Oeneral  Counsel 

General  Solicitor 

Comptroller 

Auditor  of  Disbursements 

Assistant  General  Aulitor. 


Geoi-ge  C.  Magoun  .. 

Allen  Manvel 

J.  W.  Reinhart 

A.  A.  Robinson 

J.  D.  Springer 

D.  L.  Gallup 

George  L.  Goodwin. 

L.  C.  Denning 

Jno.  J.  McCook 

George  R .  Peck 

Jno.  P.  Whitehead.. 

I.  S.  Lauck 

W.  K.  Gillett 


Auditor  Freight  Receipts.. !!!!!!!'..'..."....'  C.S.  Sutton 


General  Manager 

Auditor  Passenger  Receipts 

Chief  Engineer 

General  Superintendent 

Superintendent  Car  Service 

Freight  Traffic  Manager 

Assistant  Freight  Traffic  Manager 

Superintendent  of  Telegraph 

Passenger  Traffic  Manager 

Assistant  Passenger  Traffic  Manager — 

General  Freight  Agent 

Assistant  General  Freight  Agent 

Assistant  General  Freight  Agent 

Assistant  General  Freight  Agent 

General  Passenger  and  Ticket  Agent 

Asst.  Gen'l  Passenger  and  Ticket  Agent 

General  Baggage  Agent 

Purchasing  Agent , 

Land  Commissioner 

Oeneral  Claim  Agent 

Superintendent  of  Machinery 


A.  A.  Robinson 

C.  M.  Atwood , 

James  Dun 

H.  R.  Nickerson , 

C.  VV.  Kouns , 

J.  A.  Hanley 

W.  B.  Biddle 

R.  B.  Gemmel 

W.  F.  White 

Jno.  J.  Byrne 

F.  C.  Gay 

J.  G.  Miller 

A.  P.  Tanner 

Charles  R.  Hudson.. . 
George  T.  Nicholson. 

William  J.  Black 

P.  Walsh 

W.  G.  Tuller 

J.  E.  Frost 

C.  M.  Foulks 

John  Player 


New  York 

Chicago,  III... 
Boston,  Mass. 
Topeka,  Kas.. 
Chicago,  111... 

Boston,  Mass. 


New  York 

Toieka.  Kas.. . 
Boston,  Mass. 
Topeka,  Kas.. 


Chicago,  lU.. 

Topeka.  Kas. 
Chicago,  111.. 
Topeka,  Kas. 

Chicago,  III.. 
Topeka.  Kas. 


CHICAGO,  SANTA  FE  &  CALIFORNIA  RAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

A.  Manvel 

Chicago    111 

J.  N.  Reinhart 

Third  Vice-President 

J.  D    Sorinerer  

Chicago.  Ill 

Secretary  and  Treasurer 

D   L   Gallup 

J.J  McCook::;::;:::::.;:.::: 

New  York 

Topeka,  Kas 

Comptroller 

J   p.  Whitehead    

Boston   Mass    .... 

Chicago.  Ill 

Assistant  Treasurer 

G    L   Goodwin 
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DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

Abram  Poole 

Chicago,  111 

1892 

B.  P.  Cheney 

1892 

O.  W.  Peabody 

•  • 

1892 

G.  C.  Magoun 

New  York... 

1893 

J.J. Mccook.. ....:.. .;..::::      ::   :: 

1893 

1893 

A.Manvel .  . 

1894 

C.  L.  Hutchinson 

1894 

Edson  Keith 

< ' 

1894 

Ft.  Madison,  la 

1895 

J.  D.  Springer 

Chicago   III..     . 

1895 

Nelsf'n  Morris 

1895 

C.  B.  Farwell 

.  <         •        •  •     •          •  •  ■ 

ATCHISON,  TOPEKA  &  SANTA   FE  RAILROAD  COMPANY, 
IN  CHICAGO. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

Allen  Manvel 

Chicago  III 

First  Vice-President  and  Gen.  Auditor... 

J.  W.  Reinhart 

Boston  Mass... 

Second  Vice-President 

A.  A.  Robinson            .  . 

Topeka,  Kas 

Chicago.  Ill  

Third  Vice-President 

J.  D.  Springer 

General  Counsel 

J.  J.McCook 

New  York 

General  Solicitor 

G.  A.  Peck 

Topeka.  Kas 

Boston  Mass 

Assistant  Treasurer 

Geo  L  Goodwin 

Comptroller 

J   P  Wt^tehead 

General  Auditor 

W.  K.  Gillett. 

Topeka,  Kas 

Chicago.  Ill 

Assistant  Auditor 

Geo  B  Howard 

Assi-tant  Secretary 

Chief  Engineer 

James  Dun 

Topeka,  Kas 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

D.L.Gallup 

Chicago,  III 

~  ;,     ns't.i 

Norman  Williams 

m 

1895 

E.  A.  Hamili 

New  York.  n;v.'::::::::;:::::: 

1895 

Goortze  C.  Magoun 

189'' 

B.  P.  Cheney 

A.  Manvel 

Chiciigo    III 

18'l'' 

H.H.  Bishop 

A.  F.  Fo wm^  

1S9'5 

J.  J.McCook  , 

J.  1).  Springer 

S.B.Eicnch :   . 

New  Y...k.N.  Y 

Chicago.  Ill 

1893 

1891 

189) 

().  S.  A.  Spraguc 

•  • 

189-1 
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THE  MISSISSIPPI  RIVER  RAILROAD  &  TOLL-BRIDGE 
COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Allen  Manvel 

Chicago,  111 

Secretary 

D   L   Gallup 

Treasurer                                                 ... 

D   L  Gallup 

<  > 

General  Auditor 

J.  W    Reinhart 

Oeneral  Solicit  a- 

Geo   A  Peck 

Topeka  Kas 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

Allen  Manvel ....           

Chicago  111            

1     The      Saturday 
1  next  foll'wing  the 
(last  Thursday  in 

J.T.  Burr  

J.  D.  Springer 

Chicago.  Ill 

J.  B.  Morrison 

Ft   Malison  la  ... 

Chas.  H.  Peters  

BALTIMORE  AND  OHIO  RAILROAD  COMPANY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

General  Counsel    ....         

J   K   Cowen 

Baltimore  Md 

General  Manager 

J.  T.  Odell    

Chief  Engineer 

H.  T.  Douglas 

Superintendent  of  Telegraph 

Chas   Seldon  .... 

Baltimore,  Md 

Traffic  Manager 

F   Harrott 

C.  S.  Wright 

Pittsburgh,  P; 

Baltimore  Md     . 

General  Passenger  Agent .... 

C    0    Scull .     . 

L.  S.  Allen 

General  Baggage  Agent 

Agent  in  Illinois  for  transfer  of  stock 

B.  E.  Peddicord 

Baltimore,  Md 

G   A   Richardson 

Chicago  111 

BALTIMORE  &  OHIO  &  CHICAGO  RAILROAD  COMPANY. 

OFFICERS. 


Title.  , 

Name. 

Location  of  Office. 

Orland  Smith 

G.  A.Richardson 

Secretary  and  Treasurer 

Chicago.  Ill 
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DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiratiott 
of  Term. 

John  Tyrell  .                                      

Chicago,  111 

April 

,  1895 

Orland  Smith 

Baltimore  Md 

New  York.  N.  Y 

Baltimore  Md    

1893 

Frederick.  Md 

J  G  Lombard 

Chicagro,  111 

• ' 

1894 

C  C   Clark     '                                     

« • 

' ' 

THE  BELT  RAILWAY  COMPANY  OP  CHICAGO. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Chairman  of  the  Board        .       .... 

Volney  T.  Malott 

Chicago    111... 

Secretary                           

M.J.  Claik    

General  Solicitor  ....         

C.  M.  Osborn 

M.J.  Clarke 

Chief  Engineer 

P  C  Doran    

J.  M.  Warner 

<  < 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiratiott 
of  Term. 

0    S   Lyford    

Chicago,  111 

June  6,1893 

Wm   J    Spicer                   

Detroit,  Mich 

St.  Louis,  Mo 

New  York,  N.  Y 

• ' 

Sam'l  Thomas 

•  < 

CENTRALIA  &  CHESTER  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Prpsifiont 

T  B  Needles    

Nashvillo    III    

Secretary  

S.L.  Dwight 

J    M    McCutchoon 

Sparta,  III 

Gent'ral  Manager                  

J   M    McCutcliooii 

Assistant  General  Manager 

U    H    Rosborough 

Genci"al  Passenger  Agent 

H    G    Rorneman..           

Agent  in  Illinois  for  transfer  of  stock  .... 

S.L  Dwfght    .::.:::..::.::: 

Centralia.  Ill 

103 


DIRECTORH. 


Name. 

Post-Offlce  Address. 

T.  B.  Needles 

S.  L.  Dwight  

Naphville,  111 

Centralia  III 

W.  8.  Forman  

Jas.  M.  Me Cutcheon 

C.  S.Smith 

Nashville'.  Ill ..'.'.'.'.'.'.'. 

Monmouth,  III 

New  York 

W.F.Wylie i. 

Audnjw  Thompson 

Sparta.  Ill 

New  York  .... 

CHICAGO  &  ALTON  RAILROAD  COMPANY. 


OFFKJERS. 


Title. 

Name. 

Location  of  Office, 

President,. 

T.  B.  Blackstone  ... 

Chicago.  Ill 

Yiee-President 

J.C.McMullin 

Secretary  and  Treasurer 

, ,          

General  Solicitor 

William  Brown 

, ,          

Auditor 

General  Manager 

, .          

Assistant  General  Manager 

jiuiwoJd!  /::. 

<,          

Chief  Engineer 

Superintendent  of  Transportation 

T.M.Bate^s*;!::;;;::::; 

Bloomington,  ili!!.' 

Division  Superintendent 

A.  M  Eichards 

Division  Superintendent 

W.  K.  Morley   

Roodhouse.Ill...;!! 
Bloomington,  111... 
Chicago,  111 

Superintendent  of  Telegraph 

H.  V.Miller     

General  Freight  Agent 

Assistant  General  Freight  Agent. . . . 

A.Newman 

General  Passenger  Agent 

J.  Charlton 

, ,          

Assistant  General  Passenger  Agent   ... 

George  J.  Charlton ..'.'.'.'.'.'.'.' "\ 

General  Baggage  Agent 

C.  Huntington 

<  <               

Agent  in  Illinois  for  transfer  of  stock  .... 

C.  H.  Foster.  Secretary 

James  C.  McMuUin. 
John  A.  Stewart.... 
Albert  A.  Sprague  . 
John  J.  Mitchell .... 
W.  N.  Blackstone... 

A.  C.  Bartlett 

T.  B.  Blackstone  ... 

John  B.Drake 

Morris  K.  Jessup... 


DIRECTORS. 


Post-Offlee  Address. 


Chicago,  III 

New  York  City. 

Chicago,  111 

St.  Louis.  Mo... 
Norwich,  Conn. 
Chicago,  111 


New  York  City. 


Date  of  Expiration 
of  Term. 


1st  Monday. Apr.  '93 
1st  Monday. Ajir.  '<»4 
1st  Monday, Apr.  '95 
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JOLIET  &  CHICAGO  RAILROAD  COMPANY. 


OFFICERS. 


Title. 


Name. 


Location  of  Office. 


Presi<  1  ent 

S  ecretar  y 

Agent  in  Illinois  for  transfer  of  stock 


John  B.  Drake 

Charles  H.  Foster 

Charles  H.  Foster, Secretary. 


Chicago,  111. 


DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

Chicago.  Ill 

1st  Monday,  Apr.'93 

J   C    McMullin..                 

•  <              .< 

Norman  Williams 

<<              < . 

Marshal  Field , 

MISSISSIPPI  RIVER  BRIDGE  COMPANY 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President     

J. 

C 

c 

C.  McMullin 

Chicago,  111 

H.  Foster 

Agent  in  Illinois  for  transfer  of  stock. . . . 

• ' 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

John  J.  Mitchell 

St  Louis,  Mo 

1st  Monday.  Apr.'93 

T   B    Bla'^kstono 

Chicago    111 

■  1              <  • 

A.  A    Snraerue 

• ' 

•  •              <  • 

j:c.  Suiiin::::::::::::::::::;:::::::::' 

<  • 

1 .              .  • 
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CHICAGO  &  CALUMET  TERMINAL  RAILWAY  COMPANY. 


OFFICERS. 


Title. 

Name. 

Local  ion  of  Office. 

D.  S.  Wegg 

Secretary  and  General  Solicitor 

H  S    Boutell 

Chicago,  III 

New  York 

G.  B.  Baxter 

Auditor 

E  Sh 'arson     

Chicago  111 

General  Auditor ... . 

J   A   Biuker 

New  York 

S.  R.  '.nslie 

Chief  L  ngineer  

J.  W.  Kendrick  

G  Campbell 

•  • 

Traific  Manager 

H.  S.  Haw  ey  

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

D.  S.  Wegg 

Chicago.  Ill 

May.  1893 

J.  E.  Williams 

Saw  York 

Chicago,  III 

•  ■ 

K.  K.  Ivnapp  . . . .             .                     

H.  S.  Hawley 

<  < 

CHICAGO  c'c  EASTERN  ILLINOIS  RAILROAD  COMPANY 


OFFICERS. 


Title. 

Name. 

Ijocation  of  Office. 

Chairman  of  the  Board 

H.  H.  Porter    

Chicago  111 

First  Vice-President 

0.  S.  Lvford 

'  < 

Second  Vice-President 

C.  W.  Hillard  

Secretary 

H  A  Rubidge 

Assistant  Treasurer    

A  R  Flower 

New  York 

W.  H.  Lyford 

Chicago,  111 

W.J.Calhoun 

Auditor 

H  A  Rubidge 

Chief  Engineer 

<  • 

Superintendent 

R  G  Mathews 

Danville  111 

Traffic  Manager 

General  Freight  Agent 

L.  R  Brocken'^)rough 

Assistant  General  Freight  Agent 

H  E  Felton 

General  Ticket  Agent 

Chas.  L.  Stone    

■ ' 

General  Baggage  Agent  

Chas  L  Stone 

Superintendent  ot  Motive  Power 

W.  H.  Miller 

Danville,  III 

Agent  in  Illinois  for.  transfer  of  stock 

H.  A.  Rubidge,  Secretary 

Chicago,  111.  . .     . 
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DIRECTORS. 


Name. 

Post- Office  Address. 

Date  of  Expirationi 
of  Term. 

C.  W.  Hillard 

Chicago,  111 

.Junfi    ISQ3 

K  M  Hoe            ;:....:. 

New  York 

<          . . 

J    G.  English 

Danville.  Ill 

Benjamin  Brewster 

New  York... 

<          < .      ■ 

'      1894 

M  J  Carpenter 

New  York 

<        <  < 

Henry  Seibert 

<        <  ■ 

•      1895 

Geo  H.  Ball 

0   S  Lyford                  

Chicago  111 

<        • <           ... 

CHICAGO  &  WESTERN  INDIANA  RAILEOAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

V.T.Malott 

Chicago.  Ill 

Secretary  and  Auditor            

M  J.  Clark 

General  Solicitor            .... 

Chas  M.  Osborn  

F.  C.  Doran 

Master  of  Transportation    

J.  M.  Warner.  .. 

Agent  in  Illinois  for  transfer  of  stock 

M.  J.  Clark,  Secretary 

DIRECTORS. 


N 

ame. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

0.  S.  Lvford 

Chicago,  111 

June  6  1893 

W.  J  Spicer            

Detroit  Mich 

Chas.  M.  Havs 

<> 

E.  B.  Thomas 

New  York.. 

•  < 

J.  D.  Springer 

Chicago  111  . 

EVANSVILLE,  TERRE  HAUTE  »5c  CHICAGO  RAILWAY  COM- 
PANY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

C.  W.  Hillard              

Chicago.  Ill 

Secretary * 

H   A    Ruhldgo 

.  < 

Treasurer 

C   W  Hillard 
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DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  I'ei  m. 

Josenhus  Collett        .  .           

Terre  Haute   Ind 

♦May  18''{ 

W  R   McKean 

0  S  Lvford 

c:w.hKi::::::::::::::::::;:::::::;::::: 

H.  A   Eubidge 

W  H   Lyford 

•  1 

Last  Wednesday. 


CHICAGO  &  ERIE  RAILROAD  COMPANY. 


OFFICERS. 


Title, 

Name. 

Location  of  Office. 

President.                    

J  G.  MeCullough 

New  York 

E.  B.  Thomas 

Second  Vice-President 

Geo.  H.  Vaillant    

J.  A.  Middleton 

' ' 

Auditor              ...                             .... 

Andrew  Donaldson 

New  York 

General  Manager 

A.  M.Tucker 

Cleveland  Ohio 

Chief  Engineer                         

C   W  Buchholz 

New  York 

Superintendent  Transportation  .... 

A.  Mozier 

0.  C.  Reyu'  Ids 

G.  A.Coe 

W.J.Holmes 

Chicago.  Ill 

New  York..        .    . 

Superintendent  of  Telegraph. .         

Traffic  Manager 

Geo  G  Cochrane 

Chicago  III 

General  Passenger  Agent 

D.I  Roberts 

New  York 

F.  W.  Buskirk  

Chicago.  Ill 

New  York 

Land  Comniissioner 

J  H.  Dynes 

Cleveland,  Ohio    .. 

DIRECTORS. 


Name. 

Post-OfHce  Address. 

Date  of  Expiration 
of  Term. 

J.  G.  MeCullough 

New  York   ..            

*Nov  1   ISfll        

E,  B.  Thomas 

' ' 

Geo.  H.  Vaillant         .      .              

"  ■ 

J.  C.  Morse 

Chi  ago.  Ill 

New  York 

V.  T  Malott 

Chicago,  111 

New  York 

Cleveland,  Ohio 

M.D.  Woodford  

Cincinnati,  Ohio 

'  One  year  from  Nov.  1, 1891,  and  until  a  successor  is  chosen. 
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CHICAGO  &  GRAND  TRUNK  RAILWAY  COMPANY, 

OFFICERS. 


Title. 


Location  of  OfHce. 


Chiairmaii  of  the  Board 

President 

See;  etary  and  Asst.  to  President 

Treasurer 

Solicitor 

General  Manager 

Chief  Engineer 

Superinteni  lent 

Asst.  Superintendent 

Mechanical  Superintendent 

Trafiac  Manager 

Asst.  General  Freight  Agent 

General  Passenger  and  Ticket  Agent 

General  Baggage  Agent 

General  Storekeeper 

Agent  in  Illinois  for  transfer  of  stock 


L.  J.  Seargeant... 
L.  J.  Seargeant... 

Chas.  Percy 

James  H.  Muir  ... 
E.  VV.  Meddaugh. 

W.  J.  Spieer 

George  Masson . . . 

A.  B.  At  water 

A.  R.  Mclntyre... 
Herbert  Roberts  . 

G.  B.  Reeve 

David  Brown 

W.  E.  Davis 

J.  E.  Quick 

J.  S.  Lorimer 

P.  A.  Howe 


Montreal,  Prov.  Q. 
Detroit,  Mich 

Chicago,  111 '. 

Detroit,  Mich 

Chicago,  111 


DIliECTORS. 


Name. 

Post  Office  Address. 

Date  of  Expiration 
of  T<n-m.* 

L.  J.  Seargeant 

E.  W.  Meddaugh 

"W   J  Spieer 

Montreal.  Province  of  Quebec 
Detroit  Mich 

12th  April,  1893 

Henry  Howard                      

Port  Huron,  Mich 

W.  C.  Beardsley. 

Chicago.  Ill  

De  F.  Skinner  ... 

Or  when  their  successors  are  appointed. 


GRAND  TRUNK  JUNCTION  RAILWAY  COMPANY 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Montreal.  Prov.  Q. 

President 

L   J   Si^argeaut            

Secretary          

Charles  Percy.         

Montreal,  Prov.  Q. 

Ja-^.H.Muir 

Detroit.  Mich  

Solicitor 

E   W.  Me.ldaugh 

W.  J.  Spieer 

•  • 

F.  A.  Howe 

Chicago,  111 
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DIRECTORS. 


Name. 


Post-Offlce  Address. 


Date  of  Expiration 
of  Term. 


L.  J.  Seargeant . 

F.  A.  Howe 

E.  W.  JSieddaugh 

W.  J.  Spiccr 

Jno.  McCaffrey.. 


Montreal,  Province  of  Quebec 

Chicago,  111 

Detroit;  Mich , 

Chicago,  111 


12th  April,  1893,  or 
when  their  suc- 
cessors are  ap- 
l>ointed. 


CHICAGO    &   ILLINOIS  SOUTHERN  RAILROAD   COMPANY. 

OFFICEKS. 


Title. 

Name. 

Location  of  Office. 

Chicago,  III 

First  Vice-President 

William  P    Harvey 

George  S.  McReynolds 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

WilliamP.  Harvey 

Baltimore    Md 

February,  1893 

1893 

George  S.  McReynolds 

• '           IS'iS 

George  M.  Patch 

' '           1803 

T.  C.  Hannah 

<  I                             

CHICAGO  &  INDIANA  STATE    LINE  RAILWAY  COMPANY. 

OFFICERS. 


Title. 


Name. 


Location  of  OtHce. 


President 

First  Vice-President 

Secretary  and  Treasurer 

Assistant  Secretary  and  Treasurer. 

General  Manager 

General  Superintendent 


Nathaniel  Thayer.., 
John  B.  Sherman... 
George  T.  Williams 

J.  C.  Denison 

John  B.  Sherman... 
James  H.  Ashby 


Boston,  Mass. 
Chicat'o,  III... 


DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

John  Newell 

Chicago    III 

Janiiary, 

1813 

John B.  Sherman 

1.S93 

Irus  Coy 

'  < 

18''4 

S.  B   Roath 

189-1 

L.  O .  Goddard 

•  < 

Nathaniel  'J'ha yer 

1895 

George  T.  Williams 

Chicago,  111 
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CHICAGO  &  NORTHWESTERN  RAILWAY  COMPANY 


OFFICERS. 


Location  of  Office. 


Chairman  of  the  Board 

President 

First  Vice-President. 

Second  Vice-President 

Third  Vice-President 

Secretary , 

Treasurer 

General  Counsel 

Attorney 

Auditor 

General  Manager, 

Chief  Engineer 

General  Superintendent 

Assistant  General  Superintendent 

Division  Superintendent,  in  Illinois.. . 
Division  Superintendent,  in  Illinois.. . 

Superintendent  of  Telegraph 

General  Freight  Agent 

General  Passenger  Agent 

General  Ticket  Agent 

General  Baggage  Agent 

Land  Commissioner , 

Agent  in  Illinois  for  transfer  of  stock  , 


Albert  Keep 

Marvin  Hughitt 

M.  L.  Sykes  

M.  M.  Kirkman 

W.  H.  Newman 

M.  L.  Sykes 

M.  L.  Sykes  

William  C.  Goudy 

Clarence  S.  Darrow 

J.  B.  Redfleld 

J.  M.  Whitman 

JohnE.Blunt 

S.  Sanborn 

Peter  Hallenbeck 

William  A.  Gardner 

John  C.  Stuart 

Geo.  H.  Thayer 

Hiram  R.  McCuUough.. 

William  A..  Thrall 

William  A.  Thrall 

Nathaniel  A.  Phillips  . .. 

Charles  E.  Simmons 

J.  B.  Redfleld,  A.ss't  Sec" 


Chicago,  111 — 

New  York 

Chicago,  111.... 

NewYork 

Chicago,  111 

Winona,  Minn. 
Chicago.  111.... 


DIRECTORS. 


Name. 


Post-Office  Address. 


Date  of  ExiJiration 
Of  Term. 


W.L.  Scott 

1S13 

Percy  R.  Pyne 

New  York 

F.  w  vanderbiit. . . . . . . .:........::: 

W.  K.  Vanderbiit 

. .                                                    . 

H.  McK.  Twombly 

.  < 

John  I,  Blair 

Blairstown  N    J 

Jamais  C.  Fargo 

New  York 

'    lb<11 

David  P.  Kimball 

Chauncey  M.  Depew 

NewYoik        

Samuel  F. larger 

AlbertKeep 

Chicago  111 

M.L.  Sykes :::.::;; 

New  York 

Horace  Williams 

Clinton  Iowa                                   ' 

■    1805  .   . 

Frederick  L.  Ames . 

Boston,  Mass 

John  M.  Burke 

Marvin  Hughitt 

Chicago  111 

N.  K.  Fairbank 

Ill 


CHICAGO  &  NORTHERN  PACIFIC  RAILROAD  COMPANY 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Chicago.  Ill 

New  York 

First  Vice-President 

James  B   Williams 

Second  Vice-President 

J.  L.  High 

Treasurer 

Geo   S   Baxter 

New  York     

Chicago.  Ill 

General  Auditor 

J    A    Barker 

New  York 

Chicago.  Ill 

Chief  Engineer 

J   W    Kendrick      

Chicago,  111 

Superintendent  of  Telegraph   

O    C    Green 

St  Paul  Minn 

H.  S.  Hawley 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

James  B   Williams  • 

New  York           

1st  Wed    Mar    1893 

David  S.  Wegg 

Chicago.  Ill 

H,  S.  Hawley 

1894 

J    L    High 

H.  S.  Boutell 

1895 

CHICAGO  &  OHIO  RIVER  RAILROAD  COMPANY 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

Secretary  and  Treasurer 

J.  Collett 

W    .T    T.Avvis 

Evansville,  Ind 

OIney.  III.        ...■".'.; 
Evansville.  Ind  .... 

Auditor              ....                                         E    B    Cooke 

Superintendent  of  Telegraph    

C   E.  Achuff   ..            

E.  0.  Hopkins 

Assistant  General  Passenger  Agent 

S.D    McLeish            

Gene»-al  Ticket  Agent 

R   A    Campbell 

S.  D.  McLeish 

General  Baggage  Agent            

F.  R    Wheeler   

12 


DIRECTORS. 


Name. 

Post-Oflfice  Address. 

Date  of  Expiration, 
of  Term. 

J   Collett                       

Terre  Haute,  Ind 

May  7  iS9i> 

Evansville.  Ind 

• 

B    G    Hudnut                 

Terre  Haute,  Ind 

Springfield,  111 

R    B    Starbuck 

Mattoon,  111 

F.  W.  Cook 

E   P    Huston            

David  Littler 

Snrinfffifild   III 

A   N    Par'in...            

Boston,  Mass 

New  York 

N   K   Fairbanks..            

Chicago,  111 

J   L    Hamer 

Brooklyn  N.  Y  ..           .... 

• 

CHICAGO,   BURLINGTON  &  NORTHERN  RAILROAD 
COMPANY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

J.  M.  Forbes 

President          

Geo   B   Harris 

Chicago  III 

W.  J.  Ladd 

Treasurer            

J.  C.  Peasley 

Chicago  111 

J.  W.  Losey 

Auditor 

N.  B.  Hinckley 

St.  Paul  Minn  . .     . 

Assistant  Superintendent 

D    Cunningham 

LaCrossi'   Wis 

Assistant  Superintendent 

J.  C.  Howard 

Minneapolis.  Minn. 

Superintendent  of  Telegraph 

F    C    Beisel 

LaCrosse    Wis 

General  Passenger  Agent 

W    J    C    Kenyon           ...  . 

a:.  A..  Sadd 

DIRECTORS. 


Name. 


Post-Office  Address.  ^''^''  ^J Te1-m.'''"°"' 


C   J.  Paine 

Boston  Mass 

2d  Wed    June  1893 

J.  L   Gardner 

•  < 

F.  W.  Hnnncwell 

<  < 

Richard  Olney 

• ' 

C   E    Perkin- 

Burlington  la 

Hi 


CHICAGO,  BURLINGTON  &  QULNCY  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

C.  E.  Perkins 

Buriinp'tnn    Toxpa 

First  Viee-President 

Chieag 

Bostoi 
Chicas 
Burlin 
Ohicag 

ro.  Ill 

G.  B.  Harris 

T.  S.  Howland     .  . 

Secretary • 

1,  Mass 

'0  III 

Treii  surer .... 

J  C  Peas|(^y 

J.  W.  Blvihe 

gton.  Iowa.. 
'0  111 

Attorney  at  Chicago 

C  M  Dawes 

0.  F.  Price 

nro-    T)l 

W.  J.  Ladd    

Auditor  General 

Jno  L  Lathrop 

Chicag 
Galc'-V 

'0   111 

General  Manager 

W.  F.  Merrill     

Chief  Engineer 

E  J  Blake 

J  D.  Hesler 

Illinois  Lines  Superintendent 

F.  C.  Rice               

nr<r    Til 

Division  Superintendent. 

n   D    Jud'^on 

Aurora  III 

Galesburg,  111 

Beardstown  111 

Division  Superintendent 

W  B.  Thro  op 

Sup't  Freight  Terminals  at  Chicago 

F.  A.Delano 

Chicago  Til 

• 

I  \V  B  Hamblin 

|E.  R  Puffer 

P.  s.  Eustis 

General  Baggage  A  gent 

E  A. Sadd 

Liand  Commissioner.           .... 

W  W  Baldwin 

Burlin 
Chicag 

gton,  Iowa.. 

o.  Ill 

Agent  in  Illinois  for  transfer  of  stock 

H.  W.  Weiss 

DIRECTORS. 


Name. 

Post-  Office  Address. 

Date  of  Expiration 
of  Term. 

J.M.  Forbes 

C.  J.  Paine 

Boston.  Ma.is 

May  17.  1893 

J.  L.  Gardner      .... 

Wm.  Endicott,  Jr 

■  < 

Richard  Olney 

..  ... 

F,  W.  Hunnewell.. 

" 

E.  W.  Hooper 

Cambridge  Mass 

" 

J.  N.  A.  Griswold      . 

New  York 

•  i 

C.E.Perkins 

Burlingtiin  Iowa 

CHICAGO  cV:  IOWA  RAILROAD  COMPANY 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

F    H    Head 

Chicago  III 

First  Vice-Presinent 

Second  Vice-President 

.T.  C.  Pea-lev 

(i.  B.  Harri- 

Treasurer 

S  R.  R. 
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DmECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

F.  H.  Head 

Chicago.  Ill 

March.  1893 

C    M.  HisrginsoD  -           

Llo.GoSd? 

<  < 

H.  W   Weiss 

C   I    Sturgis 

•  < 

Jos.  Keising        

Aurora                             .... 

GALESBURG  &  RIO  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Chicago.  Ill 

Secretary  .... 

H.  W.  Weiss  

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

C.  I.    Sturgis 

Chicago.  Ill 

1894 

F.  L.  Bagg 

St  Louis    Mo 

1893 

D    R    Francis 

1894            

L.  0.  Goddard 

Chicago,  III 

1894 

J.  B.  COiton 

Galesburg  111 

1894  

ILLINOIS    VALLEY    &  NORTHERN    RAILROAD    COMPANY 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

Chicago.  Ill 

Secretary  and  Treasurer 

H    \V    Weiss    

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

Geo.  B.  Harris 

C.  I.  Sturgis 

L.  0.  Goddard 

•  < 

. .                 .  > 

H.  w.  Weiss ;..;:.:....:::.... 

J.  C.  Osgood . 

Now  Vork 

•  ■                 . . 
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LIVERPOOL  COAL  RAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Chicago.  Ill 

R   Phelps 

;       '   Traer 

Attorney            

J   M   Dawes    

<  • 

General  Superintendent 

T.  J.  Phillips 

DIRECTORS. 


Name, 

Post- Office  Address. 

Date  of  Expiration 
of  Term. 

Chicago,  lU 

Septembers.  1892 

C   M  Dawes    

C    M   Schenck 

C   E   Phelps 

<  ■ 

QUINCY,  ALTON,  &  ST.  LOUIS  RAILROAD  COMPANY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

L.  0.  Goddard 

Chicago.  Ill 

Secretary  and  Treasurer 

Hw  Weiss        ;.;: 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

C  E  Perkins                                      

Burlington   Iowa 

Aprin9,  1893 

T  S    Rowland 

Boston   Mass                 

•  < 

C.  I  Sturgis             .     . 

L    0   Goddard 

<< 

'  < 

W.  J  Fabinan 

C  M  Higginson 

< ' 

F.  S.  Bagg     
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ST.  LOUIS,  ROCK  ISLAND  &  CHICAGO  RAILROAD  COMPANY, 


OFFICEES. 


Title. 

Name. 

Location  of  Office. 

Pre'^ident 

J  N  A.  Griswold..     . 

New  York 

Vice-President 

J.  L.  Lathrop 

Cliica^o.  Ill 

Secretary  and  Treasurer 

H.  W    Weiss 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

C  E  Perkins 

Burlington  Iowa 

April    1893 

H.W.Weiss        

C  M  Dawes                                                ... 

>  • 

April,  ^1894 

L  0    Goddard                                

" 

J.  N.  A.  Griswold 

New  York 

April,  1895 

J  (J  Peasley                         

Chicago,  III 

CHICAGO,  MILWAUKEE  &  ST.  PAUL  RAILWAY  COMPA^Y 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Roswell  Miller 

Chicago.  Ill 

New  York 

Third  Vice  President 

E.P.Ripley 

P.  M.  Myers 

Chicago  111 

Treasurer                                            

F   G  Ranney 

Chicago,  III 

John  McNabb 

General  Solicitor                         

JohnT  I-ish            

'  < 

<  • 

Oompt  roller            ... 

E   Q.  SewaU 

W.  N.  D.  Winne 

General  Manager             

A   J  Earling 

' ' 

D   J    Whittemore 

W    G    Collins 

•  > 

Assistant  General  Superintendents 

Two  in  number             ..   .. 

Superintendent  of  Telegraph           ...  . 

U    J    Fry  ....           

Milwaukee.  Wis.... 

A.  C.  Bird 

Chicago,  111 

General  Fri^ight  Agent                     

J    H    Hiland   

Assistant  General  Freight  Agents 

General  Passenger  Agent 

Throe  in  number 

G.  H.  Heafford 

Three  in  number 

Assistant  General  Passenger  Agents  .... 

Assistant  General  Ticket  Agents 

Two  in  number 

W.  D.  Carrick 

Milwaukee,  Wis.... 
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DIRECTORS. 


Name. 

Post- Office  Address, 

Date  of  Expiration 
of  Term. 

Philip  D.  Armour 

Chicaeo  111 

September  1892 

New  Yo^k .::;:::;.::::.:.::.:: 

Chas   D   Dickey,  Jr    

•  • 

Joseph  Milbank 

New  York                  ... 

Roswf^ll  Miller 

Chicago.  Ill 

William  Rockefelle'- 

New  York 

Samuel  Spencer 

J.  Hood  Wright 

«• 

CHICAGO,  PEORIA  &  ST.  LOUIS  RAILWAY  COMPANY 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President .... 

William  S  Hook. 

Jacksonville  III 

First  Vice-President 

General  Solicitor  . . 

I    L    Morrison 

Auditor 

General  Superintendont 

D    W.Rider    

W.  C.  Alvord 

C.  A.  Nixon 

General  Passenger  Agent., 

W    W    Kent 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

Isaac  Morrison 

Jacksonville  111.  .. 

May  11th    1893 

Wm.  I.  Barber 

"1892 

Wm.  Hook 

Jacksonville,  111.... 

Marcus  Hook 

' '            1892 

1892 

ST.   LOUIS  &  CHICAGO  RAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Locatic  n  of  Office. 

Springfield.  Ill 

118 


CHICAGO,  ROCK  ISLAND  &  PACIFIC  RAILWAY  COMPANY 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

R   E    Cable 

tlhipflcn    TH 

First  Vice-President 

Benj.  Brewster 

New  York 

Second  Vice-President 

W.  G.  Purdy 

Third  Vice-President 

H.  A.  Parker  ... 

Secretary  and  Treasurer 

W.  G.  Purdy 

<  < 

General  Counsel 

Thos.  F.  Withrow 

Thos    S    Wright 

General  Attorney 

I  • 

Auditor 

F   W   Porter 

Chicago  111            

E.  St.  John 

Assistant  General  Manager 

\V.  I    Allen 

H.  F.  Royce 

.<                       

General  Superintendent 

C.  Dunlap 

Topeka  Kan 

Division  Superintendent 

C.  L.  Ewing 

Chicago,  111 

A.  J.  Hitt 

Division  Superintendent... 

H    A    White 

Trenton  Mo 

Division  Superintendent 

C.  N.  Gilmore 

Des  Moines  Iowa 

Division  Superintendent 

W    n    Stillwell 

Herington.  Kan 

Colorado  Springs.  Col. .. 
Chicago,  111 

Division  Superintendent 

C   H   Hubbell 

Tratfio  Manager  , 

W.  M.  Sage 

General  Freight  Agent 

J.  M    Johnson  . 

General  Freight  Agent 

D,  Atwood 

Topeka,  Kan 

Chicago,  111 

General  Passenger  Agent 

John  Sebastian 

Assistant  General  Passenger  Agent 

Geo.  L.  Rhodes 

General  Ticket  Agent 

John  Sebastian           .... 

<  < 

Asst.Gener'l  Passenger  and  Ticket  Agent 

S.  F.  Boyd 

Superintendent  of  Telegraph 

A.  R.  Swift 

Land  Commissioner 

J.  L.  Drew 

Davenport,  Iowa  .      .  . 

Agent  in  Illinois  for  transfer  of  stock... . . 

W.  G.  Purdy 

Chicago,  111 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

H.  H.  Porter 

Marshall  Field 

John  DeKoven 

<  • 

David  Dows,  Jr 

New  York ' 

<        .  < 

N.  R.  Bishoff 

'      189J  

Alexander  E.  Orr 

Alex.  T.  Van  Nest 

>  t                                   < 

.  > 

Hugh  Riddle 

Chicago  111  ... 

E.  R.  Cable... 

Rock  Island   111 

■ 

R.  P.  Flower 

New  York..'. ' 

'      ISiif) 

Henry  M.  Flagler 

' '                                     • 

.        • . 

Geo.  G.  Wright .... 

Des  Moines   la                    ' 

PEORIA  &  BUREAU  VALLEY  RAILROAD  COMPA.XY. 

OFFICERS. 


Title. 

Name. 

Location  of  OHlce. 

President . 

Goo  T  Boggs 

New  York 

Secretary 

J.  F.  Phillips '.... 

Chicago   111 ... 

Treasurer 

Wm    A  Nash 

Now  York 

Ag(!nt  in  Illinois  for  transfer  of  stock 

J.  F.  Philiiits 

Chicago,  III 
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DIRECTORS. 


Name. 

Post-Offlce  Addreps. 

Date  of  Expiration 
of  Term. 

David  Dows   Jr 

New  York 

June  8  1893 

F.  A.  Piatt 

Wm    A  Nash    

Bichard  M  Hoe 

J.  F.  Phillips 

Chicago    111 

CHICAGO,  ST.  PAUL  &  KANSAS  CITY  KAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

A.  B.  Stickney 

St.  Paul,  Minn 

Vice-President  and  Transfer  Agent 

Vice-President 

William  L.  Boyie 

C.W.Benson 

New  York 

St.  Paul,  Minn 

Secretary  

M.  C.  Woodruff 

Dubuque,  Iowa 

Treasurer 

W  B.  Bend    .... 

St  Paul  Minn 

Lusk,  Bunn  &  Hadley. .. 

•  < 

Genera]  Manager                              

John  M  Egan 

'  • 

Division  Superintendent 

J.  A.  Kelly 

Kansas  City,  Mo  

B.F.Egan 

D.  McNab 

Chicago.  Ill 

Division  Superintendent          

J.  Berlingett 

Des  Moines  Iowa 

j:c.Fo?d ..::.::.:::.;.: 

St.  Paul,  Minn 

W.  R.  Busenbark 

P.  G. Stohr             

General  Freight  Agent 

Assistant  General  Freight  Agent 

F  H  Tibbitts 

F.  H.  Lord 

Assistant  Gf'neral  Passenger  Agent 

C  A.  Cairns 

General  Ticket  Agent 

F  H  Lord  .: 

General  Baggage  Agent 

Jno   CoUey  

DIRECTORS. 


Name. 

Post- Office  Address. 

Date  of  Expiration  of 
Term. 

A.  B.  Stickney 

September!.  isnL' 

Wm.  Lewis  Boyle 

New  York 

An'^el  Oppcnheim 

St  Paul  Minn  . . 

•  • 

S.  C.  Stickney 

• ' 

•  ■ 

M.  Anerbach 

• ' 

J.  W.  Lusk 

A.M.  Drake 

' ' 

J   L   Pratt 

Sycamore,  111 

Ta  kio.  Mo 

F.  D.  Stout 

DubuQue   Iowa 
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CHICAGO  UNION  TRANSFER  RAILWAY  COMPANY, 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Chicago,  111.. 

Seei'Ptary                                         

Park  E.  Simmons 

Andrew  Crawford 

<  < 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration  of 
Term. 

Chicago,  111 

October,1892 

H   H  Porter                              .            

N.  B.  Keam 

• ' 

St.  Paul,  Minn 

Andrew  Craw'ord 

Chicago   III        

Ko-^wpji  Miller 

Pittsburgh  Pa     

Chicago,  111 

A   A  Sprague 

CLEVELAND,  CINCINNATI,  CHICAGO  &  ST.  LOUIS  RAILWAY 
COMPANY. 

OFFICERS. 


Title. 


Location  of  Offict 


Chairman  of  the  Board 

President 

Vice-President 

Secretary  

Treasurer  

General  Counsel ; 

General  Attorney 

Auditor 

General  Manager 

Chief  Engineer 

G.encral  Superintendent 

Division  Superintendent 

Division  Surierintondont 

Division  Supirintfimicnt 

Division  Supi-rinti'inlcnt 

Division  Siipiririti'iuli'nt 

Division  Suiieriutendiuit. , 

Division  Superintendent 

Division  Superinicndcnt 

Superintendent  of  Telegraph 

Superintendent  of  Motive  Power. 

Traffic  Manager 

General  Flight  Agent 

Assistant  General  Freight  Agent. 

General  Passenger  Agent 

Gen(;ral  Baggage  Agenf 

Purchasing  Agent 


Cornelius  Vanderbiit. 

M.  E.  Ingalls 

J.  D.  Lavng  

E.  F  Osborn 

K.  D.  Comstock 

J.T.  Dye 

H  H.  Hoppleton 

P.  A.  Hewitt 

J,  Ramsey,  Jr 

(I.  W.  Kittridge 

E  A.  Peck 

T  J.  Higgins 

T.  Reynolds 

G.  VV.  Bender 

A.  G.  Wells 

Wm.  Gibson 

J.  VV.  Simmons 

S.T.B  lizard 

B.  S.  Sutton 

C.  S.  Rlioads 

E.P.  Lord 

O.  G.  Murray 

A.  S.  White 

(;.  V.  Lewis 

D.  H.  Martin 

D.  W.  Calkins 

.J.  H.  Garaghty 


New  York 

Cincinnati,  O 

New  York ;  — 

Cincinnati.  O 

Cleveland,  O  .'.'.'.'.'. 
Cincinnati,  O  ...... 

Iniliana,polis,  ind. 

Cleveland,  O ." 

Indianapolis,  Ind. 

Sprinfcfleld,  O.....' 

Mt.Carmel,  III 

Sandusky,  O 

Conuersville,  Ind. 
Indianapolis,  Ind. 
Cincinnati.  O 

ClovoIand.O '.'.'.'.!!! 
Indianapolis,  Ind. 


12i 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

Cornelius  Vanderbilt 

New  York 

October     18't4 

W.  K.  Vanderbilt 

C.  M.  Depew 

lyQ4 

1893..,  ..'.;:■.■.■. 

Jas.  D.  Laying 

Clevelan  1    6 

1893 

Amos  Townsend         

' '           1892 

Jas.  Barnett 

1892 

Benj.  S.  Brown 

Columbu?;.  0 

1892 

S.J.  Broad  well 

Alex.  McDonald 

1892 

W.  P.  Anderson..... 

•  ■ 

1893 

M.  E.  Ingalls 

' '           1894 

KANKAKEE  &  SENECA  RAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

T.  P.  Bonfleld    ... 

Kankakee,  111 

Cincinnati,  u 

Secretary ,.  . 

E   F    Osborne 

Treasurer 

F.  D.  Comstock 

Auditor 

P.  A   Hewitt 

< .            ■   ■  ■ 

DIRECTORS. 


Name. 

Pust-Office  Address. 

Date  of  Expiration 
of  Term. 

M.  E.  Ingalls... 

Cincinnati,  0 

T.  P.  Bonfiekl 

Kankakee    III 

R.  R.  Cable 

Chicago    111 

1892 

W.  G.  Purdy 

PEORIA  &  EASTERN  RAILWAY  COMPANY 

OFFICERS. 


Title. 


Location  of  Office. 


President 

Secrr-tary 

Auditor 

General  Manager 

Division  Superintendent 

Traffic  Manager 

Assistant  General  Freight  Agent. 


M.  E.  Ingalls 

J.  C.  Davis 

P.  A.  Hewitt 

J.  A.  Barnard.... 

I  J.  W.  Riley* 

[Oscar  G.  Murray 
I  Ford  Woods* 


Cincinnati,    O 

Indianarplis,  Ind. 

Cincinnati.   () 

Indianapolis,  Ind. 


Three  officials  noted*  are  only  distinctive  P.  &  E.  officials;  all  others  are  officers  of  the 
C,  C,  C.  &St.  L.  Ry. 
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DIRECTORS. 


Name. 

Post-office  Address. 

Date  of  Expiration 
of  Term. 

M  E   Ingalls   

Cincinnati  0 

February  1893 

urbanafiii.^  ::..■■.::  ".:::■. 

ono    C   Tucker 

Chicago  111 

Cincinnati,  0 

.  <                       .... 

T.  P.  Bonfield 

Kankakee,  111 . 



DE  PUE,  LA.DD  &  EASTERN  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

Albert  L   Sweet 

Chicago  111 

,  S'irst  Vice-President 

W.  8.  Cherry 

Thos.  A.  Lemmon  .    ... 

'  1 

DIRECTORS. 


Name. 

Post- Office  Address. 

Date  of  Expiration 
of  Term. 

Albert  L    Sweet         .              

Chicago  111  .  . 

June  30  1893           .  .. 

Joliet,  111 

Thos    A   Lemmon 

Chicago  111 

<  • 

T.  B .  Corey 

Seattle,  Wash 

W.  8.  Cherry 

Colorado  Springs,  Col. .. 

« ' 

EAST  ST.  LOUIS  &  CARONDELET  RAILAVAY 


OP^FICERS. 


Title. 

Name. 

Location  of  Office. 

Thos.  D.  Messier 

S    B   Liggett 

Pittsburgh.  Pa 

Secretary     

T.  H.  B.  McKnight 

Jos    Hill  ... 

• . 

General  Superintendent 

St   Louis  Mo . 
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DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

J.  S.  Peers 

C.  H    Seybt  

Highland    III  .  . 

C.  D.  Holies 

Greenville,  111 

■ .                   .... 

Abram  McNeil 

Henry  D    Sexton 

East  bt.  Louis.  Ill 

Terre  Haute,  Ind 

\V   R    McKeen 

Thomas  D.  Messier 

Edgar  Rej'nolds 

St   Louis   Mo 

EAST  ST.  LOUIS  CONNECTING  RAILWAY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

John  Scullin 

St    Loui"    Mn 

First  Vice-President 

A.  C.  Church 

East  St 

• 

S.  C.  Church  

Treasurer  ,      ..           

H   L  Clark 

A.  T.  W.  Pritchett 

Chief  Engineer                     .           

S    W   Lee 

W.  S.  Hodges 

General  Agent 

R.  N.  Uothner  

S.  C.  Church 

DIRECTORS. 


Name. 

Poat-Offlce  Address. 

Date  of  Expiration 
of  Term. 

St.  Louis,  Mo 

November  8,  1802 

A.  C.  Church 

Henry  Sackman                             

East  St.  Louis,  111 

St.  Louis,  Mo 

Charles  W.  Thomas 

Belleville,  111 

Edward  Wright.          ...               

tast  St.  Louis,  111 

E  c  Newkifk„;;:::;:::::;:::::::::::::::: 

ELGIN,  JOLIET  &  EASTERN  RAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  oi  Office. 

President   

Samuel  Spencer 

New  York 

Chicago.  Ill 

Treasurer  .                 

F   D    Raymond 

A..  D.  Wheeler 

F.  W.  Sutton 

• ' 

Superintendent 

G    0.  Clinton 

Joliet,  111     

Chief  Engineer . 

E    H    Lee                    ..: 

H.J.  Page 

Chicago,  111 

Ageut  in  Illinois  for  transfer  of  stock. . 

F   D.  Raymond 

DIRECTORS. 


Name. 

Post- Office  Address. 

Date  of  Expiration 
of  Term. 

Samuel  Spencer 

New  York 

Septer>^'«'-  iRi'i 

Norman  Williams 

Chicago,  111 

<        '    <  <       

J.  Hood  Wright 

New  York 

<            <  <    ■ 

A.  J.  Forbes-Leith 

1893  . 

H.  J.  Page  

F    W    Sutton 

•             <  < 

R.  J.  Cross 

New  York 

A.  J.  Caton 

Chicago  111 

1892 

A.  D.  Wheeler 

C    S    Holt  

" 

<             < «  " 

C.  H.  Coster 

New  York 

<             •  <  

FULTON  COUNTY  NARROW  GAUGE  RAILWAY  COMPANY 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

S.  H.  Mallory 

First  Vi"e-President 

Henry  Phelps        .... 

D.  J.  Thayer 

Treasurer 

F.  R    Crocker.          

Jo.  D.  Temple 

General  Manager 

S    H    Mallory 

« • 

• ' 

General  Passenger  Agent .... 

A   C    Atherton 

'  • 

•  < 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

T.  M.  Stuart 

1892 

D.  J.  Thayer 

J.  C.  Worley 

Lewistown   111 

•  • 

A.  Mallory 

Creston,  Iowa 

18i>3 

Jo.  D.  Temple  .. 

Lewistown   III 

<  • 

Moses  Turner.         .            

'  < 

1894       .                      

Joseph  Braden 

Chariton  Iowa 

S.  H.  Mallory  .            

■  < 

E.  A.  Temple 

1895 

J.  A.Gray 

<  • 

GRAND  TOWER  &  CAPE  GIRARDEAF  RAILROAD  COMPANY 

OFFICERS. 


Titla. 

Name. 

Location  of  OCftce. 

President..          

E.  A.  Hitchcock 

St.  Louis  Mo 

Vice-President    . 

W  O.  Garrison  . 

Murphysboro.  Ill 

St  Louis  Mo 

Treasurer  

O  L.  Garrison    

W.WBarr  ?..:.......:: 

Auditor 

J.  P.  I'oster 

St.  Louis  Mo 

Superintendent 

F.  H  Batcher.    , 

Murphysboro,  111 

Edward  Brown 

Edward  Brown 

General  Passenger  Agent 

DIRKCTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

J.  D.  Peters 

Murphysboro,  111 

St   Louis   Mo 

March  28  1893 

E.  A.  Hitchcock 

' '          1843 

W.  W.  Barr    

Carbondale  III  

1804 

B.  B.  Bromsley 

Grand  Tower  Ijl 

"            1894 

GRAND  TOWER  &  CARBONDALE  RAILROAD  COMPANY. 


OFFICERS. 


Title. 

Name. 

Lojjation  of  Office. 

President 

E.  A.  Hitchcock.. 

St.  Louis  Mo    . 

Vice-President           

O  L  Garrison 

Secretary  

J.  D.  Peters ; 

Murphysboro   111 

Treasurer 

Auditor 

0.  L.  Garrison 

St.  Louis,  Mo.' 

Superintendent 

F.  H.  Batcher 

Murphysboro   111 

General  Freight  Agent 

Edward  Brown  . . 

St  Louis  Mo 

DIRECTORS. 


Name. 

Post-Offlee  Address. 

Date  of  Expiration 
of  Term. 

W    W   Barr 

Carbondale  111 

•  1         •  < 

1894 

0.  L.  Garrison 
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ILLINOIS  CENTRAL  RAILROAD  COMPANY. 


OFFICERS. 


Title. 


Location  of  Office. 


President 

Vice-President 

Second  Vice-President 

Assistant  Second  Vice-President 

Secretary  

Treasurer 

Assistant  Treasurer 

General  Counsel 

General  Solicitor 

Auditor  of  Passenger  Receipts 

Auditor  of  Freight  Receipts 

Auditor  of  Disbursements 

General  Superintendent 

Chief  Engineer 

Superintendent 

Division  Superintendent 

Division  Superintendent 

Division  Superintendent 

Division  Superintendent 

Superintendent  of  Machinery 

Superintendent  of  Telegraph 

Traffic  Manager 

Assistant  Traffic  Manager 

General  Freight  Agent 

Assistant  General  Freight  Agent 

General  Passenger  Agent 

Assistant  General  Passenger  Agent. 

General  Baggage  Agent 

Superintendent  of  Tranrportation .  . . 

Land  Commissioner 

Agent  in  Illinois  for  transfer  of  stock 


Stuy vesant  Fish 

J.  C.  Welling 

J.  T.  Harahan 

C.  A.  Beck 

A.  G.  Hackstaff 

Henry  D-Wolf 

E.  T.  H.  Gibson 

B.  F.  Ayer 

James  Fentress 

A.  D.  Joslin 

F.  Fairman 

I.  Anderson 

A.  W.  Sullivan 

J.  F.  Wallace 

J.  G.  Hartigan 

Horace  Baker 

H.  McCourt 

F.  B.  Harriman 

D.  S.  Bailey 

H.  Schlacks 

C.  S.  Jones 

T.  J.  Hudson 

M.  C.  Markham 

W.  E.  Keepers 

W.  R.  Bascom 

A.  H.  Hanson 

J.  T.  Merry 

H.  A.  Winter 

E.  G.  Russell 

E.  P.  Skine 

John  Dunn  Asst.  Sec'y.. 


Chicago,  111 

Chicago,  111 

New  York 

Chicago,  111 

New  York 

Chicago,  111 

Amboy,  111..'.'.".".' 
Freeport,  111.... 

Clinton,  111 

Chicago,  III 

Manchester,  la 
Chicago,  111  .... 


DIRECTORS. 


Name. 

Post- Office  Address. 

Date  of  Expiration 
of  Term. 

His  Excellency.  Jos.  W.  Fifer,  Governor 
of  Illinois  ex  officio . . . . 

Springfield,  111 

New  York 

Jam. 

ary  18t3 

ber,'  1895 

Chas    A   Peabody  Jr 

J892 

■  < 

B    F    Ayer  

Chicago  111         

,           .  1 

New  York 

1893 

John  W    Anchincloss ... 

<  < 

1894  

John  W  Doane 

Chicago.  Ill  

1894 

Chas.  M.  Beach 

Chicago,  111     

1895 

:Edward  H   Harriman 

New  York        ... 

BLUE  ISLAND  RAILROAD  COMPANY 

OFFICERS. 


Title. 

Namo, 

Location  of  Office. 

Chicago.  Ill 

Vice-  President 

J  crwciiing .:;::::::: 

W.  G.  Biucn 

• ' 

Treasurer  

Henry  Dowolf 
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DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  ot  Expiration 
of  Term. 

Stuyvesant  Fish 

Chicago,  111 

July  19   1893 

J   C   Welling                          

•  .                         ■      ■ 

H   DeWolf 

'  • 

•  < 

John  Dunn 

'  < 

<  • 

CHICAGO,  HAVANA  &  WESTERN  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President                      

Stuyvepant  Fish 

Chicago,  111 

J.  C.  Welling 

• ' 

Henry  De  Wolf 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

Stuyvesant  Fish 

Chicago  111.  . 

October  1892 

New  York 

Henry  DeWolf 

Chicago.  Ill 

•  <        <  < 

B    F    Ayer 

' '      1893 

J.  C.  Welling 

<  <                         ■ 

CHICAGO,  MADISON  &  NORTHERN  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Chicago.  Ill 

<  <           

•  < 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term 

Chicago,  III 

B.  F.  Aver 

Henry  De  Wolf . 

<  • 

J.  C.  Welling 

>  • 

' '      1893 

J.  T.  Harahan 

'  < 

12P. 
CHICAGO  &  SPRINGFIELD  RAILROAD. 

OFFICERS. 


StuyvesantFish. 

J.  C.  Welling 

B.  F.  Ayer 

Henry  De  Wolf. . 
J.  T.  Harahan. .  . 


Title. 

Name. 

Location  of  Office. 

Chicago,  111 

Vice-President 

J.G.Welling 

W  G.  Bruen 

' ' 

' 

DIRECTORS. 

Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

Chicago,  111 I  October,  1892. 


KANKAKEE  cV-  SOUTHWESTERN  RAILROAD  COMPANY 

'  OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President   .         

Stuvvesant  Pish  

Chicago    111                 

J  c.  Welling. .:;.:..;;. 

Secretary .        

W    G.  Bruen 

Henry  De  Wolf 

DIRi<:CTORS. 


Name. 

Post-Offlce  Address. 

Date  of  E.xpiration 
of  Term. 

E   H   Harriman  . .  . .        

New  York 

October,  1992  

J.  C.  Welling 

Chicago,  111 

• '           • ' 

1893 

B.  F.  Ayer 

' ' 

RANTOUL  RAILROAD  COMPANY. 

.OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Chicago.  Ill            

J.  C.  Welling 

Secretary                                      ... 

W    G    Bruen      

•  • 

Henry  DeWolf 

■  • 

129 

DIRECTOES. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

Chicago,  111 

October,  1892 

E   H    Harriman          

New  York   

J   C   Welliner 

Chicago  111 

1893 

Henry  De Wolf       ... 

l€                              1  < 

SOUTH  CHICAGO  RAILROAD  COMPANY, 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

Rtuyvesant  Fish 

Chicago  111    

J.  C.  Welling 

Secretary                      

W    (r.  Bruen  

Treasurer 

Henry  DeWolf 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

Stuy vesant  Fish 

Chicago,  111 

October.  1892  

E.  H.  Harriman       .            ... 

New  York 

J.  C.  Welling 

■  <           <  > 

B.F.  Ayer 

< .           1  < 

Henry  DeWolf 

< .           , , 

INDIANA  &  ILLINOIS  SOUTHERN  RAILROAD  COMPANY 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Vice-  President 

P.  H.  Blue           

Treasurer 

M  B   Wilson 

Indianapolis,  Ind 

General  Solicitor 

Assistant  General  Solicitor 

Jno  T.  Hays 

Sul  ivan   ind 

Auditor 

C  R.Hinkle 

P.  H.  Blue 

•  < 

Consulting  General  Superintendent 

A.  B.  Fitch 

Tcrre  Haute  Ind        

F.  E.  Bas!er 

Train  Master 

W.  R.  Battenlield 

G.  E.  Surrplls 

Road  Master 

Master  Mechanic 

M  E  Hotchkiss 

Palestine  III 

-9  K.  R. 
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DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

Wm  H  Alley   

Chicago,  111 

June   1,  1892 

Sullivan,  Ind 

Indianapolis.  Ind 

1893 

M    TK    Wilisnn 

1893 

1891 

-Tno    T,    Stn.-kl^nn 

Chicago   III 

1892 

1893 

H    TT    rrnrflnpr 

« < 

1891 

"  ■ 

1892 - 

Henry  F.  Mills '.'. 

• « 

1891 

INDIANAPOLIS,  DECATUR  &  WESTERN  RAILWAY  COMPAYN. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President                              

Henry  B.  Hammond  .... 

New  York 

General  Solicitor             

R.  B.  F.  Pierce 

Indianapolis,  Ind 

John  V.  McNeal 

Superintendent 

General  Passenger  Agent 

L    A  Boyd                  . .   . 

< ' 

Jno.  8    Lazarus 

DIRECTORS. 


Name. 

Post- Office 

Address. 

Date  of  Expiration 
of  Term. 

Euglewood, 
Ne\v  York.. 

Decatur.  111. 
Peoria,  111.. 
Indianapolis 

N.  J 

November.  1892 

■Rnrtipp  T.    TTntchki';'; 

< ' 

Chas    C    Allen 

<  • 

V  ind.  ■.;■.■.■.  v. 

■R     Tt     P    Piprcp 

INDIANA,  ILLINOIS  &  IOWA  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

Vice-President 

F    M  Drake 

Cenferville,  la 

Geo.  H.  Holt 

.Tohn  A    Drake  

New  York 

Chicaco.  Ill 

Assistant  Secretary 

General  Sf_>licitor 

Auditor 

Chas.  Martin 

H.  K.  Wheeler  

M.  J.  Haitnett 

New  York 

Kinkakee.  III............ 

T   ]•    Stiottls 

Chicago.  Ill 

Kankakee,  III 

C.  H    Mmith 

C    H    Smith 

•  • 

General  Fieighl  anil  Passenger  Agent. .. 

Chicago.  Ill 
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DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

F.  M.  Drake 

T    P  Shonts 

Chicago    111 

J   A    Drake                      .  . 

Kankakee,  III 

Geo    H    Holt          .-          

New  York 

J    W    Cochrane 

IOWA  CENTEAL  KAIL  WAY  COMPANY, 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

New  York 

President 

Russell  Sage . 

First  Vice-President 

E  E  Chase 

<  < 

Local  Trea^iurer 

Seth  Zug                      .     . 

Marshalltown  Iowa. 

A.  C.  Daly 

C.  H.  Ackert 

Chief  Engineer 

G.  A.  Pruden 

Superintendent           

J  H  Redmon            

G.  N.  Fish 

Traffic  Manager 

A.  F.  Banks 

Assistant  General  Freight  Agent 

H.  A  Hansgen            .... 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

New  York 

H.  S.  Morse 

E.  E- Chase 

• 

G.R.Morse 

Marshalltown."  Iowa.'. ". '. '. '. 

C.  H.  Ackert 

D.  Smith 

R.  H.  Sage 

132 
LAKE  ERIE  &  WESTERN  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Calvin  S.  Brice 

New  York 

President.. 

Calvin  S.  Brice  .... 

Vice-President 

c  < 

Secretary  and  Treasurer 

L.  M.  Schwan 

•  • 

A.D.Thomas 

W.E.  Hackedorn 

F  S  Foote 

Assistant  General  Attorney  .. 

W.  A.  Wildhack 

< .                     

General  Manager     .  . 

Geo.  L.  Bradbury 

F.  H.  Perry 

Chief  Eneineer 

< .                     

General  Superintendent 

D  S  Hill 

O.  W.  Bell 

Division  Superintendent. 

O  F  Grady 

Lima  0 

H.  C.Parker 

Indianapolis,  Ind 

S.B.  Sweet 

General  Passenger  Agent 

CFDaly     

< ' 

C.F.Daly 

•  < 

General  Baggage  Agent..  ..                ... 

C  F  Daly 

DIRECTOKS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

Calvin  S.  Brice 

New  York 

H.  W.  Cannon 

"1892 

<« 

1892 

John  B.  Cohrs.. 

Chicago.  Ill 

1893 

Samuel  Thomas  . 

New  York 

1893 

1893 

George  F.  Baker 

1894 

Edward  Tuck 

• « 

1894 

Nelson  Robinson           .                   

« ' 

1894 

LAKE  SHORE  &  MICHIGAN  SOUTHERN  RAILWAY 
COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Ch  lirman  of  the  Board 

W.  K.  Vanderbilt 

Jno   Newell 

New  York 

President.. 

Cleveland    0 

Vice-President 

Edwin  D.  Worcester.... 
Edwin  D.  Worcester.... 

Nicholas  Bartlett 

George  C.  Greene 

Cyrus  P   Leland 

New  York 

*^ecretary  and  Treasurer 

Local  Treasurer 

Cleveland    O           .... 

Auditor 

<  1 

Assistant  General  Maiiase>i'  .. 

P    P   Wright 

Chief  Engineer. 

E    A    Handy 

•  ■ 

General  Superintendent 

W   H    Canniff 

P.  S.  Blodgett 

•  ■ 

Division  Superintendents,  8  in  number 

Toleil'  ,  0 

General  Freight  Agent 

J    T   R.  McKay 

Clevriand    O 

Assistant  General  Freight  Agent 

J   G    James 

A.  J.  Smith 

•  > 

Assistant  General  Passenger  Agent 

E.  C.  Luce 

A.  J.  Smith 

E   C    Luce  

General  Ticket  Agent... 

Assistant  General  Ticket  Agent 

•  • 

General  Baggage  Agent 

Jno.  L.  Freeman 
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DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

Cornelius  Vanderbilt             

New  York           .  .. 

May    1893 

Darius  0.  Mills 

-James  H.  Reed 

Pittsburgh  Pa 

« < 

Rassela'j  Brown  ... 

Warren  Pa 

William  K.  Vanderbilt 

New  York 

May,  1894 

Samuel  F.  Barsrer    

H  TcK  Twomwy . :.:.::::.::::::::::.::.: 

Charles  M.  Eeed 

Erie,  Pa 

•  < 

John  Newell .          

Cleveland  0    

May    1895             

New  York. ..::::::::..:. 

" 

Frederick  W  Vanderbilt.          

<• 

" 

Chicago,  III 

LOUISVILLE  &  NASHVILLE   RAILROAD   COMPANY 

OPERATING  SOUTHEAST  &  ST.  LOUIS 

RAILWAY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President                            ....           .... 

lli^i^— :::::::■ 

Wm.  W.  Thompson 

C   Quarrier 

Louisville  Ky 

Treasurer            

'  < 

«< 

J.  G.  Metcalfe 

<^. 

General  superintendent     

B    F   Dickson             

EvansvlUe   Ind 

Y.  VandenBerg 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

M.  H    Smith 

J    A    Lindsoy 

East  St.  Louis.  Ill 

Belleville,  III 

1892    . 

J.  M.  Hamill 

1893 

C    C   Johnson 

1893.... 

Lyttleton  Cooke 

Louisville  Ky 

1893 
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LOUISVILLE,  EVANSVILLE  &  ST.   LOUIS  CONSOLIDATED 
RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Orflce. 

President                                    .        

D.  J.  Mackey 

Evansville,  Ind 

W    J  i^ewis  

Igelhart  &  Taylor 

E    B   Cooke 

•  • 

AnHitnr 

A.  W.  Beal 

Jas.  Montgomery 

n-pnftrfll  T^rp^p■h^  Ap'ftnf 

E   O    Hopkins 

R    A    Campbell 

' ' 

Assistant  General  Passenger  Agent 

S    D   McLeish 

F   R  Wheeler 

« • 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

T)    J   Maokev 

Evansville  Ind 

October  15,1892 

w  J  Le^ds :::::::::::::::::: 

V.    O     TTnnkinc; 

< « 

Springfield.  Ill 

Thos    W    Scott 

Fairfield   111 

New  York 

.Ta<5    Stillman 

Baltimore,  Md 

MICHIGAN   CENTRAL   RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Cornelius  Vanderbilt.... 

Henry  B.  Led  yard 

Edwin  D.  Worcester 

Edwin  D.  Worcester 

Henry  Pratt 

New  York 

President                                          

Detroit,  Mich 

New  York 

'  • 

Detroit,  Mich 

Henry  Russell 

•  < 

Henry  B.  Lodyard 

J  D    Hawks 

<  • 

Chief  Engineer 

Robt   Miller 

<• 

Assistant  General  Superintendent 

R,  H.  S.  Hommedieu  .... 

•  < 

Division  Superintendent! '. 

Division  b>upcrintendent         .     ... 

C  B  Bush               .  . 

Jackson,  Mich 

W.  J.  Martin 

Bay  Citv,  Mich 

Chicago,  111 

Division  Superintendent 

Division  Superintendent 

Superintendent  of  Telegraph 

J  H   Snyder.        

St  Thomas,  Ont          

E  E  Torrey 

Detroit,  Mich 

A.  Mackay 

Chicago,  111 

B.  K.  Hand ••• 

Detroit,  Mich 

Bav  City,  Mich 

John  ('rampton 

ButTalo.  N.  Y  

General  Passenger  and  Ticket  Agent.... 
Asst.  Gen'l  Passenger  and  Ticket  Agent. 

O.  W.  Ruggles, 

Chicago.  Ill 

G.  E.  King 

H  P   Doaring        

< ' 
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DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

New  York 

May. 

William  K.  Vanderbilt 

. 

Edwin  D.  Worce!-ter 

New  York 

< 

S^amuel  Barger 

< 

F.  M.  Vanderbilt 

<  < 

Ashley  Pond 

Detroit    Mich 

Chicago,  111 

.         

JOLIET  &  NORTHERN  INDIANA  RAILROAD  COMPANY 

OFFICERS. 


Title. 

Name. 

Location  of    Office. 

President 

C  Vanderbilt 

New  York 

Vice-President 

H   B   Ledyard 

Detroit    Mich 

E.  D.  Worcester .... 

Henry  Pratt 

New  York ,' 

Treasurer  .         ..         ... 

DIRECTORS. 


]Name. 

Post-Offlce 

Address. 

Date  of  Expiration 
of  Term. 

C.  Vanderbilt 

New  York             .     .. 

When  succes'r  is^  app't'd 

W.  K.  Vanderbilt 

H.  B.  Ledyard 

Detroit.  Mich. 
New  York 

E.  D.  Worcester 

c.M.Depew.  ....■;;;:"".■.■.■.■.■.■:■.;::.■.■.■.■;.■ 

•  • 

Ashley  Pond    

Detroit.  Mich 

MOBILE  &  OHIO  RAILROAD  COMPANY  OPERATING  ST. 
LOUIS  &  CAIRO  RAILROAD. 

OFFICERS. 


Title. 

Name. 

Location  of  OlHee. 

Chairman  of  the  Board 

Wm.  Butler  Duncan 

J.  C.Clarke 

J.  H.  Fay    

New  York 

President 

Mobile.  Ala 

New  York 

Secretary  and  Treasurer 

Henry  Ta  'on    . 

Mobile  Ala 

New  York 

E.L.  Russell 

R   V.  Taylor            .   .  . 

General  Auditor 

J.C.  Clarke 

Division  Superintenclent           

C  S  Clarke            .  . 

Mobile  Ala    . 

J.  N.  Seale 

Murphysboro,  111 

Jackson  Tenn 

Superintendent  of  Telegraph    

K.  McKenzie 

J.T.Poe 

Gen.'ral  Freight  Agent 
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DIRECTORS. 


Name. 

Post-Offlce  Address.          ^''*'' ^/ S'^"'''' 

J  E.  Edwards    . . 

Litchfield.  Ill 

Annual   mfiotinc   1SQ3 

S.  C.  Jiidd  

.               *-'     i  < 

V  A  Horsey.. 

New  York 

1894...^ 

T  M  XjOgan                       .        ... 

Murphysboro,  111 

Chicago.  Ill 

•                                 c< 

F  Bross 

Cairo,  111 

1895.... 

J  A   Horsey               

New  York 

<                                                             <    4 

THE  NEW  YOKK,  CHICAGO  &  ST. 
COMPANY. 


LOUIS  RAILROAD 


OFFICEES. 


Location  of  Office. 


Chairman  of  the  Board 

President 

Secretary  and  Treasurer 

Assistant  Treasurer 

General  Counsel 

Auditor 

General  Superintendent 

Division  Superintendent 

Division  Superintendent 

Superintendent  of  Motive  Power 
Superintendent  of  Telegraph. . . . 

General  Freight  Agent 

General  Passenger  Agent 

Purchasing  Agent 

Car  Accountant 

Transfer  Agent 


VVm.  K.  Vandelbilt... 

D.  W.  Caldwell 

Allyn  Cox 

H.  Hammersley 

Sam'l  E.  Williamsom 

James  P.  Curry 

Lewis  Williams 

A.  W.  Johnson 

C.  D.  Gorham 

Jno.  Mackenzie 

J.  S.  Evans 

G.  B.  Spriggs 

B.  F.  Horner 

M.  M.  Rodgers 

W.  J.  Robertson 

F.  Middlebrook 


New  York 

Cleveland.  Ohio. 

New  York 

Cleveland,  Ohio. 


Ft.  Wayne.  Ind  . 
Cleveland,  Ohio 


New  York 


DIRECTORS. 


Name. 

Post-Office  Address.           ^ 

)ate  of  Expiration 
of  Term. 

Wm   K  Vanderbilt                            

New  York May 

,  1893  

Chauncoy  M  Depi'w            ....        

Rnm'l  If,    Willinmsc>n 

I .                                     . 

Chas  M    Recti                                    .   . . 

Erie    Pa 
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THE  CHICAGO  &  STATE  LINE  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

First  Vice-Presidant 

James  A.  Roosevelt 

New  York   . 

Auditor 

James  P.  Curry 





DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

New  York 

January.    1895 

1893 

Wm.  K.  Vanderbilt 

w 

1893 

John  S.  Kennedy 

1894 

Chicago,  111 

1895 

1894 

J.  L.  Lock  wood 

1895 

N.  A.  Skinner 

1894 

Pliny  B.  Smith 

• ' 

1893 

NORTHERN  PACIFIC  RAILROAD  COMPANY 

(Lessee  Wisconsin  Central  Lines.) 


OFFKJERS. 


Title. 

Name. 

Location  of  Office. 

Treasurer 

Geo  S.  Baxter'          .     . 

New  York 

C.  A.Clark 

St.  Paul,  Minn 

General  Solicitor 

David  S.  Wigg 

Chicago.  Ill 

General  Auditor .... 

J  A    Barker        .... 

New  York  . . 

Auditor 

M.  P.  Martin 

S.  E.  Ainslie 

St  Paul  Minn 

General  Manager 

Chicago,  III 

Chief  Engineer 

J  W  Kendrick 

Division  Superintendent 

A.  R.  Horn    

Steven's  Point.  Wis 

Division  Superintendent 

F.H.  Marsh 

Waukesha.  Wis 

St  Paul.  Minn 

TrafHc  Manage  i- 

H  C  Barlov 

Chicago  111  ..  . 

Jas.  B.  Cavanaugh 

John  C.  M'.Kinnon 

James  C  Pond 

General  Pass.,  Ticket  and  Baggage  Agt. 

138 
CHICAGO  &  WISCONSIN  KAILROAD  COMPANY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Edwin  H.  Abbott 

Cambridge,  Mass 

Wilwaukee  Wis 

Secretary  and  General  Solicitor    

Howard  Morris  .... 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

Cambridge,  Mass 

Milwaukee,  Wis 

'  < 

Tho'5  H  Gill                          

>  f 

<  < 

OHIO  &  MISSISSIPPI  KAIL  WAY  COMPANY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

J.  F.  Barnard 

Secretary   

Edw.  P.  Cutter 

Robert  Reid 

' ' 

Ramsey,      Maxwell      & 
Ramsey 

" 

Auditor 

General  Manager 

Assistant  to  the  General  Manager 

Chief  Engineer 

Superintendent 

Assistant  Superintendent 

Superintendent  of  Telegraph 

General  Freight  Agent 

General  Passenger  and  Ticket  Agent. 
Assistant  General  Ticket  Agent 


Edw.  P.  Cutter j 

J.F.Barnard 

John  Wells 

C.  C.  Chandler 

C.C.F.Bent 

CM.  Stanton i  Springfield.  111.. . 

A.  Hay  ward Cincinnati.  Ohio 

Wm.  Duncan St.  Louip.  Mo 

W.  B.  Shattuck Cincinnati,  Ohio. 

W.I.Robinson 


DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

F.  W  Tracy             .            

Springfield.  Ill 

Chicago,   111 

October 

1892  

F.P.Dimpfil    

New  York 

•  • 

A   Gracio  King 

1893 

•  1 

Edw  R  Bacon 

' ' 

•  • 

>• 

J.  F.  Barnard    

1891 

William  Sihl<iy 

New  York          

1895 

J  »  McKim 

Julius  S.  Walsh 

ia9 


PAWNEE  RAILROAD  COMPANY. 


OFFICERS. 


Prepident 

Vice-President 

Secretary 

Treasurer 

General  Counsel 

Auditor 

General  Freight  Agent 

General  Passenger  Agent. 


Name. 


John  White 

Hiram  White 

C.  E.  Clayton 

H.R.Davis 

Conkllng  &  Grout 

C.  E.  Clayton 

H.  E.  !■  arnam , 

H.  E.  Farnam 


Location  of  Office. 


Pawnee,  111. 


Springfield,  IlL 
Pawnee,  111 


Name. 


John  White.... 
H.R.Davis  .... 
Hiram  White... 

C.  White 

C.  E.  Clayton  . . 
L.K.Davis 


DIRECTORS. 


Post-Offlee  Address. 


Pawnee,  111 


Taylorville,  111...  ■.".;; 
Pawnee,  III 

Springfield,  111 


Date  of  Expiration 
of  Term. 


July,] 


PENNSYLVANIA  COMPANY. 


OFFICERS. 


President 

First  Vice-President ... 

Second  Vice- President .'.'.'.' "."" 

Third  Vice-President 

Fourth  Vice-President ""' 

Secretary 

Treasurer 

General  Counsel 

Assistant  General  Counsel ...'.'.'.'.'..'. 

Comptroller .. 

Assistant  Comptroller .... 

Auditor  Freight  Receipts '.'.".'.'."" 

Auditor  Passenger  Reeeiptis "" 

Auditor  Disbursements 

General  Manager 

Chief  Engineer ".'.'.".'. 

Gen'l  Superintendent  of  Transportation! 


General  Superintendent 

Division  Superintendent 

Purchasing  Agent 

Superintendent  of  Telegraph 

Superintendent  of  Motive  Power. .. . .'  ' " 

General  Freight  Agent 

Assistant  General  Freight  Agent. . 
General  Passenger  and  Ticket  Agent!.' ." '. 
Chief  As.sistant  General  Passenger  Agent 
General  Baggage  Agent 


Geo.  B.  Roberts 

James  McCrea 

J.T.  Brooks 

Thomas  D.  Messier. 
John  E.  Davidson... 

S.  B.  Liggett 

T.  H.  B.  McKnight.. 
J.T.Brooks...  ..... 

J.  J.  Brooks 

John  W.  Renner.... 

Albert  McElvey 

John  M.  Lyon 

J.P.Farley 

James  Instan 

Joseph  Wood 

Thos.  Rodd 

E.B.Taylor 

Chas.  Watts 

C.  D.  Law 

Wm.  Mullins 

A.  M.  Schoyer , 

F.  S.  Casaujive 

Wm.  Stewart 

C.L.Cole  

E.  A.  Ford 

Frank  VanDusen... 
R.  R.  Bentley 


Location  of  Office. 


Philadelphia.  Pa. 
Pittsburgh,  Pa... 


Ft.  Wayne,  Ind 
Pittsburgh,  Pa. 


Ft.  Wayne,  Ind  ... 
Pittsburgh,  Pa. ... 
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CALUMET  RIVER  RAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President. 

Thos.  D.  Messier 

S.  B.  Liggett 

Pittsburgh  Pa 

T.  H.  B.  McKnight 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

Geo  M  Bogue                      

Chicago  111 

April  13  1893 

F.  W.  Beiz 

< ' 

> «                        

Thos.  D.  Messier 

Pittsburgh.  Pa 

« ' 

Jas  McCrea                           

•  < 

PITTSBURGH  FT.  WAYNE  &  CHICAGO  RAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

Charles  Lanier 

New  York 

Secretary  and  Treasurer        .... 

John  .J  Haley 

Pittsburgh  Pa 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

John  S.  Kennedy 

New  York 

Annual^  election 

1893 

1896.... 

Henry  Amy      .          ....                  .... 

1896  .. 

1896.... 

O.B.Roberts      

Philhdelphia  Pa  

1895.... 

1894.... 

1896.... 

C.  E  Speer   .                               ... 

1893 

Mansfield,  Ohio 

1895.... 

L.  B.  Harrison                     .         .  . 

Cincinnati,  Ohio   . 

1895.... 

1894.... 

E.  P.  Williams  ..                 

Ft.  Wayne  Ind 

1893.... 

Chicago,  111 

1894.::. 
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SOUTH  CHICAGO  &  SOUTHERN  RAILROAD  COMPANY. 

OFFICEKS. 


Title. 

Name. 

Location  of  Office. 

President 

Thos.  D.  Messier 

S.  B.  Liggett 

Pittsburgh,  Pa 

Secretay 

Treasurer 

T.H.B.  McKnight 

DIRECTORS. 


Name. 

Post- Office  Address. 

Date  of  Expiration 
of  Term. 

April,  1894 

Chicago,  111  

"W.  W.  Chandler 

•  <         .  < 

Fred.  W.  Belz  .. 

1895 

William  Borner 

Geo.  Willard.... 

'  • 

CD. Law. ..:..: .:..:::;:.:..:::::; 

Ft    Wayne  Ind 

PEORIA  &  PEKIN  UNION  RAILWAY  COMPANY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

Jos.  Ramsev  Jr    . . 

Cincinnati  0 

Vice-President  . 

Jas.  F.  How 

St  Louis   Mo 

General  Counsel 

Stevens  &  Horton 

<  <                  

Chief  Engineer 

Jas.  E.  Palmer  

•  < 

C.  E.  Schaff 

E.  M.  Flood 

General  Freight  Agent.. 

T.  '1',  Dwight     

T.  T.  Dwight 

< ' 
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DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiratiun 
of  Term. 

1893 

Wm  S  Hook          ....                 

Jack-Renville    111  

New  York.. ...:..:.:::. 

<  < 

D  J  Mackev           

Evansville  Ind    

<  • 

Chicaeo.Ill 

1895 

Hc'i'man  Clarke      

New  York 

St.  Louis,  Mo 

1894 

New  York   

.T    A     Rarnard 

[ndianapolis,  Ind 

« ' 

<  < 

Wm   Elliott                                

Philadelphia  Pa  

<  • 

1895 

Ohas  M  Hays                 

St.  Louis,  Mo  

PEORIA,  DECATUR    &  EVANSVILLE  RAILWAY  COMPANY. 


OFFICERS. 


Location  of  Office. 


President 

Secretary  and  Treasurer 

General  Counsel 

Auditor 

Chief  Engineer 

Superintendent 

Superintendent  of  Telegraph 

Traffic  Manager 

General  Freight  Agent  

General  Passenger  Agent 

Assistant  General  Passenger  Agent 

Gen^-ral  Ticket  Agent 

Assistant  General  Ticket  Agent 

General  Baggage  Agent 


D.  J.  Maekey 

W.  J.  Lewis 

Stevens  &  Horton 

E.  B.  Cooke 

T.  A.  Aden 

R.  B.  Starbuck.... 
R.  B.  Starbuck.... 
G.  J.  Grammer  .. . 

E.  O.  Hopkins  .... 

R.  A.  Campbell 

S.  D.  McLeish 

R.  A.  Campbell 

S.D.  McLeish 

F.  R.  Wheeler 


Evansville,  Ind. 

Peoria.  Ill .' 

Evansville,  Ind. 

Mattoon.Ill....! 

Evansville,  Ind. 


DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

J.  M.  DeVeau 

New  York 

October 

,    1892 

1892 

Arnold  Kummer 

Baltimore  Md 

1892 

D  J  Maekey 

18'i;{ 

Wm  Heilman         

IS93 

C  C  Baldwin 

Now  York 

1S03          

H.  I.  Nicholas 

1895 

Wm.  H.  Goadhy 

•  < 

18<).-,           
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PITTSBURGH,  CINCINNATI,  CHICAGO  &  ST.   LOUIS 
RAILWAY  COMPANY. 

OFFICERS. 


Title, 

Name. 

Location  of  Ofifice. 

Philadelphia.  Pa 

Pittsburgh,  Pa 

J.T.  Brooks 

Tliird  Vice-President 

Thos.  D.  Messier 

John  E.  Davidson 

S.  B.  Ijigaett 

Fourth  Vice-President 

■  1                 

Secretary    

<  •                 

TiH.B.McKnight.-.:::::: 

M.  C.  Spencer 

<  •              

Assistant  Treasurer 

<  <                    

J.  T.  Brooks 

Assistant  General  Counsel 

J.J.  Brooks 

Comptroller 

Jno.  W.  Renner... 

Assistant  Comptroller 

Albert  McElvev 

< .              

Auditor,  Passenger  Receipts 

J.  P.  Farley 

<<                   

Auditor,  Disbursements            

James  Instan 

< .                      

Gen'l  Superintendent  of  Transportation 

E.  B.  Taylor 

M.J.Becker 

I  •                     

General  Superintendent 

J.  F.  Miller 

Columbus  Ohio 

Division  Superintendent 

J.  J.  Turner 

Pittsburgh,  Pa 

F.  G.  Darlington 

W.  B.Leeds 

Richmond. Ind 

C.  M.  Bennett 

H.I.  Miller 

Superintendent  of  Telegraph    

A.  M  Schoyer 

Pittsburgh,  Pa 

Assistant  General  Freight  Agent 

D.  T.  McCabe 

Columbus  Ohio 

General  Passenger  and  Ticket  Agent . . . 

E   A.  Ford . . . 

Pittsburgh,  Pa 

Chief  Assistant  Gen'l  Passenger  Agent.. 

Frank  VanDusen 

R.  R.  Bentley 

General  Baggage  Agent 

■  < 

Purchasing  Agent. .        

Wm.  Mullins 

E.B.  Wall 

DIRECTORS. 


Name. 

Post-OlBce  Address. 

Date  of  Expiration 
of  Term. 

Philadelphia,  Pa 

April.  1895 

Frank  Thomson 

Pittsburgh   Pa 

J.  N.  Du  Barry 

•  <          I , 

. .          .  i 

Jami's  McCrea 

1894 

Thos.  D.  Messier 

"W.  H.  Barnes 

Philadelphia,  Pa 

.  •          •  I 

Honrv  H.  Houston 

Erie  Pa 

1893 

J.  T.  Brooks    

Pittsburgh  Pa 

Wm.  Stewart 

' '        189tj 

Geo.  Willard 

Chicago  111 
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ENGLEWOOD  CONNECTING  RAILWAY  COMPANY: 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President                  

Thos.  D.  Messier 

Pittsburgh,  Pa 

Secretary                      .... 

S.  B.  Liggett.. 

T.  H.  B.  McKnight 

<  <                       

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

T.  D  Messier         

Pittsburgh  Pa 

April  13  1893 

W.  W.  Chandler 

Chicago,  111 

Wm  Borner        ....         

F.  W.  Belz 

<  ■ 

•  I 

J.  H.  Luce 

<  < 

'< 

QUINCY,  OMAHA  &  KANSAS  CITY  RAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Trustees  in  possession 

John  Payton  and  Edwin 
Parson*^ 

New  York 

Agent  for  trustees.  ..        

Amos  Green 

Quipcy,  111 

Cashier  for  trustees 

E.  J.  Parker 

General  Attorneys 

Berry.  O'Hara  &  Scho- 
fleld 

Auditor 

John  M.  Savin 

Superintendent  of  Transportation 

C.  E.  Soule 

Superint  endent  of  Telegraph 

A.  B.  Cowan 

Traflfle  Manager 

J.  H.  Be.st 

ROCK  ISLAND  k  PEORIA  RAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President 

R.  R  Cable 

Rock  Island.  Ill 

Davenport  la 

Vice-President 

A.  Kimball 

Secretary  and  Treasurer 

H.  B.  Sudlow 

Rork  Island.  Ill 

Auditor 

R  H    Hudson 

Geni'ral  Surierint(>r>rient...'. 

H.  B.  Sudlow  

Sup(u-int(3n.ient  of  a       ,  aph 

>  • 

Gen'l  Freight,  Passenger  and  Ticket  Ag'l 

R.  Stock  house 

H.  B.  Sudlow 

Agent  in  llhnois  for  transfer  ot  stock . . . . 

145 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

R  R  Cable          

Chicago.  Ill 

June,  1894 

HH   Porter                             ....... 

Thomas  F  Withrow 

"      ib93 

Rock  Island,  111 

"      1894 

David  Dows 

New  York 

"      1893 

A  Kimball 

Da\enport   la 

"      1893  

G   VV  Cable  

"      1894 

ST.  LOUIS,  ALTON  &  SPRINGFIELD  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Chas.  E.  Kimball  

Joseph  Dickson    

New  York 

Receiver              

SpriDgfleld,  111 

First  Vice-President 

Chas.  E.  Kimball  

New  York 

Treasurer 

Chas.  E.  Kimball  

Eleneious  Smith 

New  York 

St  Louis  Mo 

Auditor                       

D.  8.  Mitchell 

Springlleld.  Ill 

General  Manager                              .      .  . 

H   A  Fisher    

H.  W.  McLean 

Alton,  111 

Acting  Superintendent 

F.  E.  Fisher 

Springfield,  III 

Superintendent  of  Telegraph 

a.  A   Fisher 

General  Freight  Agent 

F.  E    Fisher 

• ' 

General  Ticket  Agent 

D  S  Mitchell 

• ' 

DIRECTORS. 


Name. 

Post-Cffice  Address. 

Date  of  Expiration 
of  Term. 

New  York 

H   A  Fisher        ...             ...             

Springfield  111 

D  W  Smith 

F  E.Fisher  

<  < 

•  I                    >  > 

Joseph  Dickson 

n                                           <  < 

ST.  LOUIS,  ALTON  &  TERRE  HAUTE  RAILROAD  COMPANY, 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Chairman  of  the  Board                  .        .... 

Geo  F  Peabody  

New  York 

President 

Geo  W   Parker  . 

St  Louis  Mo 

Secretary    

Edward  F.  Leonard 

Geo   W.  Parker        

Springfleid,  111 

Treasurer 

St.  Louis,  Mo 

Henry  T  Nash 

Geo.  W.  Parker 

Clarence  F.  Parker 

\V.  S.  Wilson 

' ' 

Pinckneyville,  111 

Superintendent  of  Telegraph 

W.  S.  Wilsc-n 

General  Freight  Agent 

General  Passenger  Agent 

Geo.  E.  Lary 

Gt'O  E    Lary 

Geneiai  Ticket  A"ent 

Geo.  E.  Lary 

•  • 

Agent  in  Illinois  for  transfer  of  stock.... 

Edward  F.  Leonard 

Springfield,  111 

-10  R.  R. 
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DIRECTORS. 


Name. 


Post-Offlce  Address. 


Date  of  Expiration 
of  Term 


Geo.  F.  Peabody  . 
"Wm.  B.  Cutting... 

Spencer  Trask 

Wm.  A.  Keed 

E.  Fulton  Cutting! 
Geo.  W.Parlcer... 

F.  M.  Youngblood 

Eli  Wiley 

W.  K.  Murphy  .... 

Jas.  A.  Eads 

Henry  H.  Beach.. 

Levi  Davis 

Edward  Abend . . . 


New  York 

St.  Louis,  Mo  — 
Carbondale,  111  .. 
Charleston,  111 — 
Pinckneyville,  111 

Paris,  111 

Litchfield.  Ill 

Alton.  Ill 

Belleville,  111 


BELLEVILLE  &  CARONDELET  UAILROAD  COMPANY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President                      

M.  T.  Stookey 

Belleville.  Ill 

Henry  T.  Nash 

St.  Louis,  Mo 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

M    T    Sfnnlrftv 

Belleville  111 

June,  1893 

Springfield.  Ill 

Belleville,  111             

•  < 

C    V    Pirk-pr 



' ' 

BELLEVILLE  &  ELDORADO  RAILROAD  COMPANY 

OFFICERS. 


Title. 


Name. 


Location  of  Office. 


President. 
Secretary  . 
Treasurer. 


E.  F.  Loonard 

Henry  T.  Nash... 
H.  Fulton  Cutting 


Sliringfield.Ill., 
St.  Louis.  Mo.... 
New  York.  N.  Y, 
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DIRECTORS, 


Name. 

Post- Office  Address. 

Date  of  Expiration 
of  Term, 

E  F  Leonard      

Sprlngfleld  111 

June  2, 1893 

W  R  Ward                               . 

Benton    111 

W.  K.  Murphy 

Pinckne^yille,  111 

St  Louis  Mo  '. ! 

Geo  W  Parker 

H.  S.  Nash 

F.  M  Youngblood      

Carbondale.  Ill 

BELLEVILLE  &  SOUTHERN  ILLINOIS  RAILROAD 
COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President      

Edwaid  F.  Leonard ..... 

H.  A.  Crosby 

J.  K  Gapen 

New  York 

Secretary 

Peoria   111       ..           ..  , 

New  York 

Treasurer  . .            .     ...         .... 

DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

New  York 

June.  1893 

E  H  Perkins   Jr         

New  York 

Ed.  M.  Bulkley 

R  Fulton  Cutting 

•  ' 

' ' 

Geo  W  Parker 

St  Louis  Mo 

CHICAGO,  ST.  LOUIS  &  PADUCAH  RAILWAY  COMPANY. 

OFFKJERS. 


Title. 

Name. 

Location  of  Office. 

President 

W.  K. Murphy iPineknevvillo.  Ill 

Secretary  and  Ti  easurer 

Henry  Nash 

Henry  A.Crosby 

St.  Louiji.  Mo 

New  York 
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DIRECTORS. 


Name. 

Post-Office  Address. 

Date  of  Expiration 
of  Term. 

Pickney ville.  111 

June,  1893 

St.  Louis,  Mo 

H  T  Nash               ....           

' '     " 

W  E  Ward 

Benton    111 

"    1895  .     . 

C  F  Parker 

St.  Louis,  Mo         

•'    1894 

ST.  LOUIS  SOUTHEKN  KAILEOAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Pre'^ident                     

Ephraim  C.  Dawes 

Chas.  W.  Fairbanks 

Frank  J.  Richmann 

JohnE.  McGettigan 

Cincinnati,    0 

Secr^'tary             

DIRECTORS. 


Name. 

Post-Oflflce  Address. 

Date  of  Expiration 
of  Term. 

September  1,  1893. ....... 

Chas  W  Fairbanks 

Indianapolis,  Ind 

S  M.Dodds.            

<  < 

Samuel  T  Brush  .                 .  .    .. 

Carbondale   111 

September  6,  1892 .- 

N.  H.  Fairbanks 

J  M  Richart                  

Carbondale,  111 

• ' 

Springfield,  111 

CAEBONDALE   &    SHAWNEETOWN    RAILROAD    COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

Vice-President     .                 .... 

E  tTacoby 

Frank  J.  Richmann 
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DIRECTORS. 


Name. 

Post- Office  Address. 

Date  of  Expiration 
of  Term. 

India,napolis,  Ind 

Sprinfjfleld,  111 . ..'.'.'.".'.'.'.". 

September,  1893 

E  Jacoby                ..  .        

F  J  Richmann 

Carbondale,  111 

F  W  Tracy 

Springfield.  Ill    

Murphysboro,  Hi 

ST.  LOUIS  &  EASTERN  RAILWAY  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office, 

•Chairman  of  the  Board 

Wm.  E.Guy 

Wm.  E.  Guy 

St.  Louis,  Mo 

Geo.  O.  Carpenter,  Jr.'.. 
Jas  L  Blair       . 

Wm.  E.  Guy 

Jas.  L.  Blair      

General  Counsel        .     .         

Wm.  E.  liuy 

J.D  Crabb 

Agent  in  Illinois  for  transfer  of  stock. . . . 

Wm  E  Guy                 .... 

Glen  Carbon,  111 

DIRECTORS. 


Name, 

Post-Offioe  Address. 

Date  of  Expiration 
of  Term. 

H  R  Durkee                         .            

Chicago  111  

January  10,1893 

J  S  Brewer 

10.1893 

Marine,  111 

14.1895 

E  W  Guy  

Belleville   III 

13,1894 

St.  Louis,  Mo 

14,1895 

10,1893 

W  F  Niedringhaus 

" 

13,1894 

ST.  LOUIS  &  PEORIA  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Oifice. 

New  York 

Secretary                                                  ... 

A.  J.  Moorshead! 

Sprin^eld,  111 

150 

DIRE(^TORS. 


Name. 

Post- Office  Address. 

Date  of  Expiration 

New  York 

April  1.1895 

William  Binney  Jr 

Providence,  R.  I 

1892 

<',hn<s    A    AlflnVh 

<  < 

<  >           << 

TEEMINAL  RAILROAD  ASSOCIATION  OF  ST.  LOUIS. 

OFFICERS. 


DIRECTORS. 


Title. 

Name. 

Location  of  Office. 

President                                                .... 

Wm  Taussig  

St.  Louis.  Mo 

NewY 
St.  Lo 

James  Hanna 

A.H.Calef 

ork 

M.  F.  Watts            

ais,  Mo 

Wm.  Taussig 

H  P  Taussig 

Ass't  to  Gen'l  Man.  and  Chief  Engineer. . 
General  SuDerintendent 

J.  Q.  Van  Winkle 

Frank  Stil  well...; 

Superintendent  of  Telegraph 

General  Passenger  and  Ticket  Agent. . . . 

Victor  W  Fisher    

Name. 

Post-office  Address. 

Date  of  Expiration 
of  Term. 

Wm    Tmiasic 

St  Louis  Mo            

March.  1895 

s  HH  ciafk ;■•■::;:::::::::■; 

(rpn   C   Smith 

•  < 

CM  Hays      .::■.:::•;:: :::::::::: 

<< 

M  H    Smith 

Louisville  Ky 

MEiSis :::: :::::::::;:::: 

ST.  LOUIS  BRIDGE  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

V.W.Fisher 
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DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration 
of  Term. 

J  Pierpont  Morgan 

New  York 

March  7  189.5 

Julius  8.  Walsh 

St.  Louis  Mo            ...    . 

Wm.  Taussig   

Thos.  E.  Tutt 

•  < 

Edw.  Walsh,  Jr 

<  < 

'  • 

ST.  LOUIS,  VANDALIA  &  TERRE  HAUTE  RAILROx\D 
COMPANY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

President..                

Thos.D.  Messier 

Pittsburgh  Pa 

< ' 

Treasurer  ... 

T  H.  B.  McKniglit 

'  < 

DIRECTORS. 


Name. 

Post-office  Address. 

Date  of  Expiration  of 
Term. 

Thos.  D.  Messier 

Pittsburgh,  Pa 

January  10,  1893 

W.  E.  McKeen 

Terre  Haute,  Ind 

Highland  III 

R  L  Dulaney  .             .... 

C.  H.  Seybt    

Highland  III 

jCsIp^s  .:::::;;;::::::::::::;;:;;::::::: 

Collinsville.  Ill 

E.  0.  Stanard 

St.  Louis,  Mo 

TERRE  HAUTE  &  PEORIA  RAILROAD  COMPANY. 


OFFICIORS. 


Title. 

Name. 

Location  of  Office. 

Chairman  of  the  Board  and  President  .. 

C.  W.  Fairbanks 

Indianapolis,  Ind 

F.  J.  Richmann 

General  Solicitor    

E.  Jacoby      

IndianaDolis    Ind 

Cashier  

T.  M.  Hobart 

DecSiii.. ..:...::: 

W.  M.  Strange 

General  Manager     

I.  H  Burgoon 

•• 

Superintendent  of  Telegraph 

I  H  Burgoon 

•  < 

•  • 
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DIRECTORS. 


Name. 

Post- Office  Address. 

Date  of  Expiration 
of  Term. 

Indianapolis,  Ind 

January,   1893 

1893 

E  Jacoby 

1893 

John  W  Bunn                    ..                     ..  . 

Springfipld,  111 

1894 

Paris,  III 

1894 

TOLEDO,  PEORIA  &  WESTERN  RAILWAY  COMPANY. 


OFFICERS. 


Title. 

Name. 

Location  of  Office. 

New  York 

President   

E.  F.  Leonard 

Peoria.  Til 

Vice-President 

K    N    Armstrong 

' 

Secretary 

E.  D.  Usner    

Attorney 

W.  S.  Horton  

E.  D.  Usner 

General  Manager 

E.F.Leonard    

General  Superintendent 

E  N    Armstrong 

General  Freight  Agent 

D   Mowat 

Af^ting  General  Ticket  Agent 

E  N  Armstrong 

Agent  in  Illinois  for  transfer  of  stock 

E  D  Usner   . 

DIRECTORS. 


Name. 

Post-Offlce  Address. 

Date  of  Expiration  of 
Term. 

Joel  E.  Fisher 

New  York 

September,  1892 

E.  F.  Leonard 

Springfield.  Ill 

E.  D.  Usner.. 

1893 

W.  S.  Horton 

<  < 

Jno.  W.  Bunn ...  . 

Springfield   111 

1  <           •  ■ 

New  York.'. 

1894  ... 

Cornelius  B.  Gold 

Wm.  H.  Gebhard 

•  < 

•  •            .  • 
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TOLEDO,  ST.  LOUIS  &  KANSAS  CITY  RAjLROAD  COMPANY 


OFFICERS. 


Title. 

]Name. 

Location  of  Office. 

S.  R.  Callaway 

Secretaty  and  Assistant  Treasurer 

M.  L.  Crowell  .   . 

Treasurer 

W.  Howard  GiUler 

('larfnce  Brown 

<  1                        

General  Solicitor 

Tnlfjfln    D 

Auditor 

D.  D.  Davis 

S.  R.  Callawav 

<  .            

A.L.Mills.... 

C.  N.Pratt. 

Frankfort,  Ind 

Supt.  Mach'y  &  R.  S 

Chief  Surgeon 

S.  S.  Thorne 

Toledo  0 

Superintendent  of  Telegraph 

w.s.weed.:. ■.■:.■;;;;.■::: 

• ' 

Assistant  General  Freight  Agent 

General  Passenger  Agent 

C.  G  Jenkins 

Toledo  0 

DIRECTORS. 


P.)st-0mce  Address. 


Date  of  Exjiiration 
of  Term. 


R.  G.  Ingersoll 

J.  M.  QuifflPv 

New  York 

September  !• 

1S92 

Fnn  ■!>  !>.  lluss 

W.  Howard  Gilder 

Toledo  0         

Clarence  Brown 

18'M 

S.  R.  Callaway 

Jos.  O.  Osgood 

New  York 

.. 

Kandniph  F.  Purdv  ... 

< . 

S.H.  Kn-Mdau.l 

J.  S.  Stout 

:: 

F.  J.  Sawver 

Butlalo.  N.  Y 

WABASH  RAILROAD  COMPANY. 

OFFICERS. 


Title. 

Name. 

Location  of  Office. 

0.  D  Ashley 

New  York 

President 

O.  D.  Ashley 

Vice  -President 

Edgar  T.  Wells 

Vice-President.. 

St.  Louis.  Mo 

New  York 

Secretary 

J.  C.  Otteson 

Treasurer 

F.  L.  O'Leary 

fSt   Louis    Mo 

General  Solicitor 

W.  H.  Blodgett 

Auditor 

D  B   Howard 

•  < 

E.  B.  Pryor 

■  <           

General  Manager 

C  M.  Hays 

<  < 

'Chief  Engineer 

W  S  Lincoln 

<  • 

H.  L.  Magee 

.1           

Division  Superintendent 

E.A.Gould 

Peru   Ind 

Division  Superintendent 

J.  8.  Goodrich 

Chicago,  111            

Division  Superintendent 

F.  H.  McGuigan    

Kansas  Citv  Mo         ... 

Superintendent  of  Telegraph 

G    C.  Kinsman 

Decatur  III 

Traffic  Manager 

M  Knight 

St  Louis  Mo 

General  Freight  Agent 

S.  B.  Knight 

Assistant  General  Freight  Agent 

J.  D.  Lund  . . 

General  Passenger  Agent 

Assistant  General  Passenger  Agent.. .; . . 

C.  8.  Crane 

•  • 

General  Ticket  Agent 

F.  Chandler  ... 

<  < 

Assistant  General  Ticket  Agent 

•  •           *"        "  ■ 

General  Baggage  Agent 

•  < 
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DIRECTORS. 


Name. 

Post- Office  Address. 

Date  of  Expiration 
of  Term. 

New  York 

September  13, 1892 

Thomas  H.  Hubbard  

Henry  K.  McHarg 

New  York 

<  <              

Sidney  Dillon 

Russell  Sage 

Geo.  J.  Gould 

<  t              * 

Gyrus  J.  Lawrence 

•  I              

<  < 

<  <              

<«              

Chas  M   Hays 

S.  C.  Reynolds 

Toledo.  0. 

, ,              

0.  D.  Ashley 

New  York;::::::.:;;;:::: 

<  ■              

WABASH,  CHESTER  &  WESTERN  RAILROAD  COMPANY. 


OFFICERS. 


DIRECTORS. 


Title. 

Name. 

Location  of  Office. 

President 

Nathan  Cole 

St.  Louis,  Mo 

Chester.  Ill 

First  Vice-President 

Chas.  B.  Cole 

H.  C.  Cole 

Treasurer 

C.  B.  Cole  .. 

Auditor 

C.  E.  Kingsbury 

chas.B  Cole ^ ::;;::;::: 

Superintendent 

Agent.'.'. 
stock 

J.  R.  Hawkins  

0.  K.  Kingsbury 

Agent  in  Illinois  for  transfer  of 

H.  C.  Cole 

Name. 

Post- Office  Address. 

Date  of  Expiration 
of  Term. 

Nathan  Cole 

St.  Louis.  Mo  

Chester,  111 

Marc 

h    1894 

Chas.  B.  Cole 

'  1895 

ri.  C.  Cole 

Z.T.  Cole 

<• 

1893 

T.  C.  Bryden 

Carbondale,  111      
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LIST  OF  RAILROADS  INCORPORATED  DURING  THE" 
YEAR  ENDING  JUNE  :M),   1892. 


The  Litchfield  Belt  Railway  Co.  From  a  point  on  the  C,  C,  C.  &  St- 
Louis  Ry.,  through  South  Litchfield  to  a  point  on  the  C,  C,  C.  &  St. 
Louis  Ry.  office,  Litchfield,  111.  Capital  stock,  $20,000.  Directors,  J.  B. 
W.  Amaden,  H.  H.  Beach,  David  Davis  and  Delos  VanDusen,  Litchfield, 
111.,  and  L.  C.  Playnes,  St.  Louis  Mo.    Filed  July  1,  189L 

Blue  Island  Railroad  Co.  From  a  point  in  the  village  of  Blue  Island,- 
Cook  county,.  111.,  in.  a  northeasterly  direction  to  a  point  on  the  Michigan- 
Central  in  the  town  of  Calumet,  Cook  county,  111.  Office,  Chicago,  111^ 
Capital  stock,  $25,000.  Directors,  Josiah  B.  Crooker,  Minneapolis,  Minn., 
and  E.  M.  Warren,  Wm.  J.  Haerther,  Henry  Biehl  and  Harry  M.  Pack- 
ham,  Chicago,  111.    Filed  July  7,  ]891. 

Chicago  South  Side  Elevated  Railway  Co.  From  Van  Buren  street,. 
Chicago,  111.,  in  a  southerly,  southeasterly  and  southwesterly  direction  to 
Chicago  Heights,  Cook  county,  111.  Office,  Chicago,  111.  Capital  stock,. 
$10,000,000.  Directors,  Gecu'ge  W.  Cole,  J.  Warren  Pease,  C.  R.  Matson, 
Albert  Wahl  and  Silas  Rhoades,  Chicago,  111.,  and  Benjamin  F.  Richol- 
son,  J.  M.  Getman,  Pleasant  Arnick  and  Jas.  E.  Harder.  Filed  July  16,. 
189L 

The  Harrison  Street  and  DesPlaines  River  Railroad  Co.  From  a  point 
within  1,300  feet  of  the  intersection  of  Western  avenue  and  West  Har- 
rison street,  Chicago,  111,,  to  a  point  on  the  DesPlaines  river  not  more 
than  1,300  feet  from  West  Harrison  street,  Chicago,  111.  Office,  Chicago,. 
111.  Capital  stock,  $112,500.  Directors,  Edward  L.  Stewart,  Stephen  G. 
Swisher,  G.  Grant  Stewart,  Walter  B.  Phister  and  Hamilton  H.  Ingham, 
Chicago,  111.    Filed  July  17,  1891. 

Wabash  Avenue  Sub-Railway  Transportation  Co.  From  a  point  on  the 
Chicago  river  at  the  south  end  of  Cass  street,  Chicago,  111.,  in  a  southerly- 
direction  to  83d  street  in  said  city,  together  with  all  the  necessary  branches,, 
switches,  turn-tables,  turn-outs  and  curves  along  the  line  of  the  said  pro- 
posed railway.  Office,  Chicago,  111.  Capital  stock,  $10,000,000.  Directors, 
Geo.  W.  Cole,  Silas  Rhoades,  J.  Warren  Pease,  Maria  E.  Beasley  and 
Pleasant  Arnick,  Chicago,  111.     Filed  August  1,  1891. 

The  Chicago,  Evanston  &  Southern  Elevated  Railway  Co.  From  a  point 
within  the  corporate  limits  of  Evanston,  111.,  in  a  southerly,  southeasterly 
and  southwesterly  direction  to  Blue  Island,  111.,  together  with  all  the 
necessary  branches,  switches,  etc.,  along  the  line  of  the  said  proposed  ele- 
vated railway.  Office,  Chicago,  111.  Capital  stock,  $20,000,000.  Directors.. 
Geo.  W.  Cole,  C.  R.  Matson,  J.  W.  Pease,  J.  M.  (Jetman  and  Pleasant 
Arnick,  Chicago,  111.     Filed  August  20,  1891. 

The  Barre  Sliding  Railway  Co.  From  the  intersection  of  Cottage  Grove 
Avenue  with  Midway  Plaisance;  Chicago,  HI.,  along  and  upon  said  Midway 
Plaisance  to  Jackson  Park,  and  through  and  about  Jackson  Park.  Office,. 
Chicago,  HI.     Capital    stock,    $.300,000.      Directors,    Charles   A.   .!L  Barre,. 
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Paris,  France:  Astor  Kissam,  London,  Engfland,  and  Moses  A.  Meyer, 
Philipp  Horvath,  Eli  B.  Felsentlial,  Frank  W.  Smith  and  Francis  E. 
Hinckley,  Cliicago,  111.     Filed  August  21,  1891. 

Tlie  Cliicago  and  South  Park  Elevated  Railway  Co.  From  a  point  on 
Lake  street,  Chicago.  111.,  between  Wabash  avenue  and  Halsted  street,  in 
a  s  )utherly  and  westerly  direction  to  the  west  line  of  Cook  county,  to- 
gether with  all  necessary  sidings,  switches,  etc.  Office,  Chicago.  111.' Cap- 
ital stock,  $2,090,000.  Directors,  Andrew  J.  Cooper,  William  H.  Purdy, 
Lerov  1).  Thoman,  James  P.  Mallette,  John  M.  Gartside,  Chas.  P.  Cald- 
weirand  P.  H.  Rice,  Chicago,  111.      Filed  August  26,  1891. 

Tamaroa  and  Mt.  Vernon  Railway  Co.  From  Tamaroa,  111.,  to  Mt.  Vernon, 
111.  Office,  Chester,  111.  Capital  stock,  $500,000.  Directors,  George  W. 
Evans,  Mt.  Vernon,  III.,  and  H.  Clay  Horner,  John  D.  Gerlach,  Charles 
E.  Ivingsburv  and  James  J.  Morrison,  Chester,  111.  Filed  September  9, 
1891. 

The  Aurora  and  Chicago  Inter-Urbana  Railway  Co.  From  Aurora,  111., 
to  Chicago,  111.,  with  a  branch  to  Batavia,  111.  Office,  Aurora,  111. 
Capital  stock,  $1,000,000.  Directors,  William  VanNortwick,  Batavia,  111.; 
Wm.  J.  Manning,  Warrenville,  111.,  and  W.  B.  Miller,  J.  W.  Edriy,  John 
Meredith  and  John  J.  Luck,  Aurora,  111.     Filed  December  30,  1891. 

The  Terre  Haute,  Saylor  Springs  and  Chester  Railway  Co.  From  a  point 
on  the  eastern  boundary  of  Clark  county.  111.,  via  Saylor  Springs  to  Chester, 
111.  Office,  Saylor  Springs,  111.  Capital  stock,  $3,300,000.  Directors,  Lewis 
W.  Barnes  and  Thomas  Hannifant,  East  St.  Louis,  111.;  Benjamin  F. 
Scaiefe,  Andrew  J.  Allen  and  Warren  C.  Rhoads,  Saylor  Springs,  III.,  and 
Osman  Pixley  and  Herman  Hulman.     Filed  January  13,  1892. 

Chicago  Great  Western  Railway  Co.  From  a  point  on  the  boundary  line 
between  the  states  of  Indiana  and  Illinois,  at  or  near  the  southeast  corner 
of  section  five,  ti^wnship  thirt}'-six,  ih  a  westerly,  northerly  and  easterly 
direction  to  a  point  on  the  shore  of  Lake  Michigan  in  section  thirtv-two, 
township  forty-one.  Office,  Chicago,  111.  Capital  stock,  $5)0,000,000.  Direct- 
ors, John  L.  Pratt,  Sycamore,  111.;  Samuel  C.  Stickney,  Henry  A.  Gard- 
ner, William  A.  Gardner  and  Pari- e  E.  Simmons,  Chicago.  111.,  and  Robert 
C.  Wright,  Charles  Nichols,  Raymond  DuPuy  and  Emerson  Hadley,  St. 
Paul,  Minn.     Filed  January  16,  1892. 

Chicago  and  St.  Louis  Electric  Railroad  Co.  From  Chicago,  111.,  to 
East  St.  Louis,  111.,  with  various  branches.  Office,  East  St.  Louis,  111. 
Capital  stock.  $1,000,000.  Directors,  S.  R.  McHurney.  St.  Louis,  Mo.;  A. 
C.  Carper,  St.  Louis,  Mo.,  and  Walter  E.  Beck  with,  Thomas  May,  Jr,,  and 
E.  C.  Rhoads,  East  St.  Louis,  111.     Filed  January  21,  1892. 

Chicago,  Keokuk  and  Southwestern  Railroad  Co.  From  Havana,  111.,  to 
a  point  on  the  Mississippi  River  in  Hancock  county.  111.,  and  from  Ham- 
ilton, 111.,  to  Keokuk,  Iowa;  or  from  the  west  end  of  the  Keokuk  and 
Hamilton  bridge  to  the  bridge  over  the  DesMoines  river  at  Huena  Vista, 
Iowa.  Office,  Keokuk,  Iowa.  Capital  stock,  $1,000,000.  Directors,  Wm. 
Logan  and  W.  K.  Johnson,  Keokuk,  Iowa;  Thomas  Hamer,  Vermont,  111.; 
M.  Lerov,  Hamilton,  111.,  and  George  Edmunds,  Carthage,  111.  Filed  Jan- 
uary 21,   1892. 

The  Ottawa,  Starved  Rock  and  Western  Railway  Co.  Fron\  Ottawa, 
111.,  to  Starved  Rock,  111.,  and  such  other  extensions  as  may  be  deemed 
necessary.  Office,  Ottawa,  111.  Capital  stock,  $150,000.  Directors,  Wm. 
L.  Phillips,  Charles  F.  Wilson,  Charles  S.  Cullora,  John  J.  O'Brien  and 
Frederick  V.  Hobert,  Ottawa,  111.     Filed  January  29,  1892. 

The  Joliet,  DcKalb  and  Northern  Railroad  Co.  From  Joliet,  111,,  to 
DeKalb,  111.,  and  to  a  point  north  not  yet  determined.  Office,  Chicago, 
111.  Capit,al  stock,  $1,000,000.  Directors,  Wm.  L.  Ellwood  and  Edgar  C. 
Lott,  DeKalb,  111..-  Wm.  H  Hush  and  W.  W.  McDonald,  Chicago,  111.; 
Edgar  W.  Faxon,  Edgar  L.  Hcning  and  George  H.  Carver,  Piano,  111.: 
Lester  Soule  and  James  B.  Spear,  Joliet,  111.:  Levi  Piatt,  Plattsvillc,  111., 
and  Truman  A.  Mason  and  John  Shaw.     Filed  February  11,  1892. 
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The  Chicago,  Lake  Geneva  and  Northwestern  Kailway  Co.  From  Chi- 
cago, 111.,  through  the  counties  of  Cook,  Lake  and  McHenry  to  a  point 
on  the  toundary  line  between  the  states  of  Illinois  and  Wisconsin.  Office, 
Chicago,  111.  Capital  stock,  $2,0(0,000.  Directors,  DeClermont  Dunlap, 
Eockford,  111.,  and  Tremont  Hill,  Horace  C.  Alexander,  John  S.  Monk 
and  Frank  C  Elliott,  Chicago,  111.     Filed  February  16,  1892. 

The  Eockford  Terminal  Eailway  Co.  From  Eockford,  111.,  to  a  point 
on  the  Elgin,  Joliet  and  Eastern  Eailway  in  Aurora,  111.,  with  a  belt 
line  !?urrounding  Eockford,  111.  Office.  Eockford,  111.  Capital  stock, 
$1,500,000.  Directors,  DeClermont  Dunlap,  Edward  H.  Marsh  and  Geo.  F. 
Penfleld,  Eockford,  111.,  and  Horace  C.  Alexander  and  Tremont  Hill,  Chi- 
cago, 111.    Filed  February  24,  1892. 

The  Chicago,  Altamont  and  Paducah  Eailway  Co.  From  Altamont,  111., 
to  Paducah,  Ky.  Office,  East  St.  Louis,  111.  Capital  stock,  $5,000,000. 
Directors,  Phidello  Smith,  Clinton,  Ohio;  Walter  G.  Gowen,  Charteni,  Pa., 
and  J.  B.  Messick,  Thomas  Fekete  and  E.  C.  Ehoads,  East  St.  Louis,  111'. 
Filed  March  2,  1892. 

The  St.  Louis  and  East  St.  Louis  Terminal  Eailway  Co.  From  East 
St.  Louis,  111.,  through  the  counties  of  St.  Clair  and  Madison  to  a  con- 
nection with  the  railways  constructed,  or  that  may  be  hereafter  con- 
structed, to  East  St.  Louis  and  Madison,  111.  Office,  Jacksonville,  111. 
Capital  stock,  $500,000.  Directors,  Isaac  L.  Morrison,  Francis  Hook,  Will- 
iam S.  Hook  and  Marcus  Hook,  Jacksonville,  111.,  and  Thomas  J.  Hook, 
Denver,  Col.    Filed  March  8,  1892. 

The  Springfield.  Pawnee  and  Southern  Eailroad  Co.  From  Springfield,. 
111.,  to  Pinckneyville,  111.  Office,  Pawnee,  111.  Capital  stock,  $2,000,000. 
Directors,  Jonn  White,  Henry  E.  Davis,  Hiram  White,  C.  E.  Clayton  and 
Lutber  K.  Davis.  Pawnee,  111.,  and  Columbus  White,  Taylorville,  111. 
Filed  March  8,  1892. 

The  Metropolitan  West  Side  Elevated  Eailway  Co.  From  a  point  on 
the  west  shore  of  Lake  Michigan  between  Twelfth  street  and  the  Chicago 
Elver,  Chicago,  111.,  in  a  westerly  direction  to  the  western  limits  of  the 
town  of  Cicero,  with  branches  to  the  southern  and  northern  limits  of 
Chicago.  Office,  Chicago,  111.  Capital  stock,  $15,000,000.  Directors,  Edson 
J.  Haikness,  Herman  Benze,  John  H.  Glade,  John  Worthy  and  William 
W.  Gurley,  Chicago,  111.     Filed  March  10,  1892. 

The  Joliet,  DeKalb  and  Northern  Eailroad  Co.  From  Joliet,  111.,  to 
DeKalb,  111.,  and  to  a  point  north  not  yet  determined.  -Office,  Chicago, 
111.  Capital  stock,  $1,000,000.  Directors,  William  L.  Ellwood  and  Edward 
C.  Lott,  DeKalb,  111.:  William  H.  Bush  and  W.  W.  McDonald,  Chicago, 
111.;  Edgar  W.  Faxon,  Edgar  L.  Henning  and  Creorge  H.  Carver,  Piano, 
111.;  Lester  Soule  and  James  B.  Spear,  Joliet,  111.,  and  John  Shaw  and 
Truman  A.  Mason.    Filed  March  10,  1892. 

The  Belleville  and  St.  Louis  Electric  Eailway  Co.  From  Belleville,  111., 
to  East  St.  Louis,  111.  Office,  East  St.  Louis,  111.  Capital  stock,  8200,000. 
Directors,  George  W.  Atterbury  and  John  D.  Filley,  St.  Louis.  Mo.:  John 
J.  McLean,  Hillsboro,  111.:  James  H.  Atterburv  and  John  W.  Griswold, 
Litchfield,  111.,  and  Paul  W.  Abt,  East  St.  Louis,  111.  Filed  March  11, 
1892. 

Chicago  Union  Elevated  Eailway  Co.  P'rom  a  point  on  Franklin  street, 
between  Madison  street  and  Twelfth  street,  Chicago,  111.,  in  a  westerly 
direction  to  the  western  limits  of  the  town  of  Cicero,  with  branches  run- 
ning in  a  northwesterly,  southwesterly  and  southeasterly  direction.  Office, 
Chicago,  111.  Capital  stock,  $17,000,000.  Directors,  John  Tvler,  Thomas  F. 
O'Malley,  William  W.  Bell,  Geo.  E.  Scott  and  (Jeorge  M.  Eckels.  Chicago. 
111.    Filed  March  18,  1892. 

Calumet  Belt  Eailroad  Co.  From  a  point  on  the  South  Chicago  Eail- 
road in  Chicago,  111.,  at  or  near  the  intersection  of  Erie  Avenue  and  South 
Chicago  Avenue,  in  a  southerly  and  southeasterly  direction  to  the  State 
line  in  the  township  of  Thornton,    with  a  branch   westwardly   to  a  point 
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on  the  Illinois  Central  Eailroad  between  Kensington  and  Harvey.  Office, 
Chicago,  111.  Capital  stock,  $25,000.  Directors,  B.  F.  Ayer,  Henry  De- 
Wolf,  John  Dunn,  E.  P.  Skene  and  Wm.  G.  Bruen,  Chicago,  111.  Tiled. 
March  21,  1892. 

Elgin,  Aurora  and  Fox  River  Electric  Railway  Co.  From  the  north  line 
of  Dundee  township,  Kane  county.  111.,  to  the  south  line  of  Aurora  town- 
ship, Kane  county.  111.  Office,  St.  Charles,  111.  Capital  stock,  $400,000. 
Eirectors,  John  M.  Egan,  St.  Paul,  Minn.;  William  Grote,  Elgin,  111.;  Henry 
H.  Evans  and  Arthur  M.  Beaupre,  Aurora,  111.;  Terence  E.  Ryan,  St. 
Charles,  111.,  and  Henry  A.  Gardner,  Chicago,  111.    Filed  April  25,  1892. 

St.  Louis,  Chicago  and  St.  Paul  Railroad  Co.  From  East  St.  Louis,  111., 
to  Alton,  111.,  and  to  operate  the  St.  Louis, 'Alton  and  Springfield  Railroad. 
Office,  Alton,  111.  Capital  stock,  $2,000,000.  Directors,  Henry  O'Hara,  St. 
Louis,  Mo.,  and  Anthony  Isch,  Clark  L.  Whitney,  Royal  J.  Whitney  and 
James  E.  Whitney,  East  St.  Louis,  111.     Filed  May  6,  1892. 

The  Quincy,  Beardstown  and  Havana  Railroad  Co.  From  Quincy,  111., 
to  a  point  on  the  Illinois  river  opposite  Havana,  111.,  or  to  a  point  on  the 
Illinois  river  opposite  Beardstown,  111.  Office,  Quincy,  111.  Capital  stock, 
$2,500,000.  Directors,  Richard  F.  Newcomb,  William  S.  Warfleld,  Frederick 
W.  Meyer,  Chauncey  H.  Castle,  Jonathan  Parkhurst,  David  Stern,  Isaac 
Lesem,  F.  W.  Menke.  Edson  H.  Todd,  Willard  P.  Upham,  Elisha  B.  Hamil- 
ton, Proctor  Taylor,  Louis  Wolf  and  L.  C.  Neustadt,  Quincy,  111.,  and  David 
M.  Halstead,  Keithsburg,  111.     Filed  May  12,  1892. 

The  Chicago,  Peoria  and  Southwestern  Railroad  Co.  From  Chicago,  111., 
to  Peoria,  111.  Office,  Chicago,  111.  Capital  stock,  $5,000,000.  Directors, 
James  R.  Lane,  C.  R.  Matson,  Christopher  O.  Closter  and  Samuel  M.  Rowe, 
Chicago,  111.,  and  Lucius  Clark,  Marseilles,  111.    Filed  May  26,  1892. 

The  Chicago  and  Suburban  Rapid  Transit  Railway  Co.  From  the  inter- 
section of  Lake  and  Halsted  streets,  Chicago,  111.,  in  a  southerly  direction 
to  a  point  on  130th  street  at  or  near  Blue  Island,  Cook  county,  with  a 
branch  running  in  a  southeasterly  direction  To  a  point  on  the  Calumet 
river  at  or  near  100th  street,  Chicago,  111.,  and  with  a  branch  running  in 
a  southwesterly  direction  to  a  point  on  Western  avenue  near  the  Calumet 
river.  Office,  Chicago,  111.  Capital  stock,  $5,000,000.  Dire-tors,  Irus  Coy, 
James  H.  Ash  by,  C.  P.  Caldwell,  M.  J.  Tierney  and  George  0.  Lazear,  Chi- 
cago, 111.     Filed  May  30,  1892. 

The  Baltimore  and  Ohio  Connection  Reilroad  Co.  From  Beverly  Hills, 
Cook  county.  111.,  in  a  northwesterly  direction  to  a  junction  with  the 
'Chicago  Central  Railway  in  Chicago,  111.  Office,  Chicago,  111.  Capital 
stock,  $200,000.  Directors,  Robert  B.  Campbell,  Granville  A.  Richardson, 
Leonard  S.  Allen,  Alfred  P.  Bigelow  and  William  J.  Kenney,  Chicago,  111, 
Filed  June  30,  1892. 
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GRAIN  INSPECTION  DEPARTMENT. 


State  of  Illinois, 
Office  of  Chief  Inspector  of  Grain  for  the  city  of  Chicago, 

Chicago,  December  23,  1892. 

Hon.  Isaac  N.  Phillips,  Chairman  Bailioad  and  Warehouse  Commission,  Spring- 
field, 111: 
n  Dear  Sir:— I  have  the  honor  to  submit  herewith  the  twenty-first  annual 
report  of  the  transactions  of  this  department. 

The  time  covered  by  this  report  is  the  year  beginning  November  1,  1891, 
and  ending  October  31,  1892.  It  gives  me  pleasure  to  say  of  this  year,  as 
I  have  been  able  to  say  of  each  of  its  two  immediate  predecessors,  that 
"it  has  been  the  most  prosperous  year  in  the  history  of  the  department." 

It  is  a  gratifying  evidence,  not  only  of  the  growing  importance  of 
Chicago  as  a  grain  market,  but  of  the  rapid  development  of  her  tributary 
country,  that  the  amount  of  grain  handled  here  has  doubled  within  the 
last  eight  years,  and  that  the  growth  has  been  constant  and  steady,— each 
year  showing  a  substantial  increase  over  the  one  preceding  it. 

We  have  received  during  the  year  320,  572  cars  containing  244.609,876 
bushels  of  grain;— an  increase  over  last  year  of  43,356  cars,  and  over 
43,000,000  bushels.  This  is  exclusive  of  389  canal  boats  containing  2,116,367 
bushels. 


It  is  needless  to  say  that  the  vast  amount  of  grain  represented  by  the 
figures  above  given  has  not  been  handled  without  some  diflereuces  of 
opinion  between  inspectors  and  owners;  but,  in  the  main,  the  relations 
between  the  department  and  the  public  have  been  exceptionally  pleasant 
and  satisfactory.  Of  the  960  cars  upon  which  the  committee  of  appeals 
has  been  called  to  act,  the  grades  of  429  (one  out  of  every  747  cars  in- 
spected) were  raised. 

The  fact  that  the  committee  on  careful  examination  felt  justified  in 
changing  less  than  half  of  the  cars  upon  which  they  were  called,  shows 
not  only  that  the  inspectors  have  done  their  work  with  care  and  skill, 
but  that  the  trade  only  felt  it  necessary  to  appeal  in  cases  where  an 
honest  difference  of  opinion  might  reasonably  exist. 

SUPERVISION. 

In  this  connection  a  word  in  illustration  of  the  difficulties  under  which 
the  work  of  the  depar  ment  (and  especi  illy  the  original  inspection)  is 
performed,  and  the  means  employed  to  overcome  them,  may  not  be  amiss. 

The  work  of  the  inspector  is  to  classify  the  grain  according  to  its  quality 
and  condition,  in  order  that  it  may  go  into  store  and  be  mixed  only  with 
other  grain  of  like  quality  and  condition,  or  be  sold  at  a  price  based  upon 
what  has  come  to  be  a  recognized  comparative  standard  of  value.  In  so 
classifying  the  grain  he  gives  it  one  or  another  of  the  sixty-two  (62) 
established  grades  of  grain,  as  liis  judgment  may  dictate. 
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The  requirements  of  each  of  these  grades  is  fixed  by  a  rule  established 
by  the  Railroad  and  Warehouse  Commissioners:  but  as  the  inspection  of 
grain  is  not  an  "exact  science,"  and  as  the  grades  necessarily  approach 
each  other  by  imperceptible  degrees,  and  meet  upon  debatable  ground;  it 
will  be  seen  that  the  written  rules  serve  as  a  guide  rather  than  as  an  in- 
flexible standard  for  the  inspector;  and  that  upon  his  judgment  the  final 
and  practical  application  of  the  rule  necessarily  depends. 

It  is  therefore  evident  that  an  inspector  must  not  only  have  that  ex- 
pert knowledge  of  the  grain  itself  which  comes  of  years  of  experience,  but 
that  he  must  have  such  absolute  familiarity  with  the  requirements  of  each 
grade  as  to  enable  him  promptly  and  accurately  to  give  each  car  its  proper 
grade,  and  to  state,  clearly  and  concisely,  the  reasons  which  lead  to  his 
decision. 

An  efficient  and  reliable  inspector  must  also  have  evenness  of  judgment, 
the  faculty  of  so  carrying  a  grade  in  his  mind  that  he  will  give  a  partic- 
ular lot  of  grain  the  same  grade  he  gave  a  similar  lot  a  week  or  a  month 
before,  and  a  tenacity  of  opinion  that  cannot  be  affected  by  any  comments 
of  the  interested  parties  by  whom  he  is  usually  surrounded. 

In  grading  the  grain  that  passes  through  his  hands  every  conscientioi.s 
inspector  is  influenced  by  the  fact  that  he  is,  in  a  certain  sense,  acting 
as  an  arbitrator  between  buyer  and  seller,  virtually  making  an  appraisal 
of  another's  property,  and  fixing  the  price  at  which  it  shall  be  bought 
and  sold. 

It  is  not  to  be  assumed  that  any  inspector  is  infallible,  or  that  he  will 
always  adhere  to  established  lines  with  unwavering  accuracy.  lu  fact, 
there  is  a  well-recognized  tendency  among  the  best  inspectors  (when  not 
properly  supervised  or  enabled  in  some  other  way  to  compare  their  work 
with  that  of  others)  to  swerve,  unconsciously  and  imperceptibly  to  them- 
selves, from  their  established  lines. 

Having  fifteen  different  men,  on  as  many  different  tracks,  remote  from 
each  other,  and  with  no  "pole-star"  by  which  to  "correct  their  reckoning," 
we  should  soon  have  as  many  different  standards  as  men,  but  for  our 
system  of  "supervising  inspectors." 

These  two  men,  selected  for  their  evenness  and  accuracy  of  judgment 
and  their  expert  knowledge  of  grain,  have  been  in  the  service  of  the  de- 
partment for  twenty  and  fifteen  years,  respectively.  Every  day  they  go 
from  one  track  to  another,  watching  the  work  of  the  inspectors,  and  cor- 
recting in  them  any  tendency  they  may  see  to  deviate  in  one  direction  or 
the  other  from  the  well  understood  and  established  standards  of  the 
department. 

In  this  way  we  are  enabled  so  to  direct  the  work  that,  although  the 
grain  is  received  from  so  many  different  sections  of  the  country,  and  is 
grown  under  such  diverse  conditions  of  soil  and  climate,  the  average  quality 
and  market  value  of  any  particular  grade  is  substantially  the  same  in  each 
of  the  twenty-seven  different  public  warehouses  in  which  it  is  stored:  and 
may  be  (as  it  daily  is)  confidently  purchased  by  Eastern  and  European 
dealers,  with  no  other  knowledge  or  guaranty  of  its  quality  than  the  cer- 
tificate of  the  department. 

The  necessity  and  importance  of  this  constant  supervision  is  more  ap- 
parent when  one  remembers  that  the  responsibility  of  the  department  does 
not  cease  with  the  allixing  of  the  original  grade,  l)ut  that  the  millions  of 
bushels  of  grain  going  into  store  nuist  also  be  inspected  out.  that  the 
buyer  as  well  as  the  seller  must  be  satisfied,  and  that  there  is  safety  only 
along  tlu!  line  of  exact  and  infiexible  justice  to  all  parties  concerned. 

THE    KOKCE   OF  THE   DEl'A  K'rMENT. 

The  work  of  inspection  proper  is  carried  on  l)y  fourteen  "track  in- 
jnspectors,"  twenty-seven  "house  inspectors."  sind  tourtcen  "lielpers." 

In  each  elevator  is  stationed  a  lioiise  inspector,  whose  (hity  it  is  to  report, 
to  the  Ilegistrar  th(>  kind,  gr;i(le  and  weiglit  of  (>acli  lot  of  giain  lh;itg»KS 
into  store,  uiid  to  inspect  out  and  fully  re])()rt  upon  all  grain  tiuU  is  de- 
livered Ironi  store. 
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The  track  inspectors,  assisted  by  the  helpers  in  the  manual  and  clerical 
part  of  their  work,  grade  the  grain  on  its  arrival  from  the  country. 

The  helpers,  in  assisting  the  track  inspectors,  become  familiar  with  the 
grades,  and  with  the  different  varieties  and  qualities  of  grain,  and  may 
thus,  by  proper  application,  fit  themselves  in  two  or  three  years  for  ser- 
vice as 'house  inspectors. 

A  much  higher  standard  of  efficiency  being  necessary  in  a  track  in- 
spector, it  is  very  seldjm  that  one  becomes  fully  qualified  for  promotion 
to  that  important  position  under  six  years;  and,  indeed,  the  average  pro- 
bation of  those  now  serving  in  that  capacity  has  been  nearer  nine  years. 

DEPART3IEXT   EXPENSES. 

It  will  be  seen,  by  reference  to  the  statistical  tables  accompanying  this 
report,  that  the  expenses  of  the  department  for  the  year  just  closed  have 
been  about  four  and  a  half  (4i)  per  cent,  greater  than  for  the  previous 
3'ear,— an  increase  which  finds  ample  justification  in  the  fact  that  the 
earnings  have  increased  over  thirteen  (13)  per  cent.,  and  that  the  estab- 
lishment of  new  tracks,  and  changes  in  the  conditions  under  which  the 
work  is  done,  have  made  additional  help  necessary,  irrespective  of  the 
amount  of  grain  received. 

In  illustration  of  these  changed  conditions,  one  instance  may  be  cited. 
The  Illinois  Central  Railroad  has,  until  this  year,  brought  all  its  grain, 
both  from  the  main  line  and  the  Iowa  Division  into  its  yards  at  16th 
street,  where  it  was  inspected  by  one  "crew."'  Now  it  has  established 
yards  on  its  main  line  at  Dauphin  Park,  ten  miles  south,  and  on  the 
Madison  &  Northern  branch  at  Hawthorne,  seven  miles  west  of  the  Kith 
street  yard,  and  it  requires  two  "crews"'  to  do  the  work  which  might 
readily  be  done  by  one  if  the  cars  could  all  be  brought  to  a  common 
center. 

The  gradual  spreading  out  of  the  territory  covered  by  the  department, 
and  the  increased  number  of  elevators  in  constant  use,  have  made  it 
necessary  (in  order  to  have  our  samples  and  reports  at  the  office  in  time 
for  the  opening  of  business  each  morning)  to  employ  an  additional  mes- 
senger, which  was  done  in  February  last,  with  the  approval  of  your  hon- 
orable Board. 

In  conclusion,  I  wish  to  say  that  the  employes  of  the  department  have 
shown  commendable  zeal  and  fidelity  in  their  various  places,  and  that  no 
necessity  for  discipline  has  arisen  during  the  year. 

Respectfully  submitted, 

P.  Bird  Price, 

Chief  Inspector. 


-11  u. 
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Exhibit  A— 1. 
Inspection  on  Arrival— By  Months. 


Winter  Wheat. 

Months. 

White. 

Hard. 

Red  Winter. 

Total 
Cars. 

2 

3 

4 

1 

2 

3 

1 

' 

3 

4 

Not 
graded 

November,  1891.... 
December,  1891.... 

•Tanuary,  1892 

February,  1892 

March,  1892 

4 

5 

6 

7 
5 

12 

4 

21 
4 
4 

18 
13 

2 
12 

9 

5 
21 

7 
14 
106 
50 
30 

16 
11 

5 
3 
2 
7 
5 
3 
.  8 
43 
34 
17 

■■"24 
143 
37 
11 

47 

32 

11 

13 

3 

2 

1 

13 

193 

4,231 

5,137 

3,517 

1.426 
712 

139 

181 

272 

120 

712 

1,199 

1,518 

1,294 

2,453 

2,877 

■i 

360 
127 
99 
247 
302 
217 
ill 
119 
1,040 
2,422 
972 
403 

922 

233 

196 

286 

496 

261 

254 

309 

1,217 

6.022 

2,781 

1,728 

810 
353 
195 
214 
316 
104 
169 
460 
681 
1,339 
1,059 
713 

88 

10 

5 

15 

9 

3 

13 

29 

70 

162 

152 

157 

3,691 

1,491 

657 

97r 

1,446 

A.pril   1892           

724 

May,  1892 

1,288 

June,  1892 

July.  1892 

August,  1892 

Septembr.1892 

October.  r.l892 

2  .151 
4,770 
15.783 
12,680 
9.457 

74 

287 

154 

215 

13,200 

12,903 

' 

6.419 

14,705 

6,443 

713 

55,115 

Total  estimated  b 

usheli^ 

34.116.185 

Exhibit  A— 2. 
Inspection  on  Arrival— By  Months. 


Spring  Wheat. 

Mixed 
Wheat. 

Months. 

Hard. 

1 

2 

3 

4 

Not 
graded 

White. 

2 

3 

Total 
Cars 

2 

2 

3 

November,  1891 

2.551 
2.777 
956 
924 
1,509 
743 
713 
319 
791 
236 
282 
7,53 

8,473 

2.046 

1,086 

1.199 

1,120 

429 

435 

450 

499 

574 

1,303 

2.352 

741 
429 
407 
274 
499 
182 
131 
131 
160 
356 
312 
514 

M 

14 

46 
154 
126 
18 
25 
19 
40 
42 
74 

33 

7 

28 
4 

5 

4 

12 
43 

28 

669 
545 
32f. 
302 
190 
87 
116 
180 
146 
251 
352 
656 

i 

7 
8 
21 

19 
3 
5 

f 

4 
4 
1 
18 
40 
40 

7.500 

December,  1891 

1 

1 

5.836 
2.801 

February,  18!I2... 

2. 779 

March.  1892 

April,  1892 

31,81 
1,568 

May    1892 

1.418 

June, 1892 

July,  1892 

1.114 
1.621 

August   1892 

1.494 

September,  18'92 

2.412 

October  1892 

4,441 

Total  cars 

' 

112.2.54 

14,966 

4.166 

599 

171 

3.820 

4\ 

146 

36,165 

Total  estimated  bus 

hels    

22,386.135 
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Exhibit  A— 3. 


Inspection  on  Arrival— By  Months. 


COBN. 

Months. 

Yellow. 

White. 

2 

3 

4 

Not 
Graded. 

Total 
Cabs. 

2 

3 

2 

3 

November  1891  

813 

254 

285 

341 

835 

855 

1.151 

528 

1,056 

2,333 

3,689 

4,188 

2,740 
2.513 
1,601 
1,879 
1,904 
1.122 
1,172 
2,877 
1,008 
895 
1.011 
1,051 

183 
82 
63 
96 
162 
201 
276 
59 
384 
575 
1,004 
1,211 

468 
291 
195 
304 
257 
174 
148 
330 
209 
220 
304 
282 

1,301 
1.167 

242 

375 

735 

691 

1,511 

818 

1,296 

3,094 

5,405 

4,875 

2,474 
3,570 
2,504 
2,493 
3,111 
2.212 
2.859 
5.559 
2,825 
2,342 
2,767 
2.746 

2,167 
2,365 
1,274 
2,070 
2,186 

842 
1,453 
4,651 
1.833 
1,838 
1,356 

834 

276 
156 

25 
101 
82 
28 
117 
2,520 
516 
233 
31 
15 

Ifl  422 

10.398 

January.  1892 

6.189 

February,  1892 

7,659 

March,  1892 

9,272 

April,  1892 

6.125 

May,  1892 

8,687 

17,342 

July,  1892 •         

9,127 

August,  1892 

September.  1892 

October    1892  

11,530 
15,567 
15,202 

Total  cars 

16,328 

19.773 

4,296 

3.182 

21.510 

35,462 

22,869 

4,100 

127,520 

85,183,360 

EXAIBIT    A — 4. 


Inspection  on  Arrival— By  Months. 


Oats. 

Total 
Cabs. 

Rye. 

Months. 

White. 

2 

3 

White 
Chpped. 

1 

^ 

Not 
Graded. 

Total 

c;aes. 

2 

3 

1 

2 

November,  1891  .. 

1,384 

1,079 

836 

954 

959 

1,262 

1.511 

1,532 

1,205 

838 

460 

486 

4.« 
2,535 

2,472 
2.460 
2.175 
2,520 
2,376 
4,319 
3,752 
3,954 
4.516 
4.219 

1.381 
1.014 

706 
579 
465 
922 
955 

1,360 
1,265 
1,735 

1,504 

807 

672 

673 

648 

717 

571 

1,199 

1.385 

1.218 

1,621 

1,368 

70 

22 
9 
11 
12 
6 
13 
61 
68 
101 
74 
91 

8,645 
5,457 
4,695 
4,711 
4,370 
5,480 
5,653 
7,965 
7,776 
7,402 
8,436 
7,025 

■"i 

5 
3 

964 
514 

295 
280 
214 
201 
139 
103 
106 
346 
557 
499 

420 

279 
160 
83 
99 
75 
54 
43 
83 
266 
251 
260 

18 

2 

1 

'"k 

4 
4 
10 
24 
15 

1.402 

795 

456 

February.  1892.... 

March,  1892 

April.  1892 

May   1892  

■■'2 

33 
111 

53 
45 
16 
6 
26 
26 
25 

363 
313 
276 

202 

June,  1892 

July,  1892 

155 
196 

August,  1892 

Seprember,  1892.. 
October,  1892 

622 
832 
774 

Total  cars 

12.506 

39,604 

12,056 

12,566 

3 

341 

538 

77,614 

9 

4.218 

2,073 

86 

6.3S6 

1  bushels                                        8.1^ 

,064,944 

3 

,908,232 

164 


Exhibit  A- 


Inspeetion  on  Arrival— By  Months. 


Baelet. 

TOTAi 

Cabs. 

Gkand 

Months. 

S 

Bay 
Brew- 
ing. 

Cheva- 
lier. 

2 

3 

4 

5 

1 

9- 

Total. 

Cars  of  all 
kinds  of 

' 

2 

3 

2 

3 

Grain. 

November  1891 

1 
.... 

"""5 

3 

2 

72 
32 
41 
29 
25 
26 
18 
7 

,f 

107 

65 

2,049 
973 
699 
839 
728 
477 
402 
252 
47 
121 
1,387 
2.509 

1.038 
651 
591 
559 
406 
252 
151 
181 
99 
76 
624 

1,184 

158 
69 
47 
69 

52 
23 
33 
10 
20 
36 
91 

66 
35 
46 
65 
57 
11 
7 
9 
9 
6 
9 
38 

3,387 
1,767 

1.424 

1,563 

1.257 

824 

602 

482 

167 

241 

2,165 

3,893 

35  047 

December.  1891 

25,744 

January,1892 

""2 

.... 

16,222 
18,052 

March.  1892 

1 
6 

1 

19,839 

April.  1892 

. 

14.997 

May,  1892 

17,850 

June.  1892 

29,209 

July.  1892  

23,654 

August  1892 

1 

37  075 

September,  1892  

2 
3 

42, 091 

October.  1892 

2 

1 

40.792 

Total  cars 

1 

8 

18 

2 

2 

441 

10.483 

5,812 

647 

358 

17.772 

320,572 

13 

.951,020 

244,609.876 

Exhibit  B— 1. 
Inspection  on  Arrival— By  Railroads. 


WiNTKE  Wheat. 

Kaileoads. 

White. 

Hard. 

Red  Winter. 

Total. 
Cabs. 

2 

3( 

4 

1 

2 

3 

1 

2 

3 

4 

Not 
Grad'd 

C,  B.  .to 

12 

26 
S 

10 
27 
13 

179 
15 

4 

3,444 

1,478 

1.056 

271 

1.451 

2,405 
837 
117 

760 

383 

286 

1,260 

1.573 

946 

3.01'? 

1,6  ; 

1,243 
682 
6a6 
448 

137 

78 
96 
46 

8.836 

C    R  I  &  P 

6,062^ 

C.'&  A 

5 

7 

5,986 

Ill   Cent 

3,791 

Ga'.  Dv.  (\  <^  N.W 

21 

13 

1 

2 
23 
16 

5 

9 
■"2 
■'■5 

"  342 
5 
82 
13 

2.040 

'  102 
4 
75 

718 

6 

283 
249 

820 

76 

100 

1,378 

1.149 

302 

133 
16 
564 
193 
212 

11 

1 
46 
100 
25 

681 

Ws.Dv.  C.&N.  W 

452- 

2,432 

C  &  E  I     

13 

10 

2,339 

C,  M.  »\i;  St.  P 

548 

3,888 

Wis.  Cent 

1 
27 
857 

1 

Chi.  &  G.  W 

1 
43 

"1 

154 

"i 

"215 

i.228 

3.088 

153 

2,916 
3.137 
1,1.S6 

12.903 

'- 

274 

1.699 
2,579 

231 

1,674 

511 

16 
76 

81 

A.,  T.  <!!;;  S.  Fe 

1 

4 

74 

10.519 

Through  and  special 

5.435 

13,L'00 

6,419 

14.705 

'■■"' 

713 

£..115 

165 

Exhibit  P. — 2. 

Inspection  on  Arrival — By  Railroads. 


Spking 

Wheat. 

Mixed 
Wheat. 

Eailroads. 

Hard. 

1 

2 

3 

4 

Not 
gra- 
ded. 

White. 

2 

3 

TOTAIi 

Cabs. 

2 

2 

3 

C    B  &  Q  . 

622 
156 
41 
126 

2 
4»i 
143 

2 

5,336 
419 
153 
134 

22 

2,886 

276 

19 

1 

2.488 

1 

640 

47 

2,614 

1,611 
359 
52 
43 

64 
12 

116 
12 

6 

80 
69 

1,828 

729 

46 

8 

32 

87 
8 
4 

9.712 

1,752 

302 

c.'r.  I.  &P 

C.  &  A    

111.  Cent 

310 

Gal.  Div.  G.  &N.  W 

1 

3 

1 

209 

7 

1 

166 

5 
3 

1 

20 

2 
9 
1 
8 

4  214 

Wis.  Div.  C.  &N.  W 

C.  &E  T 

3 

CM.  &  Ht.  P 

2,663 

636 
21 
369 
5 
370 

228 
13 
54 

16 

6,203 

ChieaffO  &  Great  Western    . 

284 

422 

7,361 

5 

82 
741 

2 
8 

2 

1.436 

A..T.  &  S.  Fe 

1 

129 

1 

1 

' 

12,254 

14,966 

4,166 

599 

171 

3,820 

41 

146 

36,165 

Exhibit  B— 3. 
Inspection  on  Arrival— By  Railroads. 


COKN. 

Eaileoads. 

Yellow. 

White. 

2 

3 

4 

Not 
gra- 
ded. 

Total 
Cabs 

2 

3 

2 

3 

C.  B.  &Q 

3,196 

1.056 

1,400 

5,573 

17 

1.066 

12 

1.850 

744 

209 

3,933 

1,447 

1,573 

3,887 

21 

2,108 

10 

1,386 

946 

821 

349 

139 

500 

1.929 

2 

69 

1 

763 

286 

26 

475 
122 
382 
938 
6 
124 
3 
622 
230 
74 

6,427 

4,360 

1,475 

2.303 

19 

1,902 

3 

883 

430 

663 

9,141 

6,567 

1.677 

2.057 

64 

4.434 

16 

889 

943 

3.770 

5.168 

2,306 
677 

2,558 
29 

5,871 
30 
648 
336 

2,222 

878 
483 
59 
327 

■■'919 

7 

138 

43 

612 

29,567 

15,479 
7.643 

19.572 
158 

16.473 
82 
7.069 
3.957 
8.397 

4.999 
7.590 
6.533 

c.,R.i.&p ; 

C.  &  A 

111.  Cent 

SX£?^^glk%:::::::::::.::;; 

Wis.  Div.  C.  &  N.  W 

Wabash  

c.&E.i :.:..:: 

C.  M.  &  St.  P 

Wis.  Cent 

Chicai'o  &  Great  Western 

A.,  T.  &  S.  Fe 

193 
675 
348 

460 
1,445 
1.736 

23 
180 
49 

36 
151 

119 

700 

1,412 

932 

2.071 
2,835 
2.098 

1.167 

715 

1,143 

349 
177 

108 

Total  cars 

16,328 

19,773 

4,296 

3,182 

21,610 

35.462 

22.869 

4,100 

127.520 

166 

Exhibit  B— 4. 

Inspection  on  Arrival^By  Railroads. 


Oats. 

Total 

Cabs. 

Eye. 

Eailkoads. 

White. 

2 

3 

White 
clipped. 

0 

1 

2 

3 

0 

Total 

Caks. 

2 

3 

1 

2 

C.   B.  &Q 

2.480 
552 
667 

2,205 
3 

1.395 
398 
471 
165 

2,197 
47 
412 
338 

1.176 

5,596 
6,871 

3.686 

202 

7,387 

1,352 

765 

585 

7,749 

23 

1,670 

1,008 

1,804 

1,790 
510 
584 

3,578 
8 
929 
111 
558 
869 

1.008 

9 

592 

955 

555 

1,800 

1,807 
280 

1,115 
135 

.3,206 
306 
876 
255 

1,963 

■■'651 
259 
473 

29 
26 
25 
9 

92 
82 
10 
45 
4 
110 
19 
21 
29 
66 

"io 

4 

46 

11,787 

9,848 
2,472 

10,638 
352 

13,040 
2,205 
2,231 
1,904 

12,946 
80 
3,335 
2.564 
4,212 

■3 
'6 

9 

1,000 
651 

81 
171 
2 
476 
205 

16 

52 
527 

19 
134 
114 
770 

635 

267 
26 
92 
10 

274 
51 
51 
36 

174 
9 
69 

290 

24 
9 

2 
2 

1 
4 

15 
5 
1 
2 
1 

16 

1  659 

a  R.L&p....:::. 
c.  &  .i       

930 
109 

111.  Cent 

265 

Wis.  r>iv.  c.  &  N.W. 

12 

■■■3 

13 
16 

40 
1 
23 

1 

754 
263 
71 

8:,Wsi;p::::::: 

Wis.  Cent 

103 
706 
29 

Chic.  Great  W'st'n. 

205 

A.,  T.  &  S.  Fe  .... 

Through  &  special.. 

158 

1,076 

Total  cars 

12,506 

39,604 

12,056 

12.566 

3 

341 

538 

77.614 

4,218 

2,073 

86 

6,386- 

Exhibit  B— 5. 
Inspection  on  Arrival— By  Railroads. 


Baelet. 

Total 

Caes. 

Geand 
Total. 

Cars  of  all 
kinds  of 
Grain, 

Raileoads. 

0 

Bay 
Brew- 
ing. 

Cheva- 
lier. 

2 

3 

4 

5 

0 

§ 

& 
a 

CL 

3 

2 

3 

2 

3 

C,  B.  &Q 

4 

1,265 

605 

5 

688 

270 

1,579 

1,611 

3 

490 
540 
13 
756 
85 
1,094 
1,179 
12 

132 

126 

"is 

4 

113 

83 

12 
23 
7 
15 

■'25 

179 

1.971 
1.301 

25 

1,482 

361 

2,856 

3,140 

16 

63, 532 

C.  R.  I   &  Pacific  ... 

3 

35  372 

C.  &  A 

16,537 

III.  Cent. .:..:::.:.:::..:.:.: 

10 
2 
41 

87 

1 

36  058 

PreeportDiv.  I.  C 

Gal.  Div.  C.  &N.  W 

■"2 

i 

.... 

911 

38,018 

Wis.  Div.  C.  &  N.  W 

6,634 

11,869 

C.  &E   I 

8  306 

a.M&st.p:....... ....... 

2 
11 

2 

..\ 

115 

1 
31 

3 
74 

441 

3,706 
31 

356 
16 

348 

'•1 

IS 

99 
2 

45 
2 
28 

647 

■"5 
"4 

358 

5.167 

88 
779 

52 
534 

37,307 

Wis.  Cent    

5 

234 

15,447 

A.,  T..  &  S.  F 

1 

21,408 

28,939 

1 

8 

~s 

~ 

2 

Total  cars 

10,483 

5,812 

u~. 

320  572 
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Exhibit  C. 


Inspection  on  Anival—By  Canal  and  Lake — Bushels. 


WiNTEB  Wheat. 

i 

:  td 
:  "^ 

•  ? 

Spring  Wheat. 

gs 

Months. 

Hard 

Red  Winter. 

2 

3 

4 

White. 

3 

2 

3 

4 

Not 
graded 

3 

:  85 

:  w 

November,  1891... 

Def^ember  1891    . 

60,608 
21,648 

60.608 

14,957 

14,957 
9,653 
4, 462 
9,400 

March,  1892 

9,653 

April.  1892 

4,4C.2 
9,4(J0 

77, 174 
25,323 

77, 174 

May,  1892 

11,388 

36,711 

June,  1892 

July, 1892 

10,982 

'k'jii 

7.949 
10.6ti7 

2,500 
18,600 

5,500 

24,431 
19.380 
4,000 
21,100 

10,634 
10,644 

2i;i73 

6,194 

4,516 
4,559 

21,344 

August,  1892 

36  376 

September,  1892.. 

1,600 

2,500 

Total  bushels. 

25,939 

22,557 

49,369 

4.000 

5,500 

107,383 

206,031 

32,561 

6,194 

9.075 

253,861 

Exhibit  6— Continued. 


Inspection  on  Arrival— By  Canal  and  Lake — Bushels. 


COEN. 

Months. 

Yellow. 

White. 

2 

3 

4 

Not 
graded 

Total 
Bushels. 

2 

3 

2 

3 

November  1891  

3,000 

4,800 

800 

8  600 

January,  1892 

March,  1892.., 

13,700 
10,000 
6.100 
10,800 
3,400 
4.000 
184,300 

3,000 

51,200 
70,200 
11,500 
32,200 

3,500 

71.400 

April, 1892 

80,200 

May, 1892 

4,800 

■■'i'eoo 

7,600 
3,300 
6,500 

375 

8,400 

31.175 

June, 1892 

17,400 

89,500 

36,900 

300 

■■■4 "266 
6,800 

66,400 

July, 1892 

94,500 

August.  1892 

September  1892 

1,500 

1,200 

48,600 

24,600 

128,600 
194  700 

October,  1892 

28(!,100 

8,000 

300,600 

Total  bushels 

23,800 

241,300 

1,875 

1,200 

350,900 

197,700 

148.400 

11.000 

976,175 
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Exhibit  (7— Concluded. 

Inspection  on  Arrival— By  Canal  and  Lake— Bushels. 


Oats. 

Rye. 

Months. 

White. 

' 

3 

Total 
bush- 
els. 

2 

3 

graded 

Total 
bush- 
els. 

Geand 

Total 

Bushels. 

2 

3 

75,500 

30,000 



105,500 

10,800 
12,023 

10,800 
12,023 

124,900 

December   1891 

72,631 

36,605 

March.  1892 

18.700 
32, 100 
95,900 
85,300 
18,100 
108,443 
15,500 
11,50' 

3,000 
15,100 
30,125 
11,500 
27,300 
24,700 
22,500 

"s'ooo 

14,000 

'3,m 

■5,"  500 

21,700 
70,852 
149,025 
102,800 
55,900 
149,443 
42,000 
17,000 

■3,' 920 

2.200 

175 

8,514 

22,096 

22.096 
3,920 
2.200 
175 
8,514 
4.000 
1,000 

124,849 

April,  1892 

May  1892 

15,652 
9,000 
6,000 
10.500 
13,000 
4,000 

236,608 

228,511 

June, 1892 

Julv  1892 

169.375 

204,689 

August,  1892 

September,  1892  ... 

4,000 

■"i'ooo 

337,799 
241,700 

338,700 

Total  bushels.. 

58,152 

461,043 

164,225 

30,800 

714,220 

37,632 

26,096 

1,000 

64,728 

2,116,367 

Exhibit  D— 1. 


Inspection  horn  Store— Regular  Elevators. 


WiNTEB 

Wheat. 

Spring 
Wheat. 

COKN. 

Oats. 

Rye. 

Bakley. 

Totals. 

Months. 

Bushels. 

Bushels. 

Bushels. 

Bushels. 

Bushels. 

Bushels. 

Bushels. 

November,  1891.. 
December,  1891.. 
January,  1892  .... 
February,  1892... 

March,  1892 

April,  1892 

May.  1892 

June.  1892 

Julv.  1892 

1,872,471 

686.524 

216, 428 

519,447 

597,351 

626,289 

512,835 

715,055 

1,771.706 

4,612.632 

4.378,858 

2,919,304 

1.087,559 

544,570 

655,097 

444,238 

737,462 

2,554,837 

2,362,759 

2.213,156 

2.833.117 

1.122.533 

490.202 

484, 060 

2.976.420 
1.425,406 
1,399,679 
493,357 
1,270,277 
3, 046, 422 
4,118,677 
5,622,594 
4,628,395 
5,203,611 
7,767,831 
6,497,052 

1,687,817 

1.077,722 

533,078 

286.728 

289, 105 

1,302,021 

1,416,492 

2,086,711 

2.065,948 

1,850,315 

1,408,781 

1,040,215 

542,172 
380,486 
132,439 
129,962 
212,759 
182.677 
262,403 
112.408 
77,512 
49,363 
106,383 
49,655 

893,286 

193,074 

21,609 

15,129 

73,389 

83,207 

21,556 

1,305 

907 

990 

35,174 

502, 3t7 

9,059.725 
4.307,782 
2,958,330 
1,888,861 
3,180,343 
7,796,053 
8,694.722 
10,751,229 
11,377,585 

Auffust,1892 

September,  1892  . 
October,  1892 

12.839,444 
14,187,229 
11,493,253 

Totals 

19,428,900 

15.529,590 

44,450,321 

15,045,533 

2,238,219 

1,841,993 

98,534.556 
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Exhibit  D— 2. 


Inspection,  on  Board  Lake  Vessels,   of  Grain  Loaded  from  Un- 
licensed Elevators. 


Months. 

Winter 
Wheat. 

Spring 
Wheat. 

Corn. 

Oats. 

Rye. 

Barley. 

Totals. 

Bushels. 

Bushels. 

Bushels. 

Bushels. 

Bushels. 

Bushels. 

Bushels. 

November,  1891.. 

98,915 
5€,266 
7,528 
9,646 

29,965 
4,54(' 
30.946 

428,313 

7,649 

564  842 

December,  1891.. 

54,806 
38  474 

February,  1892.  ,. 

9,646 
62,000 
646  947 

March   1892 

62,000 
406,275 
14,442 
67,490 
65, 113 
104,475 
41,127 
412,809 

April,  1892, 

May,  1892 

10,454 

75,9S3 
86,161 
219,152 
308,884 
360,301 
229,443 
419,620 

i54,235 
758,362 
580,714 
930,064 
358,144 
380,863 
208,171 

858  965 

.une,  1892 

867, 356 

-  uly,  1892 

August,  1892 

177,216 

942,624 

1,253,673 

1,00(1,136 

September,  1892. 

55,000 
32,500 

1,649,057 

■October,  1892.... 

2  326  773 

Totals 

2,550,322 

1,239,182 

1,699,544 

3,798,866 

87,500J          7,649 

9,383,063 

Exhibit  E. 
Financial  Statement. 


Months. 

Inspection 
Fees  Earned. 

Commissions 
paid  Rail- 
roads   and 
Elevators. 

Total  Cash 
Received. 

Disburse- 
ments 
for  Expenses. 

Balances. 

November,  1891... 
December,  1891... 

January,  1892 

February,  1892.... 

March.  1892 

April,  1892 

May,  1892 

«13,470  34 
8,575  66 
5,474  15 
5,442  24 
6.730  90 
8,088  64 
9,356  23 
12,937  62 
12,374  51 
16,285  66 
18,590  29 
17,301  76 

$609  24 
594  11 
385  49 
227  20 
224  87 
275  16 
34 1  52 
400  07 
583  01 
541  43 
702  65 
840  51 

512,851  38 
12,583  54 
8.435  86 
5,009  00 
4,908  59 
6, 148  96 
7,882  76 
9, 453  00 
12.430  59 
12,064  37 
15,143  92 
17,103  97 

110,557  83 
10,178  15 
10,450  11 
10,328  57 
9,978  41 
10,011  25 
10,376  17 
10, 054  71 
10,050  93 
10,140  09 
10,363  67 
10,838  43 

857,915  40 
60,320  79 
58,308  54 
52,988  97 
47,913  15 
44,051  86 
41,558  45 

June,  1892  

40  956  80 

July,  1892 

43,336  46 

August,  1892 

September,  1892.. 
October.  1892 

45.260  74 
50, 040  99 
56,306  53 

Totals    

8134,628  30 

»5,725  26 

$124,013  00 

8123,328  32 

F.  Bird  Price,  Chief  Inspector, 

IN  ACCOUNT   WITH  ILLINOIS  STATE   GRAIN  INSPECTION   DEPARTMENT. 


November  1,  1892. 
October  31,  1892.. 
October  31.  1892.. 
October  31,  1892.. 
October  31.  1892.. 


To  balance  on  hand,  as  per  last  report 

To  cash  received  during  the  year,  as  shown  above. 

By  expenses  Inspection  Department 

By  expenses  Registration  Department 

By  expenses  Committee  of  Appeals 

By  balance  on  hand 


Totals. 


?55,621  85 
124,013  00 


8100.820  89 
17.701  48 
4,805  95 
56,306  53 


8179,634  85   8179.634  85 


170 


00 


(5 

•2 


3"  V  — r  t>^  «;"  — '  i-^  «' t-"  CO  3-*  I 

SMOlOti'MMMCO-rt^OC 


to  ?1  -*  1^  t 


•  mto«soooo500ovK<-ico 


)i^^-ooooQOO"^dr"Oio»cs^ 

■fficMOOOOOOiOli^lOt^OOOOt^ 
tffl(MX)Cir^t^rHOOCOtOOr^O 


OOcJiO  OSC-roo'cQ  iO  CJ  TO  -*  >n  "J 


isilf 


i--  o  t~  SQ  ^  t~  ■«■  i»  cc  r»  05 14 -- 

-<  «>  in  cf -'•'' to  00  o"  o" -*  :^"  00  !g 
ast^-rr-omtcio-ocxjotox) 


C/2 


s 

T 

> 


Si?5i 


(MOOOOOtN-*  _ 

-H020--  /^iM-o-'-oosio-: 

COCOifflOt^OtOtOr-  to  0  _ 

t>.*oo'o»'coto^o"t>-*o'-tro-ric''gf 


o— O0l—■«■oo-l>^;l0lctc■ooo 
10  r-H  i-J  to  t--"  c<r  in  in  r^  CO  c-r  t>."  ;rj 


!2?35 


>r.  —  inoci  —  C-.  —  oi'Nr'.s 


171 


CVT 


O  o  ^  oa 


^^ 


^ocCo  -------- 


^i^ssg 


<ooo 

II 

s 

if 

1 

i§ 

pSI; 

i 

e^ 

-. 

i 

jooio  — iracq: 


!o--<5c>s^o-:i-otn- 


!SSS 


:;^ 


??ig3^Sf 


)  to  so  «5  O  O  t^ 


:  N  i>  o  t~  -o  c 


201.303 
441,460 
r.01,665 
618,956 
019,271 
060,541 
156,010 
108,468 
127,995 
979.222 

o^^c.»=oa>^g=- 

iUppili 

172 


REPORT  OF  WAREHOUSE  REGISTRAR. 


Office  of  Warehouse  Eegistrar, 

Chicago,  III.,  November  1,  1892. 

Hon.  Isaac  N.  Phillips.  Ckairman  Bailroad  and  Warehouse  Commission,  Spring- 

fiekl,    III: 

Dear  Sir: — I  have  the  honor  to  submit  herewith  tables  showing  fully 
the  business  transacted  in  this  office  during  the  year  ended  October  31, 
1892.  These  tables  show  the  entire  business  of  this  office  so  fully  and 
clearly  that  I  deem  it  unnecessary  to  make  special  reference  to  any  one 
of  them. 

The  amount  of  grain  received  and  shipped  has  been  unusually  large — 
amounting  in  the  aggregate,  received  109,868,202  bushels,  and  99,817,131 
bushels  shipped. 

It  gives  me  pleasure  to  state  that  the  warehouse  men  and  dealers  in 
grain,  transacting  business  at  this  office,  have  all  shown  a  commendable 
disposition  to  comply  with  the  laws  of  the  State  governing  their  business; 
and  that  so  far  as  is  known  they  have  been  fairly  an  1  justly  dealt  with, 
I  have  no  violations  of  the  law  to  report,  and  shall  make  no  recommen- 
dation as  to  changes. 

The  chief  clerk  of  this  office,  A.  C.  Oldenburg,  has  discharged  his  duties 
faithfully  and  with  ability,  and  has  shown  remarkable  efficiency  in  his 
work. 

The  entire  clerical  force  has  ably  seconded  his  efforts  in  maintaining 
the  efficiency  of  this  office,  and  richly  deserve  any  commendation  that  is 
in  my  power  to  give. 

Kespectfully, 

John  M.  Turnbull, 

WareJiouse  Begistrar. 
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winter  Wheat  by  Canal. 

Warehouses. 

2  Hard. 

3  Hard. 

2  Bed. 

3  Bed. 

4  Red. 

No. 
Grade. 

Total. 

Armour  A.  B  and  D 

St  LiOui'* 

6,020 

4,020 

43,748 

24,325 

78,113 

9,362 

21.198 

5.331 

5.331 

3,339 

3,339 

86,589 
17,741 

20,479 
42,534 

79,567 
9,303 

126,145 
9,628 

6,084 
1.052 

318,864 

City.;;...: 

i,555 

81,813 

110,350 

67.033 

98,232 

182,860 

37,716 

12,467 

508,658 
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4,740.201 
400,022 
262,878 
305,1.34 

1.883.990 
401,426 
2.956 
469.170 
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627.165 

3.698.656 
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I'i  i 
Spring  Wheat  by  Canal. 


Warehouses. 

2 

3 

4 

CO 

CD 

SI 

o 

Total. 

160.538 

11,646 

9,974 
81.537 
69,935 

172,184 
38,277 
500,571 

Neely. .           

5.831 
6.566 
2.431 

22,472 

302,913 
320,456 

109,555 

City 

3,504 

1.675 

398  001 

Total 

783,907 

173,092 

14,828 

109,555 

3,50t 

1,675 

22,472 

1,109,033 
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180 
Corn  by  Canal. 


Warehouses, 

o 

CO 

2 

3 

4 

Total. 

Armour  A   B  and  D        .  . 

10,288 
7,718 

10,241 
29,076 

427,879 
49,447 
29,396 
1,697 
10,417 

58.593 
83,141 

15,977 
137.569 

7,718 

522  978- 

St.  Louis 

306,951 

Neely 

37  114 

10,790 

36.729 

23,049 

72.265 

Alton                   

10  417 

City 

16,258 

16,258 

Total 

28,796 

76,046 

518,836 

181,041 

161,264 

965,983 
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Exhibit  A— 4. 

Receipts  into  Store— Oats  by  Rail. 


Warehouses. 

2  White. 

3  White. 

2 

3 

Grade. 

2  White 
Clipped. 

Total 

Armour  A,  B,  C,  D  and  E. .. 

499.286 
517,273 
129,818 
137,858 
373,968 
26,565 
1,316 
199.731 

2,027,509 
1,039.129 
405,618 
345,941 
75,299 
1,616,956 
253,741 
155,965 
12,682 
16,417 

1,410,218 
2,191,166 
438,099 
897,026 
105.102 
183,227 
40,816 
196,338 

191.388 
269.746 
30,514 
47,594 
5,416 
178,771 
54,542 

1,809 

2.443 
2,208 

4.132,653 
4,019,522 

Santa  Fe             

1,003  949 

3,058 

1,431,477 

Alton  ..     .         

559,785 

Keck  Island  A 

31,755 

2,037,274 

350,416 

St  Louis  and  National 

552  034 

12,682 

Neely                

4,030 

4,567 

465 

2,058 

27,537 

Pacific  B 

156,729 
1.037 

39,125 

155,729 
188,349 

113.231 

761.084 

74,081 
66,531 

Galena,  Iowa,  City,  Union 

913,585 

1.780,325 

Total..          

2.081.706 

6.823.472 

6,379,607 

923,150 

2,274 

41,522 

16,251.731 

Oats  by  Canal. 


Warehouses. 

2  White. 

3  White. 

2 

3 

2  White 
Clipped. 

Total, 

18,473 
17,422 
3,423 

57,889 

171,987 
191,605 
13,812 
12,415 
16,162 

76,355 
63,300 
25,785 
103,902 
8.136 

266.815 

St  Louis                      

1.658 

7.169 

271,154 

43.020 

^Iton                     

5.416 
1)917 

179,122 

City 

25,214 

Total 

96,707 

404,981 

267.477 

8.991 

7.169 

785,325 

Shipments — Oats. 


Warehouses. 

2  White. 

3  White. 

2 

3 

No 
grade. 

2  White 
Clipped. 

Total. 

Armour,  A,  B,  C,  D  and  E. 

588.789 
580,445 
130,960 
163,230 
4.31.356 
46,632 
1.316 
111.184 

2.266.979 
1.051.481 
427,066 
347,613 
86,680 
1,673,904 
253, 423 
256,108 
12.682 

1, 072.53* 
4.698.467 
331.111 
723.139 
85.175 
91.967 
30.600 
190.749 

135.144 
223.001 
33.231 
38,529 
5.416 
184,450 
54,542 
1,658 

2,266 

2.443 
2.208 

4.067.157 
3,505.602 

922  .368 

3,058 

1 ,  273. 569 

Alton 

608,627 

81.765 

2.028.708 

339.881 

St  Louis  and  National 

558  699 

12.682 

Noely 

PaciflcB 

155.729 
1.880 

40.916 

■■■228.'i20 
672.343 

8.642 
1.550 

648,283 

164  371 

Danville.         

86, 193 
67.007 

317.743 

Galena,  Iowa,  City,  Union 

an  H  Sf    Paul 

1  428  549 

Total 

2.202.437 

7,274.399 

4.882.219 

827. 171 

2,266 

39.464 

15,227.956 
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Exhibit  A— 5, 

Receipts  into  Store— Rye  by  Rail. 


Warehouses. 

1 

2 

3 

Total. 

Armour.  A  B.  C  and  D 

677,749 
147,265 
56.796 
64,930 
216,620 
281,320 
46,707 
22,697 
11,666 
575 
281,728 

244,802 
12,114 

4.362 
35.599 

5,542 
11,811 

2,451 
20,609 
75.165 
3S.990 

922.551 
159,379 
61,158 
100  529 

Wabash  and  Indiana. .. .          ....       .... 

Alton 

222,162 
293,604 
47,336 
25,148 
32,275 
75.740 
319.994 

Roc k  Island  A 

473 

Rock  Island  B 

Neely 

Danville 

1,276 

Total 

1,749 

1,808,053 

450.074 

2,259.876 

Rye  by  Canal 


Warehouses. 

2 

3 

No 
grade. 

Total. 

24.272 
3,680 

1,228 

25,500 
3,680 

33,055 
9  769 

St.  Louis 

Alton 

33.055 
4.082 

City 

5,687 

Total 

37.137 

33,639 

1,228 

72,004 

Shipmen  ts—  Rye. 


Warehouses. 

1 

2 

3 

grade. 

Total. 

Armour  ABC  and  D  

648,283 
159,101 
60,530 
62.716 
248,903 
279.149 
18.176 
37,668 
4,301 
575 
287,337 

1,806,739 

267.819 
6,046 
8,190 
10,670 
5.542 
11.378 
629 
6.009 

3.976 

920.078 
165. 147 

68  720 

Wabash  and  Indiana  

73,386 
254,445 

Alton 

Rock  Island  A 

473 

291  000 

Eock  Island  B 

18  805 

St.  Louis 

48.677 

4.301 
75  740 

Danville    

75,165 
34,227 

425,675 

1.276 
1,749 

322,840 

Total  ....          

3,976 

2  238  139 
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Exhibit  A— 6. 
Receipts  into  Store— iJaWej  by  Rail. 


Warehouses . 

2 

3 

4 

5 

No 
grade. 

Total. 

40,128 

57.183 
108,925 

15,933 
5,289 
1  855 

62,222 

15,013 

635 

42.855 

2.828 

205.216 

123  938 

16,568 

876 

6,165 

St   Louis 

1  855 

Galena,  Iowa,  City,  Union  &  StPaul 
Pacific  B 

50,926 
6,892 

1,212.594 

200,963 

10,534 

1,315 

1,476,332 

6  892 

Total 

98  822   1.401.779 

278.873 

53.389 

4.143 

1,836  966 

Sh  ipm  en  ts— Barley . 


Armour  A  B  C   D  and  E 

14,249 

53.986 
117,893 
15,064 
1.172 
1.855 
1.211.623 

63,935 
15.013 

43.894 

2.828 

178.892 

132.906 

Rock  Island  A                           ... 

635 

15,699 

1,172 

St    Louis                                  

1,855 

Galena,  Iowa,  City,  Union  &  St.PauI 

98,789 
22,559 

202.351 

9.676 

1.315 

1,523,754 
22,559 

Total                    

135,597 

1.401,593 

281.299 

54.205 

4.143 

1,876,837 

Exhibit  A— 7. 

GRAND   TOTALS. 


Warehouses. 

Receipts 
by  canal. 

Receipts 
by  rail. 

Shipments. 

1,065.590 

30,839,833 
14,057,271 
8,938.525 
9,917.696 
3,987.855 
7,341,407 
3,700,719 
5,242,658 
246,731 
2.109,736 
1,418.384 
458,264 

18,168.060 

30.621,561 

Central  A  and  B       

12,003,888 

8,393,273 

118.621 
1.042.029 

7,884.847 

^H^on                                               

4,454,532 

7,135,288 

Rock  Island  B                           

3.300,351 

602.983 

4.658,375 

192,384 

Neely 

80,722 

1,953,144 

1,256,731 

Danville                      .                       

590,025 

Air  Line,  Galena,  Iowa.  Pulton,  City,  Union  & 
St  Paul                                     

531.115 

17.3/2,732 

Total  ...                 

3,441.063 

106.727.139 
109.868.202 

99.817,131 
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Exhibit  A— 9. 

Showing  the  J^umher  of  Cars  of  each  kind  of  Grain  Received  inta 
the  several  Public  Warehouses. 


Warehouses. 

Winter. 

Spring, 

Corn. 

Oats. 

Rye. 

Barley. 

Total. 

Armour  A.B.C.D.E  &  F. 
Central  \  and  B 

7,561 

3,523 

6,822 

6.574 

1,821 

2,175 

320 

3,375 

119 

531 

762 

26 

4,619 

7,722 
546 
484 
456 

2,444 
630 
5 
808 
255 
959 
975 
176 

5,798 

25,591 
11,597 
4,745 
7,140 
67 
5,080 
4.980 
3,348 

3,765 
3.772 

900 
1,360 

428 
1.828 

316 

501 

1,521 
263 
115 
156 
280 
503 
71 
42 

219 
17« 

46.379- 
19.877 

Rnntn  TTa 

13,066- 

Wabash  and  Indiana 

14,686 

""'i 

9 
3 

5,040 

Kock  Island  A  

10.21T 

5,701 

St.  Louis  and  National.. .. 

8,077 
374 

Neely         

1,155 

22 
110 
173 

1,653 

45 

9 

139 

547 

4 

2,712- 

Pacific  B                        .... 

1,860 

262 
10,774 

776 

Air  Line.Gal.  &  Iowa,  Ful- 
ton City,  Union  &  St.  P. 

1.929 

25,320 

37,228 

21.258 

74,739 

14,828 

3,691 

2.341 

154,085. 
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Exhibit  E. 

Storage  Capacity  of  Chicao-o  Elevatois  of  Class  A, 
this  Report. 


at  Date  of 


Names  of  Elevators. 

Grain  received  from— 

«r 

Armniir  A           

Chicago,  Milwaukee  &  St   Paul. . . .' 

1,260,000 

1,250,000 

"       g".    ".'"".'.'.'.'.'.'.'.'.'. 

Chicago   Burlington  &  Quincy 

1,500.000 

"       D  and  unnex 

Chicago   Burlington  &  Quincy.... 

2,500,000 

1,200.000 

750  000 

S 

Chicago   Burlington  &  Quincy 

1,000,000 

"       B          

Illinois  Central          

1  500  000 

Santa  Fe    

Atchison.  Topeka.  Santa  Fe  &  California 

Wabash   St   Louis  &  Pacific ..  . 

1,500,000 

Wabash 

1,500  000 

Wabash.  St.  Louis  &  Pacific 

1,500,000 

A.iton                               

Chicago    Alton  &  St.  Louis 

1,500,000 

Chicago,  Rock  Island  &  Pacific 

1,400,000 

1,000,000 

Air  Line 

Chicago,  Milwaukee  &  St.  Paul 

660,000 

Galena     

Chicago,  Milwaukee  &  St.  Paul 

670,000 

Chicago.  Milwaukee  &  St.  Paul 

1,450,000 

350,000 

City 

Chicago   Milwaukee  &  St  Paul  ... 

900,000 

700,000 

St  Paul 

Chicago   Milwaukee  &  St.  Paul 

860  000 

850,000 

St  Louis..  . 

Chicago    Alton  &  St.  Louis 

800.000 

1,000,000 

Neely      

Chicago   Milwaukee  &  St.  Paul 

600,000 

Danville 

Chicago.  Milwaukee  &  St.  Paul 

Chicago,  Milwaukee  &  St.  Paul 

500,000 

Illinois  River  

150,000 

Total 

28,840,(100 
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Exhibit  F. 

Showing  the  Amounts  of  the  Different  Kinds  of  Grain  and  the 
Total  Amount  in  Store  in  the  Pubhc  Warehouses  of  Chicago, 
at  the  close  of  Each  Week  during  the  Year  ending  October 
SI,  1892. 


Date. 


Wheat. 


Corn. 


Oats. 


Rye. 


Barley, 


November  7., 
November  14, 
November  21, 
November  28, 

Decembers.., 
December  12., 
December  19., 
December  26., 

1892. 

January  2 

January  9 

January  16 

January  23... 
January  30 . . . 

February  6..., 
February  13.., 
February  20.., 
February  27.., 

March  5 

March  12 

March  19 

March  26 

April  2 

April  9 

April  16 

April  23 

April  30 

May7 

May  14 

May  21 

May  28 

June  4  ....... 

June  11 , 

June  18 

June  25 

July  2 

July  9 

July  16 

July  23 

July  30 , 

August  6 

August  13 

August  20 

August  27 

September  3  , 
September  10 
September  17 
September  24 

October  1 

Octobers 

October  15... 
October  22... 
October  29... 


5.842, 
6,885,669 
6,515,' 
6,935,435 

7,548, 
8,009, 
8,439. 
8,701,123 


8,859,129 
9,067,601 
9,050,816 
9,160,595 
9,242,299 


9,3)8,725 
9,481,097 
9,367,960 

9,542.666 
9,682.776 
9,865.197 
9.968, 

9,822.815 
9.320,498 
8,728.111 
7,958,654 
7,947.339 

7,666. 
7,291,720 
6.803,618 
6,543,860 

6.442,169 
6,506.557 
6,001,631 
6,756.134 

4,951,791 
4, 686,  "'57 
4,562,671 
4,39:»,446 
3.941,6)3 

4.3S7,5oo 
5,119.99^ 
5.624,980 
6,202,694 

6.391,84? 
6,752.62^ 
0.750.72'. 
7,229,451 

7,494.628 
8.303.936 
8.935,824 
J. 970, 21? 
9,64>t,87( 


850,506 
690.344 
608, 656 
867,609 

445.683 

621.818 

1.156.122 

1.668, 


2.027. 

1.843.607 

1.518.097 

1.407,889 

1.323.370 

1.103.026 
1,073.339 
1,334,949 
1,566.653 

1.619,529 
1.547,698 
1.748.261 
2.169,489 

2,597.679 
2,526,636 
1,980,752 
1,803,392 
1,815.642 

1.623,224 
1,093,140 
1,054,680 
1,154,481 

1,614,733 
1.427,311 

2,386.668 
3.726,691 

3,739,950 
4.108,667 
4,118.503 
3,911,156 
4,012,125 

3,809.350 
3,730.252 
4,097,817 
4,303,427 

4.626,105 
6,243.603 
4,818.234 
4,498,729 

!.  663, 222 
4.  "•27. 437 
6.J.)9,845 
6..S76.794 
fi.ra  1,340 


998.175 
966.800 
786,617 
808,322 

664,861 
672.690 
783,965 
849,250 


886,006 
815,701 
722.437 
746,054 
791.313 

813,739 
779,920 
811,819 
901,781 

882,374 
883,215 
398,764 
890,709 

880,760 
741,448 
412,794 
583.501 
757,229 

936,247 
839,229 
847.2-30 
924.756 

1,154,316 
1,053,336 
1,061,887 
1,235,244 

1.061.766 
1,468,713 
1.733,548 
1,556,362 
1,734,130 

2.052,202 
1,339,662 
1.437,213 
1,625,576 

1.854,096 
2.162,485 
2,347,62!! 
2,470,931 

2,422,67f 
2.505,969 
2.596,911 
2,593.62? 
2. 193, 43C 


482.346 
560,789 
390,798 
472,314 

432.717 
635,276 
540.070 
670. 


628,549 
670,400 
677, 143 
679, 406 
560.137 

543.901 
555.753 
541.399 

558.318 

542,144 
516,622 
525,275 
509,910 

456,131 
433.016 
400.468 
401.326 
365.558 

315.742 

323,866 
241,624 
201,999 

176,630 
176,703 
173,931 
166,030 

97.531 
1111,107 
108,748 
100,858 


108,829 
150, 143 
119,467 
152,977 


212,210 
216,886 
256,817 


371.405 
412,910 
431.348 


290,759 
312,450 
374,112 


131,976 
113,666 
101,831 

102.587 


105,351 
105,403 
101,644 
93,349 


82,613 
84,719 

142, 

84.692 
75.995 
71,668 

70,203 
66,628 
71,791 
39.896 
17.801 

17,356 
16,951 
16,951 
36,658 

16,951 
17,539 
18,266 
17.668 

18,910 
21,857 
22.712 

24!  075 

23,631 
24,034 
24.620 
43.788 

45, 007 
59,001 
42, 099 
10U,933 

175,871 
167, 133 
224,614 
208,343 
176, 473 
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RULES 

GOVERNING    THE   INSPECTION  OF    GRAIN  IN  THE  CITY^ 
OF  CHICAGO,  STATE  OF  ILLINOIS. 

In  Force  from  and  after  November  14,  1892, 


Rule  1.— Winter  Wheat. 

No.  1  White  Winter  Wiieat— shall  he  pure  White  Winter  Wheat,  or 
Red  and  White  mixed;  sound,  plump  and  well  cleaned. 

ISTo.  2  White  Winter  Wheat— shall  be  White  Winter  Wheat,  or  Red 
and  White  mixed;  sound  and  reasonably  clean. 

No.  3  White  Winter  Wheat— shall  include  White  Winter  Wheat,  or 
Red  and  White  mixed:  not  clean  and  plump  enough  for  No.  2,  but 
weighing  not  less  than  tifty-four  pounds  to  the  measured   bushel. 

No.  4  White  Winter  Wheat— shall  include  White  Winter  Wheat,  damp, 
musty,  or  from  any  cause  so  badly  damaged  as  to  render  it  unfit  for  No.  3. 

No.  1  Long  Red  Winter  Wheat— shall  be  pure  Red  Winter  Wheat  of 
the  long-berried  varities:  sound,  plump  and  well  cleaned. 

No.  2  Long  Red  Winter  Wheat— shall  be  of  the  same  varieties  as  No. 
1,  sound  and  reasonably  clean. 

Hard  Winter  Wheat— The  grades  of  Nos.  1,  2  and  3  Hard  Winter  Wheat 
shall  correspond  in  all  respects  with  the  grades  of  Nos.  1,  2,  and  3  Red 
Winter  Wheat,  except  that  they  shall  be  of  the  Turkish  variety. 

In  case  of  mixture  of  Turlcish  Red  Winter  Wheat  with  Red  Winter 
Wheat,  it  shall  be  graded  according  to  the  quality  thereof  and  classed 
as  Hard  Winter  Wheat. 

No.  1  Red  Winter  Wheat— shall  be  pure  Red  Winter  Wheat  of  both 
light  and  dark  colors,  of  the  shorter-berried  varieties:  sound,  plump 
and  well  cleaned. 

No.  2  Red  Winter  Wheat— shall  be  Red  Winter  Wheat  of  both  light 
and  dark  colors:  sound  and  reasonably  clean. 

No.  3  Red  Winter  Wheat— shall  include  Red  Winter  Wheat  not  clean 
and  plump  enough  for  No.  2,  but  weighing  not  less  than  tlfty-four  p()uiids 
to  the  measured  bushel. 

No.  4  Red  Winter  Wlieat— shall  include  lied  AVinter  Wlieat.  ,(huup, 
musty  or  from  any  cause  so  bad  ley  (hinuiged  as  to  render  it  unlit  for  No.  3. 

In  case  of  the  mixture  of  Red  and  Wiiite  Winter  AVheat,  it  shall  be 
graded  according  to  the  quality  thc^reot,  and  classed  as  While  Winter 
Wheat. 

No.     1  Colorado  Wheat— shall  1)0  sound,  phimp  and  well  cleaned. 

No.  2  Colorado  Wheat--shall  be  so'und,  reasonabl)  clean,  and  of  good 
milling  (niality. 
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No.  ."{  Colorado  Wheat— shall  include  Colorado  Wheat,  not  clean  and 
plump  enough  for  No.  2,  but  weighing  not  less  than  fifty-four  pounds  to 
the  measured  bushel. 

Rule  2— Spking  Wheat. 

No.  1  'Northern  Spring  Wheat — must  be  northern  grown  Spring  Wheat, 
sound  and  well  cleaned,  and  must  contain  not  less  than  50  per  cent  of 
the  hard  varieties  of  Spring  Wheat. 

No.    1  Spring  Wheat — shall  be  sound,  plump  and  well  cleaned. 

No.  2  Spring  Wheat — shall  be  sound,  reasonably  clean,  and  of  good 
milling  quality. 

No.  3  Spring  Wheat— shall  include  all  inferior,  shrunken  or  dirty 
Spring  Wheat,  weighing  not  less  than  tlfty-three  pounds  to  the  measured 
bushel. 

No.  4  Spring  Wheat— shall  include  Spring  Wheat  damp,  musty,  grown, 
badly  bleached,  or  for  any  cause  which  renders  it  unfit  for  No.  3. 

White  Spring  Wheat — The  grades  of  Nos.  1,  2  and  3  White  Spring  Wheat 
shall  correspond  with  the  grades  of  Nos.  1,  2  and  3  Spring  Wheat,  except 
that  they  shall  be  of  the  White  variety,  or  shall  contain  5  per  cent,  or 
more,  ot  such  White  Wheat. 

Black  Sea  and  Flinty  Pflfe  Wheat — shall  in  no  case  be  inspected  higher 
than  No.  2,  and  Rice  Wheat  no  higher  than  No.   4. 

Frosted  Wheat — shall  in  no  case  be  graded  higher  than  No,  4.  except 
that  the  grade  of  No.  3  mav  contain  as  much  of  said  Frosted  Wheat  as 
it  is  customary  to  allow  of  Wheat  damaged  in  any  other  way. 

Rule  2i.— Mixed  Wheat. 

The  grades  of  Nos.  2  and  3  Mixed  Wheat  shall  be  equal  in  quality  to 
the  grades  of  Nos.  2  and  3  Red  Winter  Wheat,  except  that  they  shall  in- 
clude mixtures  of  Spring  and  Winter  Wheat. 

Rule  3.— Cof^]sr. 

No.    1  Yellow  Corn— shall  be  yellow,  sound,  dry,  plump  and  well  cleaned. 

No.  2  Yellow  Corn— shall  be  three- fourths  yellow,  dry,  reasonably  clean, 
but  not  plump  enough  for  No.   1. 

No.  3  Yellow  Corn— shall  be  three-fourths  yellow,  reasonably  dry  and 
reasonably  clean,  but  not  sufficiently  sound  for  No.  2. 

No.  1  White  Corn — shall  be  sound,  dry,  plump  and  well  cleaned. 

No.  2  White  Corn— shall  be  seven-eighths  white,  dry,  reasonably  clean, 
but  not  plump  enough  for  No.  1. 

No.  3  White  Corn— shall  be  seven-eighths  white,  reasonably  dry  and 
reasonably  clean,  but  not  sufficiently  sound  for  No.  2. 

No.  1  Corn- shall  be  Mixed  Corn,  of  choice  quality,  sound,  dry  and  well 
cleaned. 

No.  2  Corn— shall  be  Mixed  Corn,  dry,  reas(tnably  clean,  but  not  good 
enough  for  No.  1. 

No.  3  Corn — shall  be  Mixed  Corn,  reasonably  dry  and  reasonably  clean, 
but  not  sufficiently  sound  for  No.  2. 

No.  4  Corn— Corn  that  is  badly  damaged,  damp  or  very  dirty  shall  be 
graded  no  higher  than  No.  4. 

Com  that  is  wet  or  in  heating  conditicm  shall  not  be  gratled. 
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Rule  4.— Oats. 

No.  1  White  Oats^shall  be  white,  sound,  clean  and  reasonablj^  free  from 
other  grain. 

No.  2  White  Oats— shall  be  seven-eighths  white,  sweet,  reasonably  clean 
and  reasonably  free  from  other  grain. 

No.  3  White  Oats— shall  be  seven-eigaths  white,  but  not  sutficiently 
sound  and  clean  for  No.  2. 

No.  1  White  Clipped  Oats— shall  be  white,  sound,  clean,  reasonably  free 
from  other  grain,  and  shall  weigh  not  less  than  thirty-six  pounds  to  the 
measured  bushel. 

No.  2  White  Clipped  Oats— shall  be  seven-eiuliths  white,  sweet,  reason- 
ably clean,  reasonably  free  from  other  grain,  and  shall  weigh  not  less 
than  thirty-four  pounds  to  the  measured  bushel. 

No.  1  Oats— shall  be  Mixed  Oats,  sound,  clean  and  reasonably  free  from 
other  grain. 

No.  2  Oats— shall  be  sweet,  reasonably  clean  and  reasonably  free  from 
other  grain. 

No.  3  Oats— shall  be  all  Oats  that  are  damp,  unsound,  dirty,  or  from 
any  other  cause  unfit  for  No.  2. 

Rule  .5.— Rye. 

No.  1  Rye— shall  be  sound,  plump  and  well  cleaned. 

No.  2  Rye— shall  be  sound,  reasonably  clean  and  reasonably  free  from 
other  grain. 

No.  3  Rye— All  Rye  damp,  musty,  dirty,  or  from  any  cause  unlit  for  No. 
2,  shall  be  graded  as  No.  3. 

Rule  6.— Barley. 

No.  1  Barley— shall  be  sound,  plump,  bright,'  clean,  and  free  from  other 
grain. 

No.  2  Barley— shall  be  of  healthy  color,  not  sound  nough  and  plump 
enough  for  No.  1,  reasonably  clean  and  reasonably  free  from  other   grain. 

No.  3  Barley— shall  include  slightly  shrunken  and  otherwise  slightly 
damaged  Barley,  not  good  enough  for  No.  2. 

No.  4  Barley— shall  include  all  Barley  fit  for  malting  purposes,  not  good 
enough  for  No.  3. 

No.  5  Barley— shall  include  all  Barley  which  is  badly  damaged,  or  from 
any  cause  unfit  for  malting  purposes,  except  that  Barley  which  has  been 
chemically  treated  shall  not  be  graded  at  all. 

Scotch  Barley— The  grades  of  Nos.  1,  2  and  3  Scotch  Barley  shall  cor- 
respond in  all  respects  with  the  grades  of  Nos.  1,  2  and  3  Barley,  except 
that  they  shall  be  of  the  Scotch  variety. 

Bay  Brewing  Barley— The  grades  of  Nos.  1,  2  and  3  Bay  Krowint>  Barley 
shall  conform  in  all  respects  to  the  grades  of  Nos.  1,  2  and  3  Barley,  ex- 
cept that  they  shall  be  of  the  Bay  Brewing  variety  grown  in  the  Terri- 
tories and  on  the  Pacittc  Coast. 

Chevalier  Barley— The  grades  of  Nos.  1,  2  and  3  Chevalier  Barley  shall 
conform  in  all  respects  to  the  grades  of  Nos.  1,  2  and  3  Barley,  except 
that  they  shall  be  of  the  Chevalier  variety  grown  in  the  territories  and  on 
the  Pacific  Coast. 
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The  word  "new"  shall  be  inserted  in  each  certiflcate  of  inspection  of  a 
newly  harvested  crop  of  Oats  until  the  fifteenth  day  of  August:  of  Rye, 
until  the  first  day  of  September:  of  Wheat,  until  the  first  day  of  Novem- 
ber, and  of  Barley  until  the  first  day  of  May  of  each  year. 

This  change  shall  be  construed  as  establishing  new  grades  for  the 
times  specified,  to  conform  to  the  existing  grades  of  grain  in  all  particu- 
lars, excepting  the  distinctions  hereby  established  between  the  new  and 
the  old  crop:  and  shall  apply  to  grain  inspected  from  store  for  two  months 
after  the  times  respectively  above  specified. 

Rule  8. 

All  grain  that  is  warm,  or  that  is  in  a  heating  condition,  or  is  other- 
wise unfit  for  warehousing,  shall  not  be  graded. 

Rule  9. 

All  inspectors  shall  make  their  reasons  for  grading  grain,  when  necessary, 
fully  known  by  notations  on  their  books.  The  weight  alone  shall  not 
determine  the  grade. 

Rule  10. 

Each  inspector  is  required  to  ascertain  the  weight  per  measured  bushel 
of  each  lot  of  wheat  inspected  by  him,  and  note  the  same  on  his  book. 


Rule  I.— Hours  of  Sekvice. 

Assistant  Inspectors  and  Helpers  will  be  at  their  posts  and  ready  for 
business  on  the  railroad  tracks  or  at  the  elevators  to  which  they  may  be 
assigned,  at  T  o'clock  A.  M.  each  morning  from  the  IGth  day  of  March  to 
the  15th  day  of  November,  and  at  8  o'clock  A.  M.  during  the  remainder 
of  the  year.  They  will  remain  at  their  posts  until  0  o'clock  P.  M.  from 
the  15th  day  of  April  until  the  1st  day  of  October,  and  until  5  o'clock  P. 
M.  during  the  remainder  of  the  year. 

Rule  II.— Earlier  Hours. 

When  the  receipts  are  large,  and  the  interests  of  the  trade  require  an 
earlie  inspection,  all  Assistant  Inspectors  and  Helpers  assigned  to  duly 
on  the  liack  will  begin  work  at  as  early  an  hour  as  practicable. 

Rule  III.— Evening  Work. 

Inspectors  stationed  at  elevators  will,  when  necessary  to  complete  the 
cargo  or  shipment  upon  which  they  may  be  engaged,  remain  on  duty  as 
late  in  the  evening  as  they  can  see  to  inspect  grain  safely. 

Rule  IV.— Wet  Weather  and  Darkness. 

No  Inspector  stationed  at  an  elevator  is  authorized  to  inspect  out  of 
store  af'.ei  dark  or  in  wet  weather,  except  on  receipt,  personally  or  through 
the  office  of  the  Chief  Inspector,    of  an  order    written    upon   the   printed 
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Manlcs,  furaisbecl  by  tbe  Department,  filled  and  signed  by  the  owner  of 
the  grain  or  his  authorized  agent,  relieving  such  Inspector  of  all  responsi- 
bility for  damage  which  may  be  caused  by  such  wet  weather  or  loss  by 
such  errors  as  are  liable  to  occur  by  reason  of  darkness;  but  in  every  case 
the  Inspector  must  be  personally  present  when  the  grain  is  actually  de- 
livered on  board,  making  hi?,  report  of  the  inspection  after  such  actual 
delivery. 

The  Chief  Inspector  of  Grain  is  hereby  authorized  to  collect  on  and  after 
November  1,  1889^,  on  all  grain  inspected  under  his  direction,  as  follows: 

For  In-Inspection,  25  cents  per  car  load;  10  cents  per  wagon  or  cart  load: 
40  cents  per  1,.000  bushels  from  canal  boats;  i  of  1  cent  per  bushel  from 


For  Out-Inspection,  50  cents  per  1,000  bushels  to  vessels;  35  cents  per 
car  load  to  cars:  35  cents  per  car  load  to  teams;  or  10  cents  per  wagon  load 
to  teams. 

P.  Bird  Price,  Chief  Inspector. 
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RULES 


PRESCRIBED  BY  THE  BOARD  OF  RAILROAD  AND  WAREHOUSE 
COMMISSIONERS    FOR  THE   ADMINISTRATION    OF    THE 
DEPARTMENTS    OF    GRAIN    INSPECTION     AND 
WAREHOUSE    REGISTRATION    IN    THE 
CITY  OF  CHICAGO,  AND  IN  FORCE 
FROM  AND  AFTER  NOVEM- 
BER 1,   1889. 


Rtjle  I.— Office  Hours. 

The  offices  of  the  Chief  Inspector  of  Grain  and  the  Warehouse  Regis- 
trar for  the  City  of  Chicago  shall  be  opened  for  business  at  8  o'clock 
A.  M.  from  the  15th  day  of  April  to  the  15th  day  of  November,  and  at 
9  o'clock  A.  M.  during  the  remainder  of  the  year;  and  shall  be  kept  open 
for  business  until  6  P.  M.  from  the  15th  day  of  April  to  the  ist  day  of 
October,  and  until  5  P.  M.  during  the  remainder  of  the  year. 

Rule  II.— Books  and  Records. 

The  said  Chief  Inspector  shall  keep  a  set  of  books,  in  which  shall  be 
entered  an  accurate  account  of  all  grain  inspected,  showing  the  quantity 
and  quality  of  each  variety,  the  amount  of  inspection  fees  chargeable 
thereon,  by  whom  payable,  and  the  amount  collected ;  which  books  shall 
be  open  at  all  times  to  the  inspeebion  of  the  Comtnissioaers.  He  shall 
also  keep  books  of  record  of  the  inspection,  accurately  describing  the 
separate  lots  of  grain  inspected,  and  shall,  on  application,  furnish  the 
Warehouse  Registrar  with  such  information  as  may  be  necessary  to  ena- 
ble that  officer  to  keep  a  record  of  all  grain  inspected  into  and  out  of  all 
■warehouses  of  class  "A.'' 

Rule  III. — Duties  of  thf  Chief  Inspector. 

The  said  Chief  Inspector  shall  have  a  general  supervision  of  all  assist- 
ant inspectors  and  employes  of  his  department,  and  enforce  all  laws,  rules 
and  regulations  pertaining  thereto,  and  shall  report  promptly,  if,  in  his 
opinion,  the  services  of  any  employe  can  be  properly  dispensed  with. 

In  case  of  emergencies  the  said  Chief  Inspector  shall  have  power  to 
employ  temporarily,  in  accordance  with  law,  such  additional  help  as  the 
exigencies  of  the  service  may,  in  his  opinion,  demand;  certifying  that 
such  additional  help  was  necessary,  and  reporting  the  same  monthly  to 
the  Commissioners. 

And  it  shall  be  the  duty  of  said  Chief  Inspector,  when,  in  his  judgment 
the  interest  of  the  service  demands  immediate  action,  to  relieve  from 
duty  any  of  the  employes  in  his  department  for  any  gross  violation  of 
duty,  and  at  o;ice  report  the  same  to  the  Commissioners,  with  such  facts 
in  the  case  as  may  be  at  his  command  upon  which  such  action  shall  have 
ibeen  taken. 
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EuLE  IV.— Monthly  Reports  axd  pay  Rolls. 

The  saifl  Chief  Inspector  shall,  previous  to  the  first  Tuesday  after  the 
first  Saturday  in  each  month,  transmit  to  the  office  of  the  Commission  a 
statement  (in  duplicate)  of  (1)  the  amount  of  cash  receipts  from  any  and 
all  sources  during  the  previous  month,  (2)  the  amount  of  uncollected  bills 
due  the  department,  and  a  list  of  the  names  of  persons  or  firms  from 
whom  due,  with  the  respective  amounts  due  from  each,  (3)  the  expenses 
of  the  department  for  the  previous  month,  the  statement  to  be  accom- 
panied by  the  bills  of  said  expenses  and  tlie  pay-rolls  giving  the  names 
and  duties  of  all  employes  of  the  department,  (including  those  employed 
in  the  office  of  Warehouse  Registrar  and  the  Committee  of  Appeals)  and 
the  amount  due  to  each.  Said  bills  and  pay-rolls  being  certified  as  correct 
by  the  Chief  Inspector  and  Warehouse  Registrar,  as  the  case  may  be. 

Upon  the  approval  of  said  bills  and  pay-rolls  by  the  Commission,  and  the 
return  of  the  same  to  the  Chief  Inspector,  the  said  Chief  Inspector  shall 
forthwith  proceed  to  pay  the  said  bills  and  pay-rolls  from  the  funds  of  the 
department,  and  file  the  same,  duly  receipted,  in  his  office  as  vouchers  for 
such  payment. 


Rule  V. — Collection  and  Disbursement  of  Funds. 

The  Chief  Inspector  is  hereby  authorized  and  directed  to  collect  such 
charges  for  inspection  of  grain  as  may  be  established  from  time  to  time 
by  the  Railroad  and  Warehouse  Commission,  and  all  other  moneys  that 
may  become  due  on  account  of  inspection  service  in  the  city  of  Chi- 
cago, and  deposit  the  same  to  his  own  credit  as  Chief  Inspector,  to  be 
drawn  by  him  as  Chief  Inspector  for  the  payment  of  salaries  and  other  ex- 
penses of  the  department,  upon  pay-rolls  and  bills  of  expense  approved  by 
the  Commission,  as  provided  in  Rule  IV  above. 

He  shall  also  daily  report  to  the  Commissioners  the  amount  of  collec- 
tions made  by  him  as  Chief  Inspector. 

He  is  also  authorized  to  make  such  arrangements  for  the  collection  of 
said  inspection  fees  as  he  may  deem  proper,  reporting  the  same  to  the 
Commissioners  for  their  approval,  and  enforcing  all  such  provisions  in  the 
premises  as  the  Commissioners  may  enact. 


Rule  VI.— Fees  for  Inspection. 

The  said  Chief  Inspector  is  hereby  authorized  to  colled,  until  further 
notice,  on  all  grain  inspected  under  his  direction,  as  follows: 

For  Inspection  on  Arrival,  30  cents  per  car  load;  10  cents  per  wagon  load; 
40  cents  per  1,000  bushels  from  canal  boats  or  vessels,  and  i  of  1  cent  per 
bushel  from  bags. 

For  Inspection  from  Store,  50  cents  per  1,000  bushels  to  vessels:  35  cents 
per  car  load  to  cars:  35  cents  per  car  load  to  teams,  or  10  cents  per  wagon 
load  to  teams. 


Rule  \"1I.— Custody  ov  the  Funds,   Hooks  and  ruoi'^UTV. 

The  said  Chief  Inspector  shall  delivci-  to  Ins  successor  in  utiice  all  moneys, 
books,  papers  and  other  property  remaining  in  his  hands  ov  subject  to  his 
control,  at  the  expiration  of  iiis'  term  of  office  or  uifcn  his  removal  from 
or  discontinuance  in  ottjcc  as  such  Chief  Inspector,  oWurn  tlie  same  over  to 
the  I'.oard  of  Jvailroad  and  Warehouse  Commissioners  at  any  time  when 
demanded  bv  said  Coiumissioners. 


Rule  YIII.— Basis  of  Inspectiox. 

The  grading  and  inspection  of  grain  shall  be  strictly  in  accordance  with 
the  provisions  of  the  L'Uh  section  of  the  act  to  regulate  public  warehouses 
and  the  warehousing  and  inspection  of  grain,  and  to  give  effect  to  Article 
XIII  of  the  Constitution  of  the  State  of  Illinois,  approved  April  25,  1871, 
in  force  July  1,  1871. 

Rule  IX.— "Plugged,''  "Loaded"  ok  "Scoured"  Grain. 

The  said  Chief  Inspector,  and  all  persons  inspecting  grain  under  his 
direction,  shall  in  no  case  make  the  grade  of  the  grain  above  that  of  the 
poorest  quality  found  in  any  lot  of  grain  inspected,  when  it  has  evidently 
been  "plugged"  or  otherwise  improperly  "loaded"  for  the  purpose  of  decep- 
tion. Wheat  which  has  been  subjected  to  "scouring"  or  to  some  process 
equivalent  thereto,  shall  not  be  graded  higher  than  No.  3. 

Rule  X.— Attempts  at  Fraud  or  Interference. 

All  persons  employed  in  the  inspection  of  grain  shall  promptly  report 
to  the  Chief  Inspector  in  writing  all  attempts  to  defraud  the  system  of- 
grain  inspection  established  by  law;  and  all  instances  where  wareliousemen 
shall  deliver,  or  attempt  to  deliver  grain  of  a  lower  grade  than  that  called 
for  by  the  warehouse  receipt. 

They  shall  also,  in  the  same  manner,  report  all  attempts  of  receivers  or 
shippers  of  grain,  or  any  other  person  interested  therein,  to  instruct,  or 
in  any  improper  way  to  influence  the  action  or  opinion  of  any  inspector  in 
the  discharge  of  his  duty;  and  the  Chief  Inspector  shall  report  all  such 
cases  to  the  Commission. 

Rule  XI.— Terms  and  Service  of  Employes. 

All  persons  appointed  by  the  Commission  to  fill  the  various  positions 
under  the  law,  will  hold  their  several  positions  for  such  time  only  as,  in 
the  judgment  of  the  Commission,  the  interests  of  the  service  in  which 
they  may  be  employed  shall  demand. 

And  the  compensation  of  all  persons  so  appointed  shall  cease  at  the  time 
their  services  are  dispensed  with. 

Rule  XII.— Perquisites  Prohibited. 

The  employes  of  the  Inspection  Department  are  hereby  prohibited  from 
asking  or  receiving  compensation  from  any  railroad  company,  warehouse- 
man, vessel  owner  or  agent,  or  any  other  person,  for  any  service  rendered 
in  the  line  of  their  duty  as  such  "employes.  Any  employe  guilty  of  this 
offense  shall  be  discharged  from  the  service. 

Rule  XIII.— Sunday  and  other  Extra  Service. 

If  any  railroad  company  with  a  terminus  at  Chicago,  any  warehouse- 
man, shipper,  vessel  owner  or  agent  or  any  other  proper  person,  shall  de- 
sire the  service  of  any  employe  of  the  Grain  Inspection  Department  for 
the  purpose  of  inspecting  grain  or  doing  other  work  in  the  line  of  his  duty 
as  such  employe  on  Sunday,  or  on  a  legal  holiday,  or  at  night,  said  com- 
pany, warehouseman,  or  person  shall  apply  to  the  Chief  Inspector  of  Grain 
for  the  service  of  such  employe;  and  the' Chief  Ins])ector  shall,  if  in  his 
opinion  great  necessity  exists  for  the  service  being  rendered  on  Sunday  or 
a  legal  holiday  or  at  night,  require  such  employe  to  perform  the  duty. 

rronded,  That  no  employ^  shall  be  required  to  do  any  service  in  the  line 
of  his  duty  on  Sunday  if  he  has  conscientious  scruples  against  Sunday 
labor;  and, 
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Provided,  further,  That  no  grain  sliall  be  inspected  out  of  any  elevator 
after  clarli  unless  the  person  requesting  such  inspection  shall  furnish  to 
the  Chief  Inspector,  or  to  the  inspector  having  charge  of  the  elevator 
w^here  such  service  is  to  be  performed,  a  night  order,  written  upon  the 
blanks  furnished  by  the  department  for  that  purpose,  and  signed  by  the 
owners  of  the  grain,  relieving  the  inspector  from  all  responsibility  for 
damage  which  may  be  caused  by  such  mistakes  as  are  liable  to  occur  by 
reason  of  the  darkness:  and  in  every  case  the  inspector  must  be  person- 
ally present  during  the  delivery  of  such  grain  on  board. 

EULE   XIV.— COMPENSATIOK    FOR  EXTllA   SERVICE. 

Extra  compensation  at  the  rate  of  the  regular  wages  of  the  employe 
shall  be  paid  by  the  Grain  Inspection  Department  to  any  employe  who 
shall  be  required  to  do  any  work  on  Sunday,  or  a  legal  holiday,  as  pro- 
vided in  Eule  XIII;  and  any  employe  who  shall  be  required  to  work  at 
night,  as  provided  in  said  rule,  shall  receive  upon  each  night  order  which 
shall  be  completed  before  midnight,  the  sum  of  three  dollars,  and  upon 
all  night  orders  requiring  his  presence  after  that  time,  five  dollars.  The 
cost  of  such  service  to  the  department  shall  be  charged  and  collected 
from  the  company,  warehouseman,  vessel  owner,  agent,  or  other  person  at 
whose  request  it  was  rendered. 

Rule  XV.— Duties  of  the  Warehouse  Registrar. 

It  sliall  be  the  duty  of  the  Warehouse  Registrar  to  keep  a  registration 
book  for  each  elevator  of  class  "A"  doing  business  in  Chicago,  in  which 
shall  be  entered  a  correct  description  of  each  warehouse  receipt  that  may 
be  registered. 

When  such  receipts  are  presented  for  registration,  the  said  Registrar 
shall  carefully  compare  the  same  with  the  returns  which  shall  have  been 
made  to  him  by  the  inspectors  stationed  at  the  respective  elevators,  and 
if  he  shall  thereby  be  satisfied  of  the  correctness  of  the  same,  he  shall 
stamp  them  with  a  proper  stamp  for  that  purpose,  containing,  in  legible 
letters,  the  date  of  such  presentation  and  the  name  of  the  Registrar,  with 
the  title  of  his  office,  "Warehouse  Re:^istrar,  Chicago;"  but  if  he  shall  tind 
that  any  differences  exist,  he  shall  institute  a  thorough  examination  into 
the  reasons  therefor,  and  shall  have  such  error  corrected  before  affixing 
his  stamp. 

And  if  it  shall  appear  that  any  fraud  in  the  issuance  of  such  receipts 
shall  have  been  attempted  by  the  warehousemen,  the  said  Registrar  shall 
at  once  report  the  same  to  the  Commission. 

Rule  XA'I.— Registration  Records. 

The  said  Registrar  shall  carefully  ])r>'S(MV(>  all  rep'jrts  of  receipts  and 
shipments  made  to  his  office  ijy  the  cIcvati.iN  of  class  "A,"  in  pursuance 
of  law,  or  such  regulations  as  may  hr  cscihllshcd,  and  shall  keep  an  accu- 
rate account  of  the  grain  so  rep  )rted,  in  proper  books,  with  each  ware- 
house Arm  of  class  "A,''  and  'when  such  reported  shipments  shall  agree 
with  the  receipts  cancelled  for  each  shipment  he  shall  mark  '•cancelled."' 
with  the  date  thereof,  on  his  registration  book,  ojiposite  the  recorded  des- 
cription of  such  receipt. 

JlULE    W'lr.— TilE    RK(iIS'rRAR'S   ASSISTANTS. 

The  said  R'^gislrar  shall  have  general  supervi-^ion  over  his  assistants  and 
such  etnployt's  as  the  Commission  may  app  »int.  and  shall  direct  all  such 
employes  in  the  dis-hargeof  their  duties.     In  case  of  emergencies  he  shall 
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bave  power  to  employ,  temporarily,  such  additional  assistants  as  the  exi- 
gencies of  the  service  may  demand,  reporting  the  same  monthly  to  the 
Commission,  and  certifying  tlia)  sii  ii  additional  assistance  was  necessary. 
He  shall  also  report  to  the  Cumniission  m  .iitlily.  if,  in  his  opinion,  the 
services  of  the  persons  so  emiilnyed  can  lie   uiopTly  dispensed  with. 

Rule  XVIII. — Warehouse  Licenses. 

The  said  Registrar  shall  procure  from  the  clerk  of  the  Circuit  Court  of 
Cook  county,  and  keep  in  his  office,  a  complete  list  of  all  warehouse 
licenses  granted  by  said  Circuit  Court  of  Cook  county. 
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RULES 


FOR   THE   GOVERKMENT    OF    THE   COMMITTEE   OF   APPEALS, 

ESTABLISHED  BY  THE  BOARD  OF  RAILROAD  AND 

WAREHOUSE  COMMISSIONERS,  AND  IN 

FORCE  FROM  AND  AFTER 

NOVEMBER  1,  1889. 


Rule  L— How  Appeals  must  be  Taken. 

Any  person,  owner,  consignee,  warehouseman  or  shipper  desiring  to  take 
an  appeal  from  the  decision  of  any  grain  inspector,  as  provided  by  law, 
shall  make  his  said  appeal  in  writing  in  a  "Record  of  Appeals,"  provided 
for  that  purpose  in  the  office  of  the  Warehouse  Registrar,  clearly  setting 
forth  the  kind,  grade  and  locality  of  the  grain  in  question,  within  twenty- 
four  hours  after  the  report  of  said  inspector  shall  have  been  made:  and  in 
case  such  appeal  shall  not  be  taken  within  twenty-four  hours,  as  aforesaid, 
or  in  case  the  grain  in  dispute  shall  have  passed  into  a  warehouse  or  away 
from  the  warehouse  after  inspection  from  store,  or  shall  in  any  other 
manner  have  lost  its  identity,  then  the  right  of  appeal  shall  be  deemed 
waived  and  shall  no  longer  exist. 

Rule  II. — Notices  to  the  Committee. 

It  shall  be  the  duty  of  the  Warehouse  Registrar,  immediately  upon  re- 
ceiving an  appeal,  as  aforesaid,  to  ascertain  from  the  Chief  Inspector 
whether  the  car,  canal  boat  or  vessel  in  question  has  been  entered  in  his 
office  for  re-inspection:  and  if  it  has  not,  to  issue  a  notice  to  each  mem- 
ber of  the  Committee  of  Appeals,  apprising  them  of  the  fact  of  such  ap- 
peal, and  stating  the  kind  and  location  of  the  grain,  and  the  grade  given 
to  it  by  the  local  inspector;  but,  if  such  car,  canal  boat  or  vessel  shall 
have  been  entered  in  the  office  of  the  Chief  Inspector  for  re-inspection, 
then  notices  to  the  committee,  as  above  provided  shall  not  be  issued  until 
report  of  such  re-inspection  shall  have  been  made. 

Rule  III.— Duties  of  the  Committee. 

It  shall  le  the  duty  of  the  Board  of  Appeals,  upon  the  receipt  of  notice 
as  aforesaid,  to  proceed  at  once  to  carefully  examine  the  grain  in  question, 
and  render  their  decision  as  to  the  quality  and  grade  thereof,  in  accord- 
ance with  the  legal  standard  established  by  the  Railroad  and  Warehouse 
Commission  under  the  laws  of  the  State,  in  writing,  upon  the  "Record 
of  Appeals''  i)r()vided  for  the  purpose  in  the  office  of  llio  Wareliousc 
Registrar:  said  decision  to  be  final;  and  the  Chief  Inspector  shall,  when  so 
requested,  issue  a  certillcatc  of  the  grade  of  the  grain  in  question  in  ac- 
cordance with  the  decision  of  the  Committee  of  Appeals. 

It  shall  also  be  the  dutv  of  said  Committee  of  Appeals  to  furnish  to 
the  Chief  Inspector  a  fair  sample  of  each  lot  of  grain,  the  grade  of  which 
has  been  changed  by  them. 
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Rule  IV.— Deposit  Charged  for  ax  Appeal. 

In  every  case  of  appeal  from  the  decision  of  tlie  Inspection  Department, 
if  the  appeal  be  on  a  car  load,  the  appellant  shall,  at  the  time  of  taking 
his  appeal,  deposit  with  the  Warehouse  Registrar  the  sum  of  Ave  dollars; 
and  if  on  a  boat  load,  the  sum  of  nine  dollars:  which  sum  shall,  upon  de- 
mand, be  returned  to  the  appellant  if  the  appeal  be  sustained;  but,  if  the 
appeal  be  not  sustained,  said  sum  shall  be  turned  over  within  two  days 
to  the  Chief  Inspector,  to  be  by  him  deposited  with  the  funds  of  the  de- 
partment. 

Rule  V.— Records  of  the  Committee. 

The  Warehouse  Registrar  shall  keep  In  his  office  a  correct  record  of  all 
the  official  acts  of-  said  Committee  of  Appeals,  and  shall,  immediately  after 
each  decision  of  said  committee  changing  the  grade  of  any  lot  of  grain, 
report  such  change  to  the  Chief  Inspector. 
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RULES 


rOK  THE  GOVERNMENT  OF  THE  ASSISTANT  INSPECTORS  AND 

HELPERS,  ESTABLISHED  BY  THE  CHIEF  INSPECTOR  AND 

APPROVED    BY    THE    BOARD   OF  RAILROAD.  AND 

WAREHOUSE  COMMISSIONERS,  AND  IN   FORCE 

FROM  AND  AFTER  NOVEMBER  1,  1889. 


Rule  1.— Hours  of  Service. 

Assistant  Inspectors  and  helpers  will  be  at  their  posts  and  readj*  for 
business  on  the  railroad  tracks  or  at  the  elevators  to  which  they  may  be 
assigned  at  7  o'clock  A.  M.  each  morning  from  the  15th  day  of  March  to 
the  15th  day  of  November,  and  at  8  o'clock  A.  M.  during  the  remainder 
of  the  year.  They  will  remain  at  their  posts  until  6  o'clock  P.  M.  from 
the  15th  day  of  April  until  the  1st  day  of  October  and  until  5  o'clock 
P.  M.  daring  the  remainder  of  the  year. 

Rule  II.— Earlier  Hours. 

When  the  receipts  are  large  and  the  interests  of  the  trade  require  an 
early  inspection,  all  Assistant  Inspectors  and  Helpers  assigned  to  duty  on 
the  track  will  begin  work  at  as  early  an  hour  as  practicable. 

Rule  III.— evening  work. 

Inspectors  stationed  at  elevators  will,  when  necessary  to  complete  the 
cargo  or  shipment  upon  which  they  may  be  engaged,  remain  on  duty  as 
late  in  the  evening  as  they  can  see  to  inspect  grain  safely. 

Rule  IV.— Wet  Weather  and  Darkness. 

No  Inspector  stationed  at  an  elevator  is  authorized  to  inspect  out  of 
store  after  dark  or  in  wet  weather,  except  on  receipt,  personally,  or 
through  the  office  of  the  Chief  Inspector,  of  an  order  written  upon  the 
printed  blanks  furnished  by  the  department,  filled  and  signed  by  the 
owner  of  the  grain,  or  his  authorized  agent,  relieving  such  Inspector  of 
all  responsibility  for  damage  which  may  be  caused  by  such  wet  weather, 
or  loss  by  such  errors  as  are  liable  to  occur  by  reason  of  darkness;  but  in 
every  case  the  Inspector  must  be  personally  present  when  the  grain  is 
actually  delivered  on  board,  making  liis  report  of  tlie  inspection  after  such 
actual  delivery. 

lU'LE  v.— Vessels  and  cars  to  he  clkan. 

A-ssistant  Insijoctors  stationed  at  elevators  will  see  that  the  vessel  or 
-car  into  which  lliey  may  inspecl  grain  is  clean  and  in  projKir  condition  iu 
(receive  the  same. 
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RuiiE  VI.— Returns  and  Kkcords  of  Assistants. 

All  entries  in  registration,  shipping  and  track  books  of  grade,  weight,, 
quality,  character  and  general  remarks  relating  to  the  grain,  must  be 
plainly  written  and  correctly  footed;  abbreviations  to  be  avoided  as  much 
as  possible,  that  no  mistakes  may  be  made  in  copying  the  same. 

Entries  on  track  and  registration  books  must  be  continuous,  in  order 
that  there  be  but  one  footing  of  columns  to  each  daily  report  sent  to  this 
office.  All  inspection  tickets  placed  upon  cars  by  Inspectors  on  track  must 
be  plainly  written  wfth  the  aniline  pencil  furnished  for  that  purpose. 

Each  Assistant  Inspector  in  charge  of  track  inspection  must  sign  his 
name  and  official  rank  to  each  daily  return  of  inspection,  and  each  In- 
spector stationed  at  an  elevator  will  sign  his  name  and  rank  to  each  stub 
and  duplicate  on  each  page  of  his  shipping  book,  and  at  the  end  of  his 
daily  report  on  registration  book. 

Rule  VII.— Duties  of  the  Messengek. 

It  shall  be  the  duty  of  the  Messenger  to  collect  from  the  different  in- 
spection stations  the  books  containing  the  daily  reports  of  inspection,  and 
from  the  elevators  the  registration  and  shipping  books  and  samples  of 
shipments,  so  timing  his  trips  that  the  collections  from  the  elevators 
shall  be  returned  to  this  office  by  8  o'clock  A.  M.,  and  the  books  from  the 
inspection  stations  by  11  o'clock  A.  M.  each  day.  He  shall  also  collect 
from  the  elevators  or  tracks  such  samples  of  grain  as  may  be  required  for 
the  use  of  this  office. 

RuxE  VIII.— Hours  of  Making  Reports. 

Inspectors  at  elevators  will  have  their  shipping  and  registration  books 
written  up  at  night,  that  the  Messenger  may  collect  them  on  his  first  or 
early  morning  trip,  arriving  at  this  office  at  8  o'clock  A.  M.  Said  Inspect- 
ors will  make  up  their  report  of  receipts  into  store  at  12  o'clock  noon  on 
the  last  day  of  each  month,  and  immediately  forward  the  same  to  the 
Registration  office. 

Rule  IX. 

Any  use  whatever  of  malt,  vinous  or  spirituous  liquors  by  the  employes 
of  the  department  is  strictly  prohibited.  The  penalty  for  uny  violation  of 
this  rule  shall  be  suspension,  and  the  penalty  for  intoxication  shall  be  dis- 
charge from  the  service. 

.John  R.  Wheeler, 
Isaac  N.  Phillips. 
W.  L,  Crim, 

Commissioners. 
James  H.  Paddock,   Secretary.. 
Springfield,  111.,  Nov.  1^  1889.. 
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No.  1. 
REPORT  OF  CHARLES  HANSEL,  CONSULTING  ENGL\EER. 

PRfiPAKED  UNDER  DIRECTION   OF  THE  COMMISSION. 


Railway  Safety  Appliances 

IN 

The  Kingdom  of  Great  Britain. 

To    THE    HO^^^ORABLE     RAILKOAD    AND     WAREHOUSE    COMMISSION.     SprirQ- 

field,  Illiho's: 

Gentlemen:— I  herewith  respectfully  submit  my  report  bearing  on 
safety  appliances,  in  railway  operation  in  the  United  Kingdom,  in  accord- 
ance with  your  instructions,  given  under  date  of  January  14,  1892.  viz: 

"Whereas,  The  General  Assembly  of  the  State  of  Illinois  has,  bylaw, 
imposed  upon  the  Eailroad  and  Warehouse  Commission  of  said  State  the 
duty  of  passing  upon  the  efficiency  of  safety  appliances  at  railroad  cross- 
ings, and 

"Whereas,  The  tendency  of  recent  legislation  in  this  State  has  been 
in  the  direction  of  increased  precautions  for  safety  and  higher  speed  in 
travel,  and  points  to  the  enlargement  of  the  functions  of  this  Commission 
in  these  directions,  and 

"Whereas,  It  is  highly  desirable  and  for  the  public  good  that,  in  the 
practical  construction  and  application  of  the  recent  statute  of  Illinois 
upon  the  subject  of  the  protection  of  crossings  by  interlocking  and  safety 
appliances,  the  Commission  be  guided  by  the  latest  and  most  approved 
methods,  as  demonstrated  by  actual  experience ;  and 

"Whereas,  The  Commissic  n  is  informed  and  believes  that  the  subject 
of  safety  appliances,  and  particularly  the  protection  of  crossings  and 
junctions  of  railroad  tracks  by  interlocking  and  signals,  has  been  more 
fully  and  thoroughly  considered  and  more  highly  developed  and  under 
the  test  of  a  longer  experience  in  the  Kingdom  of  Great  Britain  than 
elsewhere. 

'^Therefore,  le  it  crdend  and  rei-olved  by  the  said  Saihood  and  Wareloiise 
Commis.sion  o/  the  State  of  j  Uinois,  That  Mr.  Charles  Hansel,  the  Consulting 
Engineer  of  this  Commission,  be  and  he  is  hereby  authorized  to  visit  the 
Kingdom  of  Great  Britain,  and  there  study  the  subject  of  railway  safety 
appliances  in  general,  and  particularly  the  subject  of  interlocking,  signals 
and  other  devices  for  the  protection  of  railway  crossings  and  junctions: 
that,  for  that  purpose,  said  Hansel  have  sixty  days  leave  of  absence;  and 
he  is  hereby  instructed  to  trpbody  the  results  of  his  study  and  investiga- 
tion in  a  report,  to  he  presented,  on  his  return,  to  this  Commission  for 
its  information  and  guidance.  *  *  *  *" 
—14  R.  R. 
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Before  a  comparison  of  values  can  be  made  between  existing  conditions 
it  is  necessar}'  that  knowledge  be  had  of  the  conditions  surrounding  the 
birth  and  growth  of  the  things  compared,  and  of  the  office  which  each 
must  fill.  To  compare  the  present  physical  condition  of  the  railway's  of 
Great  Britain  with  the  railways  of  the  United  States  without  considering 
the  condition  of  each  country  and  the  relation  of  its  commerce  to  the 
railway  would,  I  think,  be  of  little  value. 

Great  Britain  with  an  area  of  89,222  square  miles ;  58,320  of  which  are 
in  England  and  Wales;  had,  at  the  time  the  first  railway  was  opened  in 
1825,  (The  Stockton  and  Darlington)  a  population  of  16,400,000,  of  which 
number  13,900,000  occupied  England  and  Wales. 

The  cotton,  woolen  and  silk  mills  of  Lancaster,  Middlesex.  Surrey,  Kent, 
Gloucester,  Hereford,  Yorkshire,  Derbyshire  and  Cheshire  were  busy  with 
a  great  industry  in  1825. 

Two  hundred  silk  mills  were  in  operation,  and  the  looms  of  Manchester 
alone  consumed  264  million  pounds  of  imported  cotton.  The  ship  building 
on  the  Clyde,  the  steel  and  iron  mills  of  Leeds  and  Sheffield  were  then 
great  industries. 

The  2,300  miles  of  canals  of  England,  with  her  highways,  furnished 
means  of  transport.  At  the  close  of  the  year  1830  not  more  than  95  miles 
of  railway  were  built  at  a  cost  of  S4,204,625.  1840  witnessed  this  increased 
to  1,4.35  miles  at  an  expenditure  of  over  two  hundred  and  seven  millions 
of  dollars,  and  now  it  numbers  16,.300  miles,  of  which  10,261  miles  is 
double,  triple  or  quadruple,  and  the  total  investment  is  over  four  billion, 
six  hundred  thousand  dollars,  or  43  per  cent,  of  the  total  value  of  the 
170,601  miles  of  the  United  States,  while  the  population  has  increased 
about  100  per  cent. 

The  construction  of  railways  in  Great  Britain  was  undertaken  originally 
by  a  vast  number  of  small  companies,  each  obtaining  separate  acts  of 
Parliament  deemed  requisite  for  their  existance.  These  small  companies 
were  usually  formed  of  persons  interested  in  manufactories,  who  saw  in 
this  new  method  of  transportation  possibilities  of  greatly  increasing  their 
business.    That  they  judged  wisely  has  been  demonstrated. 

In  the  half  century  in  which  Great  Britain  has  built  railways  its  ma- 
terial progress  has  been  vastly  greater  than  that  cf  the  whole  five  previous 
centuries. 

In  Great  Britain  traffic  was  waiting  for  transportation.  Contrast  this 
situation  with  that  of  the  United  States  at  the  same  period. 

In  1830,  24  states,  the  District  of  Columbia  and  the  three  territories  of 
Michigan,  Arkansas  and  Florida  gave  a  total  population  of  12,86(i,000  per- 
sons, of  which  number  2,000,000  were  slaves.  The  vast  territory  of  2,494,191 
square  miles  was  populated  by  but  10,866,000  free  persons.  Illinois  counted 
})Ut  157,445  persons. 
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The  vast  territory  west  of  the  Mississippi  was  unexplored,  and  the  rail- 
way developement  in  the  United  States  has  had  to  adapt  itself  to  a  new 
and  rapidly  developing  country.  With  money  hearing  from  9  to  10  per 
cent,  the  importance  in  saving  in  materials  and  labor  has  been  very  much 
greater  in  the  United  States  than  in  Great  Britain. 

Great  Britain's  Industries  have,  from  the  beginning,  furnished  more 
traffic  than  the  transportation  facilities  afforded.  Her  railways  were 
sprung  from  tlie  needs  of  commerce  overflowing  existing  channels.  Com- 
pare this  condition  with  the  development  of  the  United  States  in  1830, 
when  the  South  Carolina  R.  R.  was  opened.  Instead  of  finding  swarming 
factories  and  the  fruits  of  an  ample  harvest  ready  to  fill  its  capacity,  the 
railway  had  first  to  push  its  way  through  unpeopled  lands  and  furnish  the 
first  means  of  transportation  to  infant  industries.  It  may  be  truly  said 
that  in  the  United  States  the  railways  developed  the  people,  while  in 
Great  Britain  the  people  developed  the  railways.  For  tliis  reason  Great 
Britain  was  able  to  build  well  from  the  very  beginning. 

Observing  the  contrasted  conditions  surrounding  the  birth  and  develop- 
ment of  railways  in  the  two  countries,  it  is  hardly  possible  to  draw  com- 
parisons of  value :  and  I  will  not  attempt  to  contrast  methods,  but  rather 
to  represent  railways  as  I  observed  them. 

PERMANENT    W^AY. 

Owing  to  the  fierce  opposition  of  the  English  country  gentlemen  to  in- 
novation in  methods  of  conveyance,  and  the  superstitious  prejudice  of  the 
commoners,  the  first  surveys  for  railways  in  Great  Britain  were  attended 
by  personal  danger  to  the  field  party,  and  it  was  difficult  to  secure  the 
best  location  between  two  points.  This  feeling  of  local  opposition  was 
also  one  important  factor  in  the  heavy  cost  of  construction,  as  every  foot 
of  right  of  way  was  purchased  at  a  conciliatory  figure  of  condemned  by 
process  of  law,  which  resulted  in  exhorbitant  values.  Sir  Astley  Cooper, 
who  was  made  a  Sir  for  cutting  a  tven  out  of  George  the  Fourth's  necli-, 
charged  Stephenson  with  contemplating  the  destruction  of  the  noblesx, 
because  it  was  necessary  to  cut  thiough  his  estate,  to  confer  upon  him 
the  benefits  of  the  railway. 

These  examples  of  extravagant  opposition  are  cited  in  order  to  account 
for  the  great  cost  of  construction,  and  because  the  location  was  influenced 
by  the  landowners.  This  is  most  emphatically  demonstrated  in  the  c^se 
of  the  location  of  the  Liverpool  and  Manchester  Railway,  the  first  prac- 
tical steam  railway  opened.  The  opposition  of  Lords  Derby  and  Sefton 
caused  the  most  expensive  works  on  the  line.  The.se  gentlemen,  by  their 
influence  in  Parliament,  succeeded  in  keeping  Stephenson  off  their  estates, 
which  made  it  necessary  to  build  a  mile  and  one-half  of  tunnel  under 
Liverpool,  from  Wapping  to  Edgehill.  The  Olive  mount  cutting  and  the 
Whiston    and    Sutton  iiills  incline  were  also  the  result  of  this  oi)r)Osition- 


212 

In  the  items  of  cost  ia  tbe  construction  of  this  line  is  found  $785,705 
charged  to  Parliamentary  law  and  surveying,  being  about  21  per  cent,  of 
the  total  cost,  or  about  $24,500  per  mile :  this  line  being  the  first  practical 
railway  the  expenses  of  Parliament  Law  and  surveying  were  unusually 
hea\T,  yet  the  average  cost  of  parliamentary  expenses  will  probably  be 
not  less  than  $15,000  per  mile,  a  sum  quite  sufficient  to  build  many  of  our 
prairie  roads.* 

Stephenson's  policy,  in  the  location  of  railways,  was  to  incur  a  large 
expenditure  in  construction  in  order  to  avoid  heavy  gradient  and  curvature. 

The  ruling  gradient  of  the  Liverpool  and  Manchester  Pvailway  was  1  in. 
900  where  locomotive  is  used.  The  incline  at  Eainhill  summit  was  worked 
by  cable  and  stationary  engines.  The  London  and  Birmingham  is  1  in 
330.  The  Great  Western,  one  of  the  earliest  and  now  among  the  greatest,. 
was  located  with  a  gradient  of  but  1  in  1320  for  the  greater  part  of 
the  way. 

As  the  powers  of  the  locomotives  became  understood,  construction  was 
cheapened  by  increasing  the  gradient.  Many  lines  were  constructed  with 
grades  of  1  in  70,  1  in  75  and  1  in  80.  The  Great  ISTorthern,  from  London 
to  York,  has  a  ruling  gradient  of  1  in  200.  It  was  long  held  that  the 
only  correct  principle  upon  which  to  locate  a  grade  line  was  to  secure  as 
near  an  approximation  as  possible  to  a  level  surface. 

The  London  and  South  Western  has  long,  steep  gradients,  the  summit 
at  Litchfield  being  400  feet  above  London  and  Southampton.  For  a  dis- 
tance of  17  miles  from  London  there  is  a  uniform  grade  of  1  in  250.  Many 
of  the  railways  of  Great  Britain  were  constructed  on  the  theory  of  undu- 
lating grades.  The  Desborough  bank,  on  the  Midland,  is  approached  by  a. 
grade  of  1  in  50  for  a  distance  of  4  miles  on  each  side.  This  location,, 
however,  was  caused  by  a  lack  of  funds,  although  $4,500,000  was  expended 
on  (JO  miles. 

The  country  traversed  by  the  Lancashire  and  Yorkshire  is  probably  the 
most  thickly  populated  of  any  like  area  in  England.  The  road  is  made- 
up  of  many  l>ranches,  with  forty  terminal  stations,  numbering  among 
them  such  imix>rtant  iwrts  as  Liverpool,  Fleetwood,  Southport,  Goole  and 
Hull,  and  many  junction  points  in  the  counties  of  York  and  Lancashire, 
with  the  largest  manufacturing  city  in  the  kingdom,  Manchester,  as  the 
fountain  head.  The  gradients  are  unusually  heavy  and  irregular.  From 
Ileapey  to  B-rinscall,  4  miles,  1  in  65.  From  Middleton  junction  to 
Werneth,  three-fourths  mile,  1  in  27,  or  19(5  feet  per  mile.  From  Wardle- 
worth  to  Facit,  4i  miles,  1  in  60.  Springwood  junction  to  Stocksmoor,  5i 
miles,  1  in  100.  P.axcndon  to  Accrington,  2  miles,  1  in  40.  and  from  V:n\- 
iham  Junction  to  Padiham  Station,  U  miles,  1  in  40. 

♦Brighton  Railway, «22, 030;  Manchester  and  Birmingham,  825.950^  Blackwall.  «72.070. 
A  reproach  on  a  system  of  legislation  which  permits  impudimonts  to  be  thrown  in  the 
way  of  works  of  great  pubUc  use. 
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When  Parliament  first  adopted  requirements  specifying  tlie  maximum 
curvature  allowable  on  railways,  the  minimum  limit  of  radius  was  fixed 
at  one  mile  or  a  1°  5'  curve.  It  was  soon  demonstrated  that  curves  of 
one-half  mile  did  not  increase  the  traclt  resistance  in  the  slightest  degree. 

The  curvature,  however,  is  very  light.  On  the  Manchester  and  Leeds 
railway  I  found  two  curves  of  660  feet  radius  or  8=  40'. 

On  the  Lancashire  and  Yorkshire  curves  of  the  same  radius  have  been 
increased  to  2,000  feet  radius,  as  it  was  deemed  inconvenient  to  operate 
■curves  of  so  short  a  radius  as  660  feet.  Fifty  per  cent,  of  the  L.  and  N. 
W.  is  straight  line. 

I  found  no  curvature  on  any  line  in  Great  Britain  of  as  short  radius  as 
is  found  on  many  of  our  trunk  lines,  and  which  are  operated  with  entire 
•safety. 

It  has  been  the  general  practice  in  England  to  construct  bridges  over 
highways,  cattle  passes  and  farm  subways  by  using  cast  iron  arches*  on 
stone  abutments,  although  in  many  cases  solid  masonry  is  constructed, 
and  in  no  case  did  I  And  wood  used  for  bridges  carrying  railway.  The 
use  of  cast  iron  has  not,  however,  proven  satisfactory,  and  its  use  now  is 
generally  condemned  as  a  material  for  railway  structures,  and  its  use  has 
been  generally  superceded  by  plate  girders  of  similar  design  to  those  in 
common  use  in  the  United  States. 

I  found  many  noble  specimens  of  arch  masonry. 

Among  the  most  notable  viaducts  of  masonry  in  England  is  the  Congle- 
ton,  on  the  Manchester  and  Birmingham  railway.  Built  entirely  of  stone, 
3,078  feet  long  and  106  feet  in  height,  constructed  at  a  cost  of  $565,000. 

The  high  level  bridge  at  New  Castle-on-Tyne,  used  by  the  N.  E,  Ry., 
the  Royal  Border  bridge,  Rimcorn,  Britannia  and  others  are  fine  types  of 
the  viaduct.  The  pin-connected  through-bridge  common'  in  the  United 
States  I  did  not  meet  with  and  do  not  know  of  any  in  service.  There  is 
nothing  unusual  in  the  construction  of  the  bridges  I  examined,  with  the 
exception  of  some  cast  iron  bridges.  The  factor  of  safety  is  unusually 
high.  I  am  inclined  to  pass  over  this  subject,  feeling  that  the  American 
builder  has  outstriped  his  cousin  in  the  construction  of  substantial  light 
bridges.  The  Forth  bridge  stands  as  a  monument  of  success  and  is  ma- 
jestic. I  was  given  opportunity  to  examine  this  final  triumph  of  Sirs  John 
Fowler  and  Benjamin  Baker.  This  bridge  was  constructed  for  the  use  of 
the  North  British  railway.  It  is  8  miles  distiint  from  Edinburgh,  and 
crosses  the  Firth  of  Forth  at  Queensbury.  At  this  point  the  Firth  is 
■  divided  into  two  channels  by  the  Island  of  Inchgarvie.  The  water  between 

*The  secretary  of  the  Board  of  Trade  says,  in  his  last  annual  report: 
"Tlie  jiccicicnt  whieh  occurred  on  the  ls;t  of  May.  owing  to  the  failure  of  a  cast  iron 
cirder  of  the  Portland  K<ia'l  bridg*!,  on  the  Brighton  railway,  led  the  Board  of  Trade  to 
issue  a  circular  to  the  railway  companies,  calling  attention  to  the  subject  of  iron  railway 
bridges.  ♦  *  ♦  Owing  to  voluminous  nature  of  the  information  required  *  * 
*       thor<^  has  been  an  unavoidable  delay  in  the  returns.       *       *       *" 

This  accident  lead  the  railways  to  investigate  the  subject  of  cast  iron  bridges,  and  the 
practice  is  now  generally  condemned. 
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this  island  and  the  main  land  reaches  200  feet  in  depth,  precluding  the 
use  of  intermediate  piers.  The  island  is  of  trap  rock,  forming  a  secure 
foundation  for  the  central  pier.  The  bridge  is  composed  of  three  double 
lattice-work  cantilevers,  1,360  feet  in  length,  poised  on  three  sub-structures- 
and  connected  at  their  extremities  by  through-truss  spans,  350  feet  long. 
Three  are  1,700  feet  each,  2  of  675  feet  each,  15  of  168  feet  each,  and  5  of 
25  feet  each.  There  is  one  mile  of  main  spans  and  one-half  mile  of  ap- 
proach. The  clear  headway  of  the  center  of  the  spans  is  150  feet  at  high 
water,  and  the  extreme  height  of  towers  is  361  feet.  The  bridge  varies 
from  a  width  of  120  feet  at  the  base  on  piers  to  3U  feet  at  the  ends, 
measured  at  the  road  way.  This  variation  in  width  was  made  to  resist 
irregular  stresses.  The  columns  of  the  towers  are  of  plate  steel,  U  inches 
thick,  manufactured  like  the  barrel  of  a  locomotive  and  are  12  feet  in 
diameter,  reduced  toward  the  top  to  5  feet,  and  three-eights  inch  plates.. 
It  is  calculated  that  any  possible  stress  on  any  member  of  the  bridge  is 
at  the  rate  of  7i  tons  per  square  inch  of  sections.  The  required  ultimate 
strength  of  steel  under  compression  is  from  34  to  37  tons  per  square  inch^ 
and  under  tension  from  30  to  33  tons.  These  general  specifications  are: 
given  for  information  of  those  interested  in  this  particular  structure. 

ROADBED  AND   RIGHT   OF   AVAY. 

The  side  slopes  of  both  cutting  and  embankment  is  usually  H  to  1. 
Some  cuttings  are  100  feet  deep  and  the  embankments  are  stupendous. 
The  London  and  Birmingham  R.  R.  excavated  10*  millions  of  cubic  yards 
of  earth  or  about  100,000  yards  per  mile.  The  heaviest  cutting  on  the  line 
is  2i  miles  long  and  40  feet  deep.  The  Olive  Mount  cutting  on  the  Liver- 
pool and  Manchester  R.  R.  is  over  100  feet  deep;  over  480,000  yards  of 
rock  was  removed  in  its  excavation.  The  sand  cutting  through  the  Corvan 
Hills  on  the  line  of  the  New  Castle  and  Carlisle  Ry.  are  110  feet  deep 
with  slopes  of  H  to  1  and  stand  well. 

The  cuttings  are  protected  from  wash  of  surface  water  by  well  con- 
structed crest  ditches,  extending  along  the  top  of  cut.  These  ditches  are 
sometimes  built  of  brick  and  in  all  cases  they  are  carefully  constructed 
and  guarded.  The  maintenance  of  roadbed  is  given  the  most  careful  at- 
tention. Where  water  is  known  or  expected  to  exist  it  is  carried  off 
from  the  roadbed.  Retaining  walls  of  masonry  or  concrete  are  built  in 
all  cases  where  the  width  of  right  of  way  will  not  allow  the  slopes  to  be 
carried  out  far  enough  to  prevent  slipping. 

The  slopes  of  cuttings  and  embankments  when  dressed  are  lurnished 
with  a  layer  of  about  six  inches  of  soil,  in  which  is  sown  grass  and  clover, 
which  soon  forms  a  protecting  turf.  The  riglit  of  w;iy  is  necessarily  wide, 
owing  to  the  room  reciuired  for  double,  triple  or  (luiulruple  tracks.  The 
policing  is  of  the  highest  standard,  no  debris  is  penult  (ed  to  remain  on 
the  right  of  way,  and  no  trespasser*  are  allowed  uixm  tlie  companies' 
property.  In  nuiny  cases  the  right  of  way  is  fenced  by  a  sulistantial  stone 
wall,  iiiui  on  hiaiicii  lines  ;i    high   strong   fence  guiinls  the  property.     No 
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person  is  permitted  on  the  trade  or  riglit  of  way  witliout  permit  from 
otticer  in  charge.  A  glance  at  the  list  of  trespassers  killed  in  the  United 
States  will  recall  the  fact  that  our  railroads  kill  more  tresspassers  than 
employes.  The  statute  against  trespassing  is  strictly  enforced,  and  in 
consequence  the  accidents  from  that  source  is  reduced  to  a  minimum. 

TRACK   ARKANGEMKNT. 

This  prime  feature  of  the  permanent  way  is  perhaps  the  most  closely 
watched  of  any  part  of  the  work.  The  gauge  is  now  a  standard  of  4  ft. 
8i  in.,  the  Great  Western  having  changed  the  last  of  its  7-feet  gauge 
during  April  of  this  year.  With  some  unimportant  differences  in  detail, 
the  track  is  constructed  as  follows: 

The  ties  are  sawed  to  a  scantling  of  9  feet  in  length,  10  inches  wide 
and  5  inches  deep,  from  selected  well  seasoned  blattic  redwood  timber  or 
rtr.  No  deviation  from  these  dimensions  are  permitted,  thus  insuring  uni- 
formity. The  ties  are  delivered  at  the  works,  where  they  are  subject  to 
a  treatment  of  creosote  oil.  The  ties  during  this  treatment  are  enclosed 
in  a  cylinder  of  steel,  which  is  filled  with  creosote  oil  under  pressure,  and 
it  is  found  that  the  tie  will  absorb  31  gallons.  After  this  treatment  the 
tie  will  weigh  about  160  pounds. 

The  ties  are  then  framed  to  receive  two  cast-iron  chairs,  weighing 
from  45  to  50  pounds  each.  The  London  and  Northwestern  secure  these 
chairs  to  the  tie  by  two  iron  spikes  and  two  galvanized  iron  screws,  with 
a  layer  of  hair  felt  interposed  between  the  bottom  of  casting  and  tie. 
The  Great  Northern  vise  two  iron  snikes  and  two  oak  trenails.  The  spike 
to  resist  shiving  strain  and  the  trenails  to  clamp  the  chair  to  tie:  both 
systems  give  excellent  result. 

The  spikes  are  cup-headed,  tapered,  six  inches  long  and  weigh  19  oz. 
each.    The  screws  are  61  in.  long  with  hexagonal  head. 

The  heaviest  rails  in  use  are  on  the  London  and  Northwestern  By., 
weighing  90  pounds  ler  lineal  yard,  and  30  feet  long,  except  on  bridges, 
where  the  rails  are  60  feet  long.  The  Lancashire  and  Yorkshire  use  86- 
pound  rails.  The  Great  Northern  85.  Midland  85,  and  nothing  less  than 
85-pound -rail  is  now  being  laid. 

There  are  two  types  of  rail  in  general  use,  called  the  bull-headed  and 
double-headed  rails.  The  New  South  Wales,  Northeastern,  London  and 
Southwestern,  The  Southeastern  and  Great  Northern  of  Scotland  usa 
the  double-headed  rail.  These  rails  are  made  reversible.  The  upper  anp 
lower  tables  of  the  rails  are  curved  to  a  radius  of  5i  inches. 

Bull-headed  rails  are  used  l)y  the  Lancashire  and  Yorkshire,  the  Mid- 
land, London  and  Northwestern,  Great  Northern,  Great  Western,  Metro- 
politan, Manchester,  Sheffield  and  Lincolnshire,  and  others.  This  list 
comprises  the  greatest  trunk  lines  of  England,  and  indicates  the  prefer- 
ence for  the  bull-headed  rail.  This  rail  is  made  with  but  one  running 
face  and  is  not  reversible.  The  upper  and  lower  face  of  the  rail  are 
curved  to  a  radius  equal  to  its  height,  which  varies  from  5  to  5i-\.  inches. 
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The  width  of  head  varies  from  2i  inches  to  2f  inches.  The  flsh-plates 
forminsr  the  joints  vary  from  26  to  32  inches  in  length,  and  are  either 
plain  bars  with  hollow  face  next  to  rail  or  are  made  with  a  clip  forming 
a  grip  under  the  hase.  The  clip  plate  is  used  on  the  Midland,  London 
and  Northwestern,  London  and  Southwestern,  and  Metropolitan  Rys. 
The  ties,  being  fitted  with  the  chairs  in  the  shop,  are  distributed  on 
the  line,  varying  from  10  to  eleven  for  each  30  foot  rail.  The  spacing  of 
ties  varies  from  2  feet,  8  inches  to  3  feet.  The  question  of  suspended 
versus  the  supported  joint  and  the  square  joint  versus  the  broken  joint, 
which  has  been  a  subject  of  endless  debate  in  the  associations  of  road- 
masters  in  the  United  States,  seems  to  be  settled  in  Great  Britain  in 
favor  of  the  suspended  and  square  joint.  I  may  speak  of  this  with  per- 
sonal satisfaction,  as  I  have  always  held  this  opinion  and  have  put  it 
into  practice  for  many  years.  The  only  exception  to  this  method  I  noticed 
in  England  was  in  the  case  of  the  Great  Northern  Railway,  which  uses 
a  joint  tie  and  broken  joints. 

TRACK    ARRANGEMKNT. 

The  switches  are  generally  of  the  split-point  type,  and  are  seldom  fac- 
ing the  traffic.  So  dangerous  are  facing  points  felt  to  be,  especially  on 
high  speed  routes,  that  on  many  railways  of  Great  Britain  they  are  abso- 
lutely forbidden  at  all  except  at  terminal  stations  and  at  some  inter- 
mediate stations  where  every  train  is  ordered  to  stop.  Great  Britain  now 
reports  a  total  of  16,300  miles  of  operated  railway:  of  this,  10,261  miles 
are  reported  as  double  line,  and  6.039  as  single.  England  and  Wales  re- 
port 9,004  miles  double,  and  4,391  miles  single,  or  a  total  of  13,.395  miles. 
This  statement  does  n  it,  however,  furnish  any  data  as  to  the  total  length 
of  operated  main  tracks  for  the  reason  that  all  3,  4,  5,  6,  7,  8  and  lOtli 
tracks  are  reported  under  head  of  double  line.  I  do  not  know  of  an  im- 
portant terminal  in  Great  Britain  where  there  are  not  more  than  two 
tracks  extending  from  the  station  some  distance,  and  the  Great  Northern, 
London  and  Northwestern  and  others  have  8  and  10  tracks  from  their 
London  station. 

The  London  stations  are  all  entered  In  elevated  track,  tlie  road  bed  be- 
ing carried  over  the  streets  and  buildings  on  masonary.  To  detail  the 
construction  of  these  termini  would  reciiiire  drawings  and  more  space 
than  is  desirable  in  this  report.  I  believe  it  desirable,  however,  to  devote 
some  space  to  a  description  of  the  gravity  yards  at  Edge  Ilill,  Liverpool. 
The  enormous  amount  of  traffic  passing  througli  these  yards  attended  by 
a  minimum  of  accidents  to  persons  makes  it  a  proper  and  interesting  sub- 
ject for  consid(;rat  ion. 

The  freight  business  on  tiie  London  atid  Northwestern  is  so  coiHhicleil 
as  to  run  full  loads  lielween  tiie  most  important  points,  as  from  London 
to  Birmingliam,  Liverpool.  Manchester  and  Edinburgh,  etc.,  winle  way 
trains  luiiidle  Imsiness  to  intermediate  points.  Liverixtol  Iteing  the  larg(^st 
sea    port     in    the   K'in-idoni,   niueli  of   tlii'  t'ureign  l)iisiness  is  done  tiirougli 
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that  port  and  the  several  railroads  centering  there  have  various  dock  and 
warehousing  property,  nuiking  it  necessary  to  have  special  g(»ods  stations 
for  various  products  of  commerce. 

By  referring  to  plate  one  it  will  be  found  that  the  L.  &  K.  W.  Ry. 
have  six  stations  in  Liverpool  for  freight  and  one  passenger  station.  The 
configuration  of-  the  ground  makes  it  necessary  to  use  tunnels  from  Water- 
loo and  Wapping  Dock  stations  and  also  oflfers  a  location  for  a  gravity 
yard  about  one  and  one-half  miles  from  Lime  Street  Station,  which  is 
called  Edge  Hill.  In  this  vicinity  the  company  has  acquired  about  200 
acres  of  land  and  have  constructed  a  complete  gravity  yard  containing  60 
miles  of  track,  and  costing  $10,000,000.  The  purpose  of  this  yard  is  to 
marshall  or  make  up  trains  with  the  least  danger  and  expense  and  in  the 
shortest  time. 

Plate  two  shows  a  diagram  of  the  principal  tracks  in  the  system  which  I 
have  compiled  from  a  map  furnished  me  by  the  General  Manager,  Mr.  George 
■Findlay.  The  summit  of  the  yard  is  about  one  and  one-quarter  miles 
from  the  foot,  and  here  are  located  the  upper  recepUon  lines,  eight  in  num- 
ber, with  a  capacity  of  294  "waggons"  or  cars.  Below  the  reception  lines 
are  twenty-four  parallel  lines  arranged  in  two  groups,  A  and  B.  These 
groups  are  called  the  sorting  sidings,  and  have  a  capacity  of  1,065  cars* 
Following  are  two  separate  systems  of  marshalling  sidings  -called  the 
"Grndirows,"  C.  D.  &  E.  F.  These  Gridirons  lead  into  the  lower  reception 
and  departure  lines. 

In  loading  at  Alexandria,  Canada,  Waterloo,  Wapping,  Crown  Street  or 
Carston,  for  intermediate  stations  between  Liverpool  and  London,  no 
attention  is  given  to  the  arrangement  of  cars  at  the  several  stations. 
•Cars  may  be  loaded  at  any  of  the  six  stations  for  any  of  the  several 
goods  depots  at  these  stations.  As  cars  are  loaded  they  are  moved  out  of 
the  way  until  a  full  string  is  made  for  the  summit  of  Edge  Hill.  A 
switching  or  "shunting"  engine  is  then  coupled  on,  and  this  string,  with 
cars  for  various  trains  and  stations,  is  moved  to  the  upper  reception  sid- 
ings. Each  car  has  a  number  chalked  upon  it  which  indicates  to  the 
initiated  to  which  train  and  station  it  belongs.  After  reaching  the  upper 
reception  lines  the  brakes  are  set  and  the  engine  is  sent  back  for  another 
load.  The  brake  consists  of  a  side  lever,  easily  accessible,  which  may  be 
applied  or  released  by  the  switchman  as  the  car  moves.  The  switchmen 
are  provided  with  a  strong  stick,  which  they  may  insert  between  the  bot- 
tom of  car  and  the  top  of  the  brake  lever  and  ride  with  the  car.  The 
sorting  sidings  A  and  B  are  for  the  purpose  of  marshalling  cars  by  trains, 
each  track  in  the  group  representing  a  train.  For  illustration,  we  will 
suppose  that  the  string  of  cars  delivered  to  the  reception  siding  contains 
■cars  for  six  stations,  as  follows :  Crewe,  Stafford,  Rugby,  Northampton, 
Bletchley  and  London,  and  that  at  each  of  these  cities  there  are  several 
goods  stations.  It  is  necessary  that  the  train  be  arranged  so  that  the 
cars  for  Crewe  will  be  at  the  rear  of  train  leaving  Edge  Hill,  and  that 
they   shall   be   arranged   in  sequence  for  convenient  delivery  to  the  ware 
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houses  at  each  station.  Following  the  movement  of  this  string  of  cars 
(for  it  is  not  yet  a  train),  we  observe  that  as  the  cars  are  detached  from 
the  string  in  the  upper  reception  sidings  they  move  by  gravity  with  con- 
siderable velocity  toward  the  sorting  sidings.  As  the  chalked  number  is 
observed,  a  switch  is  thrown  and  the  car  takes  the  proper  track  for  its 
train. 

The  cars  are  now  arranged  for  the  train,  but  are  not  arranged  in  the 
order  of  delivery.  Referring  to  diagram,  plate  3,  we  find  train  represented 
before  entering  "Gnd/Von,"  "E."  The  first  car  is  found  to  be  destined  tc 
Crewe,  the  next  to  Stafford,  etc.,  but  the  remaining  cars  for  these  stations 
are  scattered  through  the  train,  without  regard  to  order  of  delivery.  In 
the  first  ''Gridiron"  we  find  the  cars  grouped  for  station  delivery,  i.e.,  all 
cars  for  Crewe,  Stafford,  etc.,  are  now  together,  but  they  are  not  arranged 
in  sequence;  a  fui-ther  sifting  is  necessary,  and  the  cars  are  passed  into^ 
the  second  "G^idijon,"  "F,"  where  we  find  all  cars  grouped  to  correspond 
to  station  delivery,  and  in  the  order  of  delivery  at  the  station.  The  '"mar- 
shalling" of  or  making  up  the  train  is  now  simple.  The  first  row  is 
dropped  out  in  sequence,  and  the  others  follow  in  like  manner,  the  whole 
dropping  to  the  lower  reception  lines,  where  they  are  coupled  and  form 
the  train,  as  shown  in  diagram,  ready  to  depart.  The  time  necessary  for 
this  entire  work  is  not  much  in  excess  of  the  time  necessary  to  read  this 
description.  During  my  visit  to  this  yard,  a  string  of  cars  was  delivered 
to  the  upper  reception  lines  at  4:40  P.  M.  At  the  bottom  of  the  yard,  on 
a  departure  tracl-,  an  engine  was  waiting  for  its  train,  scheduled  to  leave 
at  5  P.  M.  The  marshalling  was  done  in  less  than  the  twenty  minutes 
intervening. 

As  the  entire  yard  is  on  a  heavy  grade,  provision  had  to  be  made  against 
accident  from  runaway  cars  due  to  errors  of  switchmen  or  other  causes.  At 
several  points  on  the  diagram,  plate  2,  a  chain  drag  is  indicated.  This  is  a 
simple  and  effective  device  designed  by  Mr.  Footner.  The  machine  consists 
of  a  steel  hook  fixed  in  a  loose  socket,  working  in  connection  with  a  semaphore 
signal.  With  the  signal  at  danger,  this  hook  stands  at  the  height  of  a 
wagon  axle,  and  dllers  an  obstruction  to  a  passing  wagon  by  hooking  over 
the  axle.  If  this  hook  was  flx(d,  the  sudden  arresting  of  the  wagon  or 
car  would  damage  the  car  and  drag.  To  guard  against  this,  a  lieavy  iron 
cliiiiii  calile  is  attached  to  the  hook.  The  cable  rests  in  ;iii  iron  box  below 
the  track,  and  when  the  hook  is  caught  by  a  runaway  car  the  cable  is 
drawn  out  of  the  box  and  gradually  brings  tlie  car  to  a  stand  without 
injury.  The  normal  position  of  this  hook  is  below  tlic  axle.  There  arc 
six  of  these  drags  now  in  service. 

•'The  gradient  of  these  sidings  varies  according  lo  itHiuin'Uients  from  1 
in  lio  to  1  in  11."..  *  *  All  the  curves  are  of  the  same  radius  (462  feet) 
so  that  a  simnter  in  (h'termining  the  speed  necessary  for  any  iiarticuhir 
Wwrk.  may  conc<iitialr  his  at  tml  ion  u|ion  it.  l<n<.wing  that  tlie  resistance 
of  everv  cur\c  il   rnr(iiinlrr->  will   he  the  same." 
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I  find  no  late  statistics  concerning  movement  of  cars  through  this  yard. 
In  1887  50  trains  were  passed  through  the  yards  daily. 

The  system  was  designed  and  executed  by  Mr.  H.  Footner,  principal 
assistant  engineer  of  the  London  and  Northwestern  Ry. 


The  principal  feature  of  the  railway  passenger  stations  which  recom- 
mends itself  to  the  puMic,  is  the  track  and  platform  arrangement,  which 
is  constructed  so  that  passengers  in  crossing  from  one  track  to  another 
must  go  either  over  or  under,  while  at  a  few  out  stations  passengers  may 
pass  on  tracks  at  the  same  level.  There  is  generally  no  necessity  of  doing 
so,  and  at  the  principal  stations  it  is  not  permitted.  The  platforms  are 
generally  built  of  permanent  material,  and  are  raised  to  the  level  of  the 
longitudinal  step  of  the  carriage. 

The  tracks  are  generally  protected  from  the  weather  by  train  sheds.  The 
stations  of  King's  Cross,  St.  Pancras,  Euston,  Paddington  and  Charing  Cross,. 
London,  are  admirably  arranged  for  the  protection  of  passengers. 

GOODS   STATIOKS. 

The  custom  of  warehousing  goods  has  envolved  the  railways  of  Great 
Britain  In  enormous  expenditure  of  money  for  the  construction  of  '^ Goods 
Stations"  sufficient  not  only  for  the  storage  of  short  time  freight,  but 
sufficient  to  store  for  months,  and  this,  too,  with  a  charge  not  sufficient 
to  pay  for  handling. 

All  freight  is  received  and  delivered  to  these  warehouses  by  the  com- 
pany's force  which  envolves,  in  connection  with  the  goods  station,  a  con- 
siderable stable.  While  this  subject  has  no  direct  connection  with  safety 
appliances,  it  is  necessary  to  speak  of  it  to  show  where  a  great  number  of 
men  are  employed,  and  where  a  great  portion  of  the  general  expense  in 
construction  is  incurred.  To  say  that  the  average  cost  foBritian's  rail- 
ways is  so  much  per  mile,  and  that  so  many  men  are  employed,  and  of 
this  number  a  certain  per  cent,  are  killed  or  injured  implies  nothing 
unless  all  the  conditions  at  tendant  upon  the  service  is  considered.  I 
have  no  record  of  the  entire  labor  roll  of  the  railway  system  of  England, 
but  am  able  to  give  some  particular  figures  which  may  illustrate  the 
general  practice. 

The  freight  business  of  the  Lancashire  and  Yorkshire  Railway  at  Man- 
chester is  conducted  through  two  "Goods  Stations,"  Salford  and  Holdham 
road.  This  railway  operates  500  miles  of  double  line  track  and  about  27 
miles  single,  and  is  probably  the  busiest  lailway  in  the  kingdom.  It  would 
therefore  not  be  proper  to  assume  that  the  number  of  employes  in  the 
freight  department  at  Manchester  would  fairly  represent  the  entire  rail- 
way system  of  the  kingdom.  The  company's  rolls  during  March,  1892. 
showed  the  number  of  clerks,  inspectors,  porters,  shunters,  brakemen, 
carters,  guards  and  pilot  shunters  to  be  2,098.  Of  this  number  809  were 
carters  or  horse  keepers  having  no  direct  connection  with  the  handling  of 
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trains,  and  consequently  far  removed  from  the  attendant  danger  of  train 
service.  About  one  million  tons  of  freight  passed  through  these  stations 
during  year  ending  December  31,  1891— which  was  handled  by  the  com- 
j)any's  teams  for  which  service  580  horses  are  in  daily  service. 

The  St.  Pancras  goods  station  employes  1,800  men,  and  many  other 
stations  in  London  a  like  number.  The  worlc  of  a  London  railway 
goods  station  is  one  of  the  busiest  scenes  of  London.  All  the  out-freight 
is  handled  and  despatched  to  the  country  at  night,  and  all  the  in-freight 
arrives  in  the  early  morning.  All  movement  of  cars  in  and  about  the 
freight  houses  is  made  by  hydraulic  capstains  and  ropes.  It  is  usual  to 
find  a  cross-track  cutting  the  several  parallel  house  tracks,  and  at  the 
crossings  are  turn-tables.  A  car  may  be  wanted  on  a  parallel  boy,  on  the 
other  side  of  the  house,  a  rope  is  hooked  to  it,  a  turn  of  the  rope  around 
a  convenient  capstain,  a  pressure  of  the  foot  on  the  lever,  and  the  car  is 
pulled  on  to  the  table  and  turned,  carried  across  the  intervening  tracks 
on  the  cross-track  and  turned  in  on  to  the  desired  boy. 

Hydraulic  lifts  are  used  to  lift  the  car  to  the  different  floors  of  the 
warehouse,  and  all  storage  freight  is  loaded  direct  from  the  floor  where  it 
is  stored. 

COST   or   PERMANENT  WAY. 

The  value  of  the  railways  of  Great  Britain,  December  31,  1890,  as  repre- 
sented by  shares,  stock,  loans  and  debenture  bonds,  was  $1,670..339,281.12, 
or  about  $290,000  per  mile.  The  returns  from  the  railways  at  the  same 
time,  indicate  an  expenditure  for  maintenance  of  $32,349,251.60,  or  less  than 
$2,000  per  mile.  This  is  probably  much  less  than  is  expen  led  on  many 
of  the  trunk  lines  of  the  United  States. 

The  Pennsylvania  Kailroad  expended  $1,783  per  mile,  the  N.  Y.  C.  & 
H.  11.  R.  R.  $2,479,  the  Boston  and  Albany  $2,988,  the  Chicago  and  Alton 
$1,145,  Michigan  Central  $1,407,  Baltimore  and  Ohio  $1,672,  Illinois  Central 
$734.  During  the  year  1891  many  lines  in  Great  Britain  show  an  expense 
per  mile  for  maintenance  greatly  in  excess  of  any  line  in  the  United 
States.  The  Lancashire  and  Yorkshire  with  527  miles,  500  of  which  is 
double  line,  expended  $989,595  for  six  months  ending  December  31,  1891, 
and  the  budget  for  the  following  six  months  for  increased  station  accom- 
modations, land,  new  works,  etc.,  called  for  $1,385,085.  The  Midland 
charged  to  maintenance  of  way  $2,362  per  mile,  the  Great  Northern  $2,299 
per  mile,  the  North  Eastern  $1,997  per  mile,  and  the  North  British  $1,267 
per  niilo.  As  the  accounts  are  not  kept  in  a  uniform  manner,  it  is  im- 
possible to  make  comparisons  of  value. 


The  flrst  train  signal  used  in  England  was  a  liorseman  proceeding  ahead 
of  the  train  for  the  purpose  of  warning  all  persons  off  the  track.  The 
flrst  important  step  taken  in  railway  signaling  was  the  introduction  of 
the  semaphore  signal  li\'  Sir  ('liarlcs  II.  (Jregory  in  1841.  The  introduction 
of  the  semaphore  signal  gave    rise    lo    much    controversy    concerning    the 
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method  to  be  employed,  whether  the  signal  should  be  positive  or  negative. 
In  negative  signaling  the  normal  position  is  that  of  caution  or  that  of 
safety  as  the  practice  may  be,  and  the  signal  is  only  turned  on  to  danger 
when  specially  required  for  protection.  The  positive  system  presupposes 
the  normal  state  of  the  signal  to  be  at  danger,  so  that,  if  the  signalman 
neglect  his  duty  to  lower  arm,  the  train  is  bound  to  stop. 

The  positive  signal  is  now  generally  used  in  Great  Britain,  and  has 
been  gradually  merged  into  the  block  system.  The  absolute  block  system, 
consists  in  dividing  the  road  into  sections  of  convenient  length  and  by 
means  of  telegraphic,  automatic  or  fixed  signals,  allowing  only  one  train 
in  a  section. 

The  first  movement  towards  continuous  or  connected  signals  was  made 
by  the  Great  Western  Railway,  which,  in  1852,  completely  fitted  its  line 
with  distant  signals. 

Signals  were  at  first  connected  without  any  system  of  interlocking  of 
levers  to  guard  against  errors  of  the  signal  man,  They  are  said  to  be  con- 
nected when  they  are  simply  coupled  together  and  are  moved  simultane- 
ously. This  system,  while  affording  much  protection,  was  found  to  be  in-^ 
sufficient  for  the  safe  handling  of  the  increased  traffic,  and  it  was  found 
necessary  to  provide  some  means  of  providing  against  the  giving  of  con- 
flicting signals  by  the  operator.  This  lead  to  the  interlocking  of  the  levers 
controlling  the  switches  and  signals.  Switches  and  signals  are  said  to  be 
interlocked  when  the  necessary  movement  of  the  switch  is  completed  be- 
fore that  of  the  signal,  and  conversely,  and  when  conflicting  routes  can- 
not be  set  up  or  signaled. 

The  semaphore  style  of  signal  used  on  the  railways  of  Great  Britain 
has  been  fixed,  by  general  opinion,  and  the  requirements  of  the  Board  of 
Trade,  and  as  this  question  has  been  settled,  the  question  of  manipulation 
is  now  the  only  point  of  difference. 

The  Beyulation  of  Bailways  Act,  1889,  of  the  United  Kingdom  confers  upon 
the  Board  of  Trade  power  to  order  certain  provisions  for  public  safety. 
The  Board  of  Trade,  in  pursuance  of  such  power,  has  ordered  the  several 
railways  to  adopt  the  block  system  upon  all  the  railways  mentioned  in  a 
certain  schedule.  This  order  provides  for  some  modifying  conditions,  and 
is  issued  to  each  road  with  regard  to  the  nature  and  extent  of  the  traffic. 

It  may  be  said,  however,  that  all  lines  of  railways  in  Great  Britain  are 
operated  under  the  block  system,  as  the  milage  not  so  operated  is  too 
slight  to  be  considered  as  having  any  material  bearing  on  the  total  milage. 

The  following  tables  are  given  for  the  United  Kingdom,  and  illustrate- 
the  methods  and  extent  of  block  signaling:. 
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Comparative  Table  Showing  Block  Svstem  on  Double  Line  for 
years  18<S9  and  1890. 
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1890. 
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Total,  United  Kingdom 
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Comparative  Statement  Showing  Signal  and  Point  Levers  which 
are  Interlocked. 
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Total,  United  Kingdom               .  . 
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The  interval  between  signal  cabins  is  determined  by  the  business.  The- 
London  and  Northwestern,  operating  1,800  miles,  find  it  necessary  to  pro- 
vide 1,482  signal  cabins,  from  which  17,000  signals  are  operated.  For  the 
operation  of  these  signals,  and  the  switches  they  indicate,  31,500  levers 
are  used.  The  Lancashire  and  Yorkshire,  probably  the  busiest  railway  in 
England,  operating  527  miles,  requires  768  cabins  and  15,387  levers.  The- 
Midland,  Great  Western,  Great  Northern  and  Southwestern  and  several 
other  lines  are  signaled  in  simil;ir  manner,  involving  an  average  ccst  of 
about  $7,500,  provide  for  construction,  maintenance  and  operation. 

The  principal  cabin  of  the  London  and  Northwestern  at  Eaton  Station, 
London,  contains  214  working  levers  and  74  spare  spaces.  They  employ 
8  men  in  the  cabin.  The  Waterloo  Station  of  the  London  and  South- 
western, which  has  lately  been  completed,  is  probably  the  largest  signal 
cabin  in  the  world,  containing  236  working  levers,  which,  with  the  simplex 
attachment  used  in  connection  with  the  signal  levers,  is  claimed  to  equal 
380  levers  of  the  ordinary  type.  The  maximum  number  of  trains  handled 
from  Waterloo  Station  before  the  new  plant  was  completed  was  in  August, 
1891,  when  in  one  day  823  trains  were  handled  with  the  new  cabin.  This 
number  may  easily  be  increased.  The  number  of  levers  used  to  manipu- 
late a  station,  under  the  system  adopted  by  the  Board  of  Trade,  is  much 
in  excess  of  the  requirements  of  the  system  now  in  general  practice  in 
the  United  States.  The  regulations  of  the  Board  of  Trade  require  that 
no  facing  point  switch  shall  be  handled  at  a  distance  exceeding  540  feet 
from  the  cabin,  and  as  no  switch  and  lock  movements  are  used,  it  is  nec- 
essary to  provide  two  levers  for  each  switch  movement,  one  for  operating 
switch  and  one  for  locking  same.  This  plan,  if  pursued  on  the  railroads 
of  the  United  States,  would  retard  the  introducing  of  interlocking  ma- 
terially. 

A  case  in  point,  and  one  with  which  the  Commission  is  familiar,  is  the 
plant  at  Paducah  Junction.  At  this  point  the  crossings  and  switches  of 
three  roads  are  controlled  from  one  tower  with  34  levers,  which,  if  con- 
structed in  accordance  with  the  rules  of  the  Board  of  Trade  of  England, 
would  require  three  cabins  and  at  least  14  additional  levers,  and  two  ad- 
ditional sets  of  operators.  The  cabins  would  have  to  be  electrically  inter- 
locked and  the  general  cost  of  the  plant  increased  threefold. 

The  work  put  upon  the  levers  in  English  practice  is  nuicli  lighter  than 
that  often  found  in  American  practice,  and  where  manual  machines  are 
used.  The  loading  of  the  levers  should  be  carefully  considered.  The  pow- 
er plant  now  being  largely  introduced  in  America,  makes  it  possible  to 
perform  this  heavy  work  safely  and  quickly  and  with  much  less  number 
f)f  levers  than  is  required  by  llic  EngJish  practice.  It  will  therefcne  be 
apparent  lliai  ilic  luinilicr  of  level's  found  in  a  signal  cabin  in  (Jreat 
l^ritain  is  no  piojjer  index  of  the  work  perfoiincd  or  tlie  trains  passed. 

The  term  interlocking,  as  used  in  the  United  Slates,  generally  ai)plies 
t(i  the  ]trotecl  i(in  (A'  giade  crossings  and  jnnclidii  and  invdlves  the  niove- 
iiient   of  what    are  l<n(i\vii  as  derail   |i(.ints.  wIlcIi  pidvided  ai^ainsl    tlie  col- 
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lision  of  trains  at  the  crossing,  and  it  is  in  this  feature  that  our  practice 
is  contrary  t)  that  adopted  in  Great  Britain.  While  there  are  few  outly- 
ing grade  crossings  in  the  kingdom,  every  terminal  station  passes  trains 
across  the  current  of  trattic,  and  many  grade  crossings  do  exist.  As  facing 
points  are  dangerous  it  is  held  that  to  protect  the  crossing  by  derails 
(which  are  facing  points),  a  collateral  danger  is  introduced  which  is  nro- 
ductive  of  more  accidents  than  would  occur  by  collision,  and  consequently 
high  speed  routes  are  signaled  over  crossings  without  derails.  Derails,  or 
catch  points,  as  they  are  known,  are  provided  only  in  low  speed  routes, 
or  freight  tracks.  Under  this  system  it  will  be  observed  that  the  protec- 
tion of  grade  crossings  of  high  speed  routes  depends  only  on  the  engine- 
man's  observance  of  the  signal.  In  this  connection  it  may  be  ol^served 
that  the  use  of  the  block  sysem,  to  a  great  degree,  obviates  the  necessity 
of  the  catch  point,  for  by  this  means  trains  are  blocked  at  a  distance 
from  a  crossing,  when  opposing  route  is  given.  The  rules  governing  the 
observance  of  signals  are  very  stringent,  and  any  failure  to  obey  these 
rules  is  accompanied  by  a  fine  or  penalty.  There  are  five  distinct  signals 
used. 

The  first  in  importance  is  the  Home  Signal.  This  signal  is  fixed  as  near 
the  signal-cabin  as  convenient,  so  that  the  engineer  may  be  able  to  com- 
municate with  the  signal-man  while  his  engine  is  held  at  the  signal. 

The  Distant  Signal  is  fixed  about  1,000  yards  from  the  home  signal,  and 
further,  if  any  special  conditions,  such  as  a  falling  gradient,  etc.,  allowed 
its  location.  The  distant  signal  is  fixed  in  sight  of  the  home  signal.  The 
office  of  the  distant  signal  is  to  indicate  the  position  of  the  home  signal 
in  advance,  and  is  distinguished  by  a  notched  or  fish-tailed  end. 

Junction  Signals  perform  the  same  office  as  home  signals,  and  are  fixed 
near  the  facing  points,  which  they  govern. 

Platform  Stariinq  Signnls  are  located  so  as  to  be  seen  the  entire  length 
of  the  station  platform. 

Advance  Starting  Signals  are  located  at  a  distance  not  to  exceed  1,050 
feet  from  signal-cabin  and  in  plain  view  from  the  cabin. 

Signal-cabins  are  located  so  that  the  signal-man  may  have  a  clear  view 
of  all  points  and  signals  actuated  from  his  cabin. 

There  is  no  special  complication  of  machinery  attending  the  working  of 
the  block  system.  Each  cabin  is  provided  with  a  simple  block  instrument, 
with  an  indicator,  which  is  actuated  by  the  signal-man  on  either  side  of 
the  cabin  indicated.  The  face  of  this  instrument  is  marked  with  three 
points— 2Vam  on  Line,  Line  Closed,  and  lAne  Clear.  The  working  of  these 
instruments  is  as  follows:  A  represents  Euston  Station;  B  the  first  block, 
C  the  second  block:  train  at  Euston  ready  to  start.  The  signal-man  low- 
ers advance  semaphore  and  turns  the  telegraph  indicator  to  train  on  line. 
This  moves  the  indicator  in  cabin  B  to  indicate  train  on  line.  The  train 
proceeds  to  B,  receives  signal  and  goes  into  second  block.  The  operator 
sends  signal  to  C,  train  on  line,  and  signals  back  to  A,  line  clear.  The 
-15E.  R. 
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operator  at  C  now  controls  the  signals  at  B,  at  clanger,  until  the  train 
has  passed  C,  when  he  releases  B,  who  can  then  advance  another  train  to  C. 

The  signal  is  indicated  in  cabin  bj'  a  bell,  as  well  as  by  the  pointer  on 
the  face  of  the  instrument.  There  are  manj'  forms  of  the  block  instru- 
ment, the  difference  being  in  detail.  The  instrument  consists  of  an  indi- 
cating dial  and  a  commutator  handle.  The  indicator  is  attached  to  an 
axle  on  which  a  magnet  is  centered,  being  suspended,  either  within  or  in 
close  proximity  to  a  coil  of  silk-covered  wire,  and  deflected  either  to  the 
left  or  right,  according  to  the  signal  required,  "positive"  or  "negative."' 
The  commutator  is  so  arranged  as  to  allow  the  directing  of  the  current 
at  will.  The  normal  position  of  indicator  is  "Zme  closed''  when  no 
current  is  flowing;  connect  to  the  right  indicates  "Ziae  dear.''  With  a 
positive  current  the  indicator  points  to  the  left,  "train  on  line." 

In  connection  with  the  semaphore  signals,  fog  signals  are  necessary, 
and  in  times  of  fog  extra  men  are  stationed  in  pits  near  the  home  signal  to 
warn  approaching  trains.  The  signal  department  is  one  of  the  most  im- 
portant on  the  railways  of  Great  Britain. 

The  force  maintained  in  this  department  on  the  London  and  North- 
western is  an  example  of  the  care  with  which  this  department  is 
maintained.  The  system  of  1,800  miles  "is  divided  into  eleven  districts, 
each  of  which  is  in  charge  of  an  inspector,  these  eleven  inspectors  being 
assisted  by  twenty-one  sub-inspectors  and  foremen,  and  having  under 
their  orders  sixty-eight  chargemen  and  430  workmen.  The  districts  are 
sub-divided  into  lengths,  and  each  length  is  placed  in  charge  of  a 
'chargeman'  and  an  assistant,  who  visit  every  signal  cabin  on  their 
length  once  a  fortnight,  clean  and  oil  the  fittings  of  each  signal  and 
point,  execute  any  small  repairs,  or  renewals  that  may  be  required."  In 
addition  to  this,  a  fitter  and  his  assistant  visit  each  cabin  once  a  month, 
and  carefully  examine,  clean,  oil  and,  if  necessary,  repair  the  locking,  etc. 
Heavy  repairs  and  renewals  are  executed  by  extra  gangs.  Besides  this 
force  there  are  at  Crewe  about  700  men  engaged  in  manufacturing  new 
appiratus,  locking  frames,  levers,  signals,  etc.  This  method  is  carried 
out  on  all  the  principal  lines  in  England,  and  evidences  the  close  atten- 
tion given  this  important  feature  of  railway  operation. 

Mr.  F.  W.  Webb,  M.  Inst.  C.  E.,  and  Mr.  A.  M.  Thompson,  M.  Inst. 
C.  E.,  both  of  the  L.  &  N.  W.  Ry.,  have  patented  a  new  electric  train 
staff,  which  is  meeting  with  success  and  has  been  approved  by  the  Board 
of  Trade.  This  machine  consists  of  a  cast  iron  frame  about  4  feet  higli 
made  to  receive  an  iron  staff  about  18  inches  long.  The  top  of  the  case 
incloses  the  locking  apparatus  which  is  actuated  by  electricity  controlled 
from  the  cabins  on  either  side.  Two  dials  wilh  indicators  arc  fixed  on 
the  face  of  the  case,  marked  as  follows:  IMrsi  dial,  ''doirn  i<tnff  out''  (on 
loft):  ".s/'/./r /»(,''  (above):  '""P  .'(taff  out,"  (to  the  right).  The  .second  indica- 
toi-  is  marked,  ''stajf  lock"  on  loft  of  center  and  bell  signal  to  the  ri^lil  <>r 
center.  These  cases  or  hcam  staj]' hh.rls  are  located  in  caliins  tlie  same  as 
block  signal  instruments,  and  ai'o  nsed  foi-  workin.L:  sinuie  lines  and  are 
worked  as  fi)ll(»ws;     Assume  four  stations.    A.   i:.  ('  and    D:  one  appanitns 
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at  A,  two  at  B,  two  at  C  and  one  at  D,  A  and  T>  being  the  termini. 
The  staffs  for  section  between  A  and  B  are  of  a  different  form  to  those 
between  B  and  C,  and  those  between  C  and  D  are  of  a  similar  form  to 
those  between  A  and  B,  and  so  on  alternately.  Thus  a  staff  sent  from 
A  cannot  be  used  b}^  B  for  the  apparatus  between  B  and  C.  A  train  is 
ready  to  start  from  A.  A  calls  B  by  one  stroke  of  bell;  B  repeats  signal 
to  A;  A  describes  train  to  be  sent  by  usual  code  for  passenger,  etc.  B 
acknowledges  signal  and  repeats.  A  requests  permission  to  withdraw  staff 
from  its  case  by  giving  six  rings  to  B  and  immediately  turns  his  right 
hand  pointer  to  ^^stuff  Zocfc."  B  acknowledges  by  turning  his  right  hand 
pointer  over  to  ''staff  lock"  and  depresses  key  "K"  at  staff  lock,  holding  it 
down  in  that  position,  {which  electrically  unlocks  the  instrument  at  A  and 
turns  the  galvanometer  needles  over  in  both  instruments).  When  operator  at  A 
sees  the  galvanometer  needle  move  over,  he  withdraws  the  staff  and  at 
once  turns  his  left  hand  pointer  over  to  "«/)  staff  out"  or  '^down  staff  out,  " 
as  the  case  may  be,  pressing  the  pointer  hand  down  until  he  sees  his  gal- 
vanometer needle  move  to  vertical  position  and  also  his  right  hand  pointer 
to  ''bell  siqnal."  B,  on  seeing  the  galvanometer  needle  go  to  vertical  posi- 
tion, at  once  releases  the  key  K  and  turns  his  left  hand  pointer  to  either 
"'up  staff'"  or  ''down  staff  out"  and  his  right  hand  pointer  to  "bell  signal." 

A  having  the  staff  now  hands  it  to  engineman,  which  is  a  clearance 
order  to  proceed  to  B,  and  so  long  as  his  train  is  in  possession  of  this 
staff  no  second  staff  can  be  obtained  from  either  instrument,  consequently 
no  second  train  can  be  dispatched.  B  on  receiving  this  staff  from  the 
engineman  will  place  it  in  his  instrument  and  ring  eight  times  to  A, 
A  will  acknowledge  signal  and  will  at  once  turn  his  instrument  to 
"staff  in."'  Both  instruments  are  now  at  normal  position  and  B  is  ready 
to  dispatch  the  train  to  D.  This  staff  is  used  to  lock  the  switches.  In 
case  the  train  is  required  to  perform  any  switching  betweening  A  and 
B  tlic  switch  must  be  unlocked  with  the  train  staff;  the  opening  of  the 
switch  locks  the  staff  in  the  switch  stand,  and  it  is  necessary  to  close 
switch  before  staff  can  be  removed.  This  plan  insures  the  closing  of  all 
switches  and  it  is  said  that  traffic  can  be  handled  with  promptness.  The 
system  avoids  signals  and  offers  an  effective  means  of  blocking. 

Notwithstanding  the  enormous  investment  in  signaling  on  the  railways 
in  Great  Britain,  it  seems  that  many  accidents  are  directly  due  to  failure 
of  the  system,  due  either  to  carelessness  of  servant  or  failure  of  appjiratus- 
Many  collisions  occur  at  junction  points,  which  would  in  many  cases 
have  l^een  obviated  had  the  junction  been  guarded  by  derail  or  catch 
points. 

The  secretary  of  the  Board  of  Trade  in  closing  his  annual  report  for  the 
year  1891,  says:  "The  protection  of  the  public  safety  which  the  block 
system  is  designed  to  secure  depends  for  its  efficiency  on  the  care,  atten- 
tion and  obedience  to  regulations  of  several  classes  of  the  companies'  ser- 
vanLs."'  *  *  "It  is  with  much  regret  that  I  had  to  refer  to  a 
number  of  accidents  altriljuted  to  mistakes  or  neglect  of  companies'  ser- 
vants." 
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EQITIP3IENT. 

The  total  number  of  locomotives  now  in  service  in  Great  Britain  is 
15,545,  or  about  94  per  100  miles.  The  total  number  of  locomotives  in 
service  in  the  United  States  is  33,563,  or  about  19  per  100  miles. 

The  cars  in  freight  service  in  Great  Britain  number  538,392  or  3,303  per 
100  miles,  while  the  United  States  has  but  ], 110,286  freight  cars,  or  657 
per  100  miles.  The  capacity  of  the  freight  cars  in  the  United  States  would, 
however,  about  equal  that  of  the  lines  of  Great  Britain  per  100  miles. 

The  train  loads  are  much  lighter  in  Great  Britain.  An  American  loco- 
motive will  pull  13  to  14  hundred  tons,  while  in  Great  Britain  600  is  con- 
sidered an  average  load. 

Locomotives  in  Great  Britain  may  be  broadly  classed  in  three  divisions 
according  to  the  position  of  the  cylinders. 

In  the  first  may  be  classed  those  locomotives  having  cylinders  framed 
under  the  boilers,  transmitting  the  power  directly  on  the  main  driving 
axle  which  is  cranked  at  two  points.  This  style  may  be  more  generally 
described  as  inside  connected  in  contradistinction  to  the  second  class. 

The  second  class  may  be  designated  by  the  cylinders  being  fixed  at  the 
front  end  of  the  boiler  outside  and  below  the  barrel,  and  instead  of  ap- 
plying the  power  directly  to  the  axle  the  piston  is  connected  with  a  cra/uk 
pin  fixed  between  the  spokes  of  the  driving  wheel,  in  connection  with  the 
nave.  This  is  the  American  type  and  is  used  on  some  lines  in  Great 
Britain. 

The  third  class  is  a  change  of  form  of  the  first  class,  having  a  third 
cylinder  below  the  two  high  pressure  cylinders.  This  third  cylinder  is  the 
low  pressure  cylinder  and  is  of  much  greater  diameter  than  the  two  high 
pressure  cylinders.  This  is  known  as  the  compound.  This  type  is  now  in 
general  use  giving  economic  returns.  The  "Flying  Scotchman"  express 
between  London  and  Edenburgh,  is  pulled  by  what  is  called  "the  8-foot 
single."  This  is  a  non-compound  locomotive  with  a  single  pair  of  drivers^ 
bogie  bunk  in  front  and  one  pair  of  trailors.  There  is  no  place  in  this- 
report  for  a  detailed  description  of  the  seA'eral  types  of  locomotives.  The 
striking  features  of  the  machine  are  the  absence  of  the  licadliglit,  ]iil(»i. 
steam  dome,  sand  dome,  cab  and  se^ts  for  fireman  and  engiiietM-.  It  is. 
held,,  among  the  railroad  managers  in  Great  Britain,  that  better  results 
are  obtained  by  requiring  tlie  foreman  and  engine  driver  to  stand  at  their 
post.  It  is  certain  that  the  foreman  delivers  the  fuel  to  his  lire-box  inc»re 
regularly,  and  while  bituminous  coal  is  used,  no  "smoke  consumer"  at- 
tachment is  necessary,  and  little  complaint  can  be  justly  made  of  surplus 
smoke  from  the  locomotive  annoying  passengers.  The  trattic  is  run  loft- 
hand  and  the  engine  driver  is,  in  some  cases,  on  the  left  side. 

The  works  of  the  Great  Western  at  Swindon,  omjiloy  about  six  ilimisMiul 
men,  the  London  and  North  Western,  at  Crewe,  about  seven  tli(uis;iiid 
men,  the  Lancashire  and  Yorkshire,  at  Tlorwlsch,  four  tlioi.snnd  men, 
ttu)  Midland,  at  I>erl)y,  employ  seven  thousand  men,  the  Great  IS^ortliern, 
at  iXncaster^  three  thousand  men.     The  construction  of   the  locomotive 
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nt  these  works  is  begun  with  the  raw  material.  Converters  and  rolling- 
mills,  foundries  and  machine  shops  convert  the  raw  material  into  the 
finished  machine,  all  of  the  five  thousand  or  more  parts  of  a  locomotive 
are  constructed  at  the  company's  works,  and  no  outside  product  is  brought 
in  except  the  copper  sheets  for  the  flre  boxes.  This  method,  while  ex- 
pensive, provides  against  faulty  material,  as  the  testing  laboratories  sub- 
mit all  materials  to  the  most  exacting  tests  while  in  process  of  manu- 
facture. 

The  motive  power  generally  is  of  a  high  class,  simple,  plain  and  well 
constructed.  There  are  no  special  safety  appliances  connected  with  the 
locomotive  which  the  American  roads  do  not  employ. 

It  may  be  interesting  to  know  that  the  companies  mentioned  have,  in 
•connection  with  their  works,  a  department  for  the  making  of  artificial 
limbs,  which  are  furnished  servants  injured  in  the  company's  service. 
These  artificial  limbs  are  kept  in  repair  and  the  worthy  unfortunates  are 
provided  with  suitable  employment.  As  artificial  limbs  are  very  expensive, 
and  often  beyond  the  purchase  by  servants  of  the  class  most  liable  to  in- 
jury, this  philanthropic  branch  of  the  service  is  to  be  commended.  , 

PASSENGER    CABS. 

Cars  or  carriages  (as  they  are  called)  in  serpice  in  Great  Britain  number 
•35,510,  or  about  211  per  one  hundred  miles;  and  in  this  branch  of  the 
•service  is  found  a  radical  difference  between  English  and  American  methods, 
and  in  Great  Britain  the  type  varies  and  is,  in  many  cases,  fast  approach- 
ing the  American  tpye. 

The  London  and  Northwestern  Railway,  operating  1.716  miles,  1,417  of 
which  is  double  line,  has  4,500  passenger  carriages  in  stock,  of  which  300 
are  42  feet  in  length,  the  remainder  varying  from  33  to  34  feet.  Twelve 
hundred  of  these  carriages  are  fitted  with  the  Pintch  system  of  compressed 
gas  for  lighting.  The  total  passenger  capacity  of  these  cars  is  164,073,  of 
which  119,500  is  third  class.  A  shy  and  sensitive  minority,  which  repre- 
sents the  titled  and  wealthy  class  of  Great  Britain,  prefer  a  form  of  car- 
riage which  furnishes  an  opportunity  of  separating  themselves  from  the 
general  common  traveler;  a  preference  for  their  own  society,  or  that  of  a 
select  company  of  fellow-travelers,  has  been  catered  to  by  the  railway 
•companies,  and  in  order  that  each  class  may  be  accommodated  the  car- 
riages have  been  divided  into  compartments  for  what  are  known  as  first, 
second  and  third-class  passengers.  The  Midland  has  abolished  the 
second-class  ticket  and  now  issue  only  first  and  third-class  tickets.  Some 
'improvement  has  been  made  in  the  third-class,  compartment  in  the  car- 
riages of  The  Midland,  and  much  favorable  comment  has  been  made  by 
the  press  on  this  arrangement.  The  highest  class  of  carriages  on  the 
Great  Northern  may  be  taken  for  the  best  type  of  English  carriages.  This 
type  is  known  as  the  composite  carriage  and  consists  of  one  luggage  com- 
partment, 4  feet,  H  inches  longitudinal  clear  space,  two  first-class  com- 
partments with  7  feet  clear  length  each.     Between  the  first-class  compart- 
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tnents  is  a  space  4  feet,  If  inches  clear  length,  divided  by  a  partition  into 
two  toilet-rooms,  with  doors  opening  inwards  from  the  compartment. 
These  toilet- rooms  are  fitted  with  water-closet  and  hasin.  Following  the 
first-class  compartment  is  a  second-class  compartment  with  6  feet  clear 
length.    The  last  6  feet  is  devoted  to  third-class  passengers. 

The  first-class  compartments  are  seated  for  five  persons.  The  upholster- 
ing is  in  broadcloth  and  is  luxurious.  The  second-class  compartments  are 
upholstered  in  carpet  and  are  comfortable  and  seat  eight.  The  third-class 
compartments  are  not  furnished  with  any  comfort,  the  seats  being  of 
plain  wood  with  no  covering.  Ten  passengers  are  expected  to  crowd  into 
this  limited  space  of  262  cubic  feet.  There  are  no  deck  lights  in  these 
carriages.  The  ventilation  is  poor  and  the  lighting  not  sufficient  to  read 
by  at  night.  No  means  of  heating  these  cars  is  provided,  except  the  foot- 
warmers  provided  for  first-class  passengers.  These  foot-warmers  are  made 
of  copper,  in  the  form  of  a  flat,  rectangular  tank,  about  two  feet  long, 
one  foot  wide  and  three  inches  high,  filled  with  hot  water.  Two  of  these 
tanks  are  generally  provided  at  the  beginning  of  a  journey  and  are  renewed 
from  time  to  time.  The  only  warmth  obtained  from  these  tanks  is  for 
the  feet,  and  it  is  expected  that  passengers  will  provide  themselves  with 
rugs  and  wraps  sufilcient  to  sustain  animation  during  a  winter's  ride. 

The  experienced  traveler  generally  keeps  these  alleged  warmers  under 
the  seat,  as  they  have  found  by  experience  that  the  only  office  they  per- 
form is  the  promotion  of  corns  and  chilblains.  The  sentiment  of  the 
English  traveler  concerning  this  method  of  heating  is  well  expressed  in 
an  article  of  the  "Times"  of  London.  During  my  stay  in  London  the 
Southeastern  Railway  placed  in  its  service  a  train  of  American  cars,  from- 
the  shops  of  The  Gilbert  Manufacturing  Company  of  Troy,  N.  Y.  The  train- 
consisted  of  fine  drawing-room  cars  and  one  buffet  car.  These  cars  were 
fitted  and  heated  in  the  usual  manner  adopted  on  American  roads.  Much- 
interest  was  manifested  in  this  train,  and  The  Times,  in  describing  a 
journey  on  this  train,  from  London  to  Hastings  and  return,  says:  "Each 
of  the  drawing-room  ears  has  adjoining  it  a  smoking-room  of  adequate 
size,  occupying  nearly  one-third  of  the  entire  length  of  the  car.  Each 
car,  moreover,  is  warmed  with  hot-water  pipes,  supplied  by  a  "  Baker 
heater,"  the  comfort  of  which,  on  a  bitter  day  like  Wednesday  (March  23) 
might  well  set  the  occupants  of  the  special  train  wondering  how  ordinary 
passengers  in  England,  alone  of  civilized  countries,  will  be  satisfied  to 
alternate  between  freezing  with  cold  and  tumbling  on  their  noses  over 
tepid  hot-water  tins." 

Another  paper,  in  describing  this  train,  expresses  niucli  iileasurr  in  llie- 
hope  that  the  practice  of  its  transatlantic  cousins  may  soon  become  the 
general  practice  on  English  railways.  This  paper  says:  "  The  coaches  are 
magnificent  specimens  of  carpentry  and  upholstery  work."  *  *  * 
"The  smoothness  with  which  the  run  was  made  in  the  coaches  was  tlie 
subject  of  general  and  favorable  comment." 
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The  mayor  of  Hastings  said:  "Ttiey  were  glad  to  see  the  cars,  which 
were  an  innovation  in  the  right  direction." 

The  Midland,  Great  Western  and  London  and  Northwestern  are  now 
experimenting  with  steam  from  the  engine  for  heating  cars. 

Mr.  W.  M.  Acworth,  a  well  known  writer  on  railway  subjects,  in  a  late 
work  entitled  "The  Railways  of  England,"  says:  "The  truth  is— and 
however  difficult  it  may  be  for  Americans  to  believe  the  fact,  it  is  un- 
doubtedly the  truth — that  we  maintain,  in  England,  our  'lonesome,  stuffy 
compartments'  simply  because  we  like  them.  For  my  own  part  I  can 
honestly  say,  after  a  good  deal  of  experience  of  both  kinds  of  locomotion, 
that  I  would  rather  be  'boxed  up'  in  a  Midland  third-class  than  have 
'the  privilege  of  enjoying  the  conversation  of  the  general  public'  in  the 
most  luxurious  car  that  Pullman  ever  fashioned.  I  would  go  further 
and  say  that,  strange  as  it  may  seem  to  gentlemen 'who  are  so  delicately 
nurtured  that  it  makes  them  uncomfortable  to  hear  that  other  people  are 
deprived  of  access  to  a  lavatory  for  three  whole  hours,  to  me  the  loss  of 
this  inestimable  boon  would  be  cheaply  purchased  by  the  certainty  that 
for  three  hours  one  is  safely  locked  in  and  protected  from  the  babies 
who  squall,  and  the  babies  of  larger  growth  who  whistle  and  drum  upon 
the  window  panes." 

Notwithstanding  the  assertions  of  Mr.  Acworth,  it  is  evident  that  the 
sentiment  of  the  English  traveler  is  for  the  style  of  cars  used  in  America, 
and  the  efforts  of  the  railways  are  now  directed  to  supply  this  evident 
demand. 

The  opening  of  the  cars  on  the  side,  providing  one  door  for  each  com- 
partment, may  be  found  desirable  in  this  country,  where  traffic  is  dense. 
There  is  no  question  but  that  this  means  of  exit  provides  for  the  mini- 
mum of  delay  in  receiving  and  discharging  passengers. 

The  composite  car  is  now  made  35  feet  long,  with  three  sets  of  wheels, 
making  six  to  the  car.  The  wheels  in  the  center  of  the  car  cause  much 
jarring.  Many  cars  have  but  four  wheels,  while  the  new  carriages  on  the 
London  and  Northwestern  are  using  the  American  bogie  truck. 

As  the  carriages  have  no  entrance  at  the  end,  there  is  no  platform  at 
the  ends,  and  the  cars  are  brought  within  3  feet,  6  inches  of  each  other, 
This  space  is  maintained  by  spring  buffers.  Seven  feet  from  the  end  of 
the  car  frame  is  lodged  a  powerful  laminated  steel  spring,  within  the 
frame  and  extending  across  the  full  width  of  the  car.  The  buffing-rods 
are  carried  along  under  the  car  at  each  side  and  bear  upon  the  ends  of 
this  spring  ;  to  the  center  of  this  spring  the  draw  gear  is  coupled.  By 
this  method  the  pull  of  the  train  through  the  central  draw-bar,  and  the 
thrust  of  the  side  buffers  through  the  buffing-rods  is  intercepted  and  ab- 
sorbed, and  no  annoyance  is  caused  passengers  by  cars  being  brought  vio- 
lently together.  The  draw-bar  ends  in  a  hook.  The  coupling  is  made  by 
two  links,  connected  by  a  bar,  with  screw  ends.  In  the  middle  of  this  bar 
another  bar  of  same  diameter  is  joined  at  right  angles  on  the  end  of  which 
is  cast  a   ball  of  iron.    When  the  cars  are  coupled,  by  throwing  the  link 


over  the  opposite  hook,  the  pendant-rod  and  ball  are  then  moved  in  a 
vertical  circle,  which  turns  the  bar  connecting  the  two  links  and  draws 
the  carriages  up  to  a  contact  with  the  spring  buffers.  The  purpose  of  the 
ball  on  the  end  of  the  rod  is  to  insure  it  from  being  raised  and  reversed, 
thus  loosening  the  coupling.  It  is  diflflcult  to  explain  this  coupling  with- 
out illustration.  It  forms  a  simple,  close  coupling,  is  cheap,  light  and 
easily  maintained,  and  is  in  general  use.  This  coupling,  in  connection 
with  the  spring  buffers  is,  to  my  mind,  the  best  feature  of  the  English 
carriage  and  might  be  introduced  with  profit  on  American  coaches.  The 
weight  of  the  English  passenger  carriage  is  from  8  to  15  tons. 

It  is  the  practice  to  run  other  than  passenger  cars  on  a  regular  passen- 
ger train,  such  as  luggage,  brake-van,  hor^e  box,  carriage  truck  and  mail 
carriages.  Eighty-seven  per  cent,  of  the  passenger  cars  are  fitted  with 
power-brakes.  The  superior  construction  of  American  cars  has  lately  been 
demonstrated  in  a  terrible  accident  on  the  l^ortheastern  near  Thrisk,  in 
Yorkshire,  by  which  ten  persons  were  killed  and  many  injured.  In  this 
wreck  the  only  car  which  was  not  completely  demolished  was  of  American 
manufacture. 

FREIGHT  OR  GOODS  WAGfONS. 

The  trains  doing  freight  business  are  known  as  goods  trains  and  a  variety 
of  cars  are  used  in  this  service.  The  goods-train  stock  comprises  platform 
wagons,  (called  lories)  open  and  box  wagon,  covered  goods  wagon,  cattle 
wagon,   sheep  wagon,   coal,  coke,  fish,  powder,  lime  and  salt  wagons,  etc. 

But  little  change  has  been  made  in  the  method  of  constructing  goods- 
wagons  since  the  first  design  by  George  Stephenson.  The  only  material 
change  is  in  the  lories,  which  are  now  made  with  removable  sides  and 
ends.  The  majority  of  goods  wagons  are  open  and  a  tarpauling  is  used 
to  shelter  the  goods.  The  wagons  are  light,  weighing  from  5  to  5i  tons, 
with  capacity  of  from  7  to  10  tons.  ISo  solid  cast-iron  wheels  are  used  on 
any  cars,  but  the  best  quality  of  built  up  wheels,  with  steel  tires,  are 
used.  The  goods  wagons  have  but  four  wheels  and  are  sometimes  fitted 
with  spring  buffers,  the  same  as  passenger  carriages.  INo  power  bralce  is 
used  on  goods  trains,  and  the  only  brake  provided  is  a  side  lever  bralce, 
to  be  used  to  control  cars  when  shunting.  The  goods  train,  therefore,  is 
controlled  by  the  locomotive  and  rear  brake-van.  No  brakeman  is  per- 
mitted or  needed  on  the  cars  while  train  is  in  motion,  and  hence  tlie  loss 
of  life  by  falling  from  cars  is  reduced  to  a  minimum. 

The  coupling  is  performed  with  a  coupling  stick.  This  stick  is  made 
with  an  iron  hook  in  the  end.  The  operator  hooks  this  stick  into  the 
coupling  link,  rests  his  pole  on  the  buffer  rod,  which  makes  the  coupling 
easy  and  safe.  In  order  to  encourage  the  staff  in  the  use  of  shunting 
poles,  the  companies  olTer  prizes  to  be  competed  for  yearly  by  foremen,  goods 
guards,  brakesmen,  yardsmen,  shunters  and  porters,  employed  in  shunting 
wagons.  Tlic  prizes  vary  from  5  to  2")  dollars,  and  are  earnestly  com- 
peted for. 
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Ttie  cost  of  maintenance  of  open  wagons  is  much  in  excess  of  that  of 
l30X  or  covered  wagons,  heing  about  7  to  10  per  cent,  of  the  first  cost  for 
■open  wagons,  against  4  per  cent,  for  box  wagons.  It  is  thought,  however, 
that  owing  to  the  short  haul  the  advantage  in  loading  and  unloading  and 
from  open  wagons  is  greater  than  the  additional  charge  for  maintenance. 
In  loading  open  wagons  a  frame  is  generally  placed  in  the  bottom,  upon 
-which  the  goods  are  loaded,  and  the  whole  covered  with  a  tarpauling. 
Upon  arrival  at  its  destination,  the  car  is  run  under  a  crane  and  the 
frame,  caught  by  the  four  corners,  is  lifted  with  its  load  and  transferred 
to  a  platform  or  team-wagon.  This  obviates  the  necessity  of  liandling  the 
goods  and  greatly  facilitates  business. 


ACCIDENTS. 

The  following  table  number  4  shows  the  distribution  of  men  to  the 
various  departments  of  railways  in  the  United  Kingdom  and  the  number 
of  fatal  accidents  and  injuries  to  each  class.    Total  miles,  19,138. 


Number 
employed. 

Number  killed 
or  injured. 

Population  to  the 
number  employed. 

Killed. 

Injured. 

Killed. 

Injured. 

Station  masters 

6,953 
10,1188 
54,273 

3,070 
15, 180 
38,808 

5.922 
14,804 

5.22« 

5.033 
21,153 
28,904 

2,410 
64,802 
109,050 

3 

56 
136 
5 
31 
70 
37 
32 
3 
8 
14 
41 

15 
528 
129 
4 
357 
438 
400 
414 

21 
104 

28 

120 

9 

25 
569 

1  in  2,318 
1  "      179 
1   "      399 
1  '■      614 
1   "      489 
1   "      554 
1   "      160 
1  "      462 
1   "  1,742 
1   "      629 
1    "  1.511 
1  "      705 

1  In     463 

Brakemen  ami  guards      

\  ; 

19 

420 

Gate-keeper 

767 

43 

Shunters .             

15 

36 

249 

Pass  guards.              

48 

755 

Laborers. 

241 

Ticket  collectors*           .... 

268 

10 
103 

1   ".6,480 
1    "  1.059 

2.592 

Other  classes .        

192 

381.626 

549 

3.161 

1  in     695 

1  in     121 

*  Ticket  collectors  do  not  ride  on  train. 

The  employes  killed  and  injured  in  coupling  and  uncoupling  cars  is  com- 
paratively small,  being  160  killed  and  1,671  injured  for  year  1891. 

The  returns  made  by  the  railway  companies  show  that  79  persons  were 
killed  and  6,440  injured  whilst  on  the  premises,  or  employed  in  the  work- 
shops or  warehouses  or  in  loading  goods  in  goods  yards,  of  whom  54  killed 
and  5,995  injured  were  servants  of  companies  or  contractors.  As,  however, 
these  casualties  cannot  be  properly  considered  to  have  occurred  in  the 
■course  of  working  of  railways,  the  figures  have  not  been  taken  into  con- 
sideration in  estimating  the  danger  of  railway  operation. 

The  number  of  deaths  chargable  to  train  service  is  12,  with  1")4  injured. 
The  total  number  of  persons  killed  and  injured,  including  passengers, 
servants  and  tresspassers,  is  1,168  killed  and  ."),060  injured.  As  all  injuries 
of  the  most  trivial  character  are  noted,  the  injury  list  does  not  signify 
the  amount  of  damage. 
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During  the  year  1891  there  were  845,463,668  passengers  carried  beside 
the  regular  season  ticlcet  holders.  Of  this  number  all  but  1,1  ]5  were  car- 
ried without  accident,  and  but  5  of  this  number  were  killed  from  causes 
beyond  their  own  control.  The  proportion  of  passengers  killed  from  all 
causes  was  1  in  8,208  385;  passengers  injured  from  all  causes,  1  in  524,481; 
the  number  of  passengers  killed  from  causes  beyond  their  own  control  was 
as  1  to  169,092,733.  _  This  showing  is  the  best  ever  made.  For  the  year 
1881,  the  proportion  was  1  in  27,050,435,  the  decrease  of  accident  being 
regular  during  the  decade.  The  number  of  train  accidents  shows  a  regular 
decrease  from  161  in  1875  to  68  in  1891.  Of  these  68  accidents  6  were  due 
to  imperfect  permanent  way  and  works;  4  due  to  defective  equipment; '15 
from  trains  entering  stations  at  too  great  speed;  three  due  to  collisions  on 
same  track;  4  due  to  collisions  at  junctions;  25  due  to  collisions  within  fixed 
signals  at  stations;  4  to  trains  being  turned  into  wrong  track  by  signal 
man,  and  4  due  to  accidents  on  inclines. 

The  Statistics  dating  from  1879  to  1891,  inclusive,  show  that  no  acci- 
dents are  chargeable  to  collisions  at  level  crossings  of  two  railways.  The 
question  of  signaling  level  crossings  of  two  railways  is  referred  to  under 
Signaling,  and  it  will  be  observed  that  derails  are  not  used  in  high  speed 
routes  for  the  protection  of  the  crossing.  The  more  elaborate  method  of 
blocking  trains  at  a  distance  from  the  crossing  furnishes  an  effective 
method  of  protection.  Of  the  servants  killed,  115  were  killed  while  walk- 
ing on  the  permanent  way  and  146  were  killed  while  crossing  tracks. 

It  will  be  observed  from  these  figures  that  the  fatality  attendant  upon 
railway  travel  and  operation  is  much  less  in  Great  Britain  than  in  the 
United  States,  and  that  the  ratio  of  number  killed  to  the  number  travel- 
ing shows  a  noticeable  improvement  in  the  safe  transportation  of  passen- 
gers. While  all  departments  of  the  service  have  been  guarded  with  more 
vigilance  each  year  the  rapid  improvement  of  the  signaling  may  be  justly 
credited  with  the  greatest  protection  in  travel,  and  it  is  to  the  frequent 
and  dense  fogs  which  occur  in  England  that  many  accidents  are  directly 
traceable,  and  so  long  as  this  trouble  exists  it  will  be  impossible  to  con- 
tinue the  high  speed  of  trains  without  occasional  accidents.  The  public 
requires  fast  service  and  it  is  remarkable  that  in  the  carrying'  of  169,000.000 
passengers  but  one  is  killed  from  causes  beyond  his  own  control.  High 
praise  is  due  the  careful  servant  and  the  excellent  works  provided  for  the 
safe  transportation  of  the  millions. 

C'ONC^LUSION. 

I  have  given  no  details  of  the  train  service  as  this  is  easily  found  in  a 
"Bradshaw"  or  in  any  of  the  voluminous  time-tables  of  the  various  com- 
panies. 

The  service  is  excellent  as  it  is  the  practice  to  run  frequent  trains,  with 
special  cars  for  principal  stations  on  the  run.  As  no  conductor  or  train 
man  is  accessible  in  transit,  the  passenger  must  keep  watch  for  the  sta- 
tion which  is  his  destination,  and  much  trouble  is  experienced  by  persons 
unfamiliar  with  the  railwav.     Tiic  name  of  station  is  called  1>v  guard  and 
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porters  after  the  train  has  stopped,  and  as  the  call  is  generally  not  plain 
enough  to  he  under.stood  through  the  closed  doors  of  the  carriage,  passen- 
gers are  frequently  carried  by  their  destination.  The  average  speed  of 
trains  is  greater  in  Great  Britain  than  in  America.  The  trains  are  much 
lighter  and  more  frequent. 

Through  the  kindness  of  officials  I  was  able  to  visit  the  principal  works 
and  plants  for  the  manufacturing  of  signal  appliances,  and  my  observa- 
tions have  convinced  me  of  the  thorough  manner  In  which  each  part  is 
constructed.  The  regulations  of  the  signal  department  call  for  the  most 
advanced  practice,  and  no  expense  is  spared  to  obtain  the  best.  The  prac- 
tice of  seeking  only  the  best,  regardless  of  cost,  has  led  to  some  refine- 
ments, the  usefulness  of  which  may  well  be  questioned.  The  practice  also 
tends  to  an  unnecessary  amount  of  material  making  the  work  heavy.  And 
while  the  system  now  in  use  on  English  roads  is  more  complete  than  may 
be  found  on  American  roads,  I  am  of  the  opinion  that  our  machinery  and 
methods  of  signalling,  is  in  some  respects  in  advance  of  the  English,  and 
that  the  chief  difference  between  English  and  American  practice  lies  in 
the  expenditure  of  money  and  the  extension  of  the  system  to  cover  all 
points.  The  system  of  signalling  now  being  introduced  on  American  rail- 
ways is  in  many  respects  superior  to  the  system  and  machinery  used  in 
England.  We  accomplish  better  results  with  less  expenditure  of  time, 
money  and  labor,  and  it  will  be  found  that  on  such  railways  or  portions 
of  railways  in  the  United  States  where  our  best  system  of  block  signals  and 
interlocking  is  in  service,  that  the  protection  of  brains  is  more  fully  pro- 
vided for  than  by  any  system  used  in  Great  Britain. 

Our  necessity  now  is,  therefore,  extension  of  this  practice  rather  than 
the  invention  of  a  practice. 

The  railway  manager  of  to-day  realizes  this  as  a  live  question  of  man- 
agement, and  the  growth  of  signalling  is  now  rapid,  and  is  only  limited 
by  the  treasury. 

I  am  under  many  obligations  to  many  railway  officials  of  Great  Britain 
for  the  universal  courtesy  and  kindness  to  me.  Manager  Mercinden,  of  the 
Engineering  Department  of  the  Board  of  Trade,  and  Sir  Henry  Oakley, 
General  Manager  of  the  Great  Northern,  gave  me  such  introduction  and 
assistance  as  enabled  me  to  visit  all  important  points. 
Very  respectfully, 

Charles  Hansel. 

Consulting  Engineer. 
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No.  2. 
PETITION  TO  DETERMINE  PLACE  OF  CROSSING. 


ST.  LOUIS  &  EASTERN  RAILWAY  CO., 

Petitioner, 
vs. 

TOLEDO.  ST.  LOUIS  &  KANSAS  CITY  RAILROAD  CO., 

Eespo7ident. 


OPINION  OF  COMMISSION. 


'Opinion  by  Phillips,  Commissioner: 

This  is  an  application  of  the  St.  Louis  &  Eastern  Railway  Company  for 
leave  to  cross  with  its  proposed  track  the  track  of  the  Toledo,  St.  Louis 
&  Kansas  City  Railroad  Company  at  a  point  about  three-quarters  of  a 
mile  east  of  the  station  called  Peters,  in  Madison  county,  Illinois.  Re- 
spondent resists,  alleging  that  a  crossing  at  the  point  proposed  by  peti- 
tioner will  "unnecessarily  impede  and  endanger  the  travel  and  transporta- 
tion" upon  respondent's  road. 

Respondent,  however,  offers  to  allow  a  crossing  at  the  point  proposed, 
provided  petitioner  will,  at  its  own  expense,  set  up  and  maintain  inter- 
locking at  such  crossing;  or  it  offers  to  permit  petitioner  to  cross  without 
interlocking  at  a  point  a  little  over  a  half  mile  further  west  than  the 
place  proposed.  Petitioner  declines  both  these  offers  and  insists  upon  the 
crossing  proposed  without  interlocking. 

Respondent  alleges  in  its  answer  "that  the  proposed  crossing  is  at  the 
foot  of  a  working  grade  of  from  thirty-flve  to  forty  feet  to  the  mile;  that 
the  result  of  such  crossing  will  be  to  compel  all  trains  upon  the  Toledo, 
St.  Louis  &  Kansas  City  Railroad  to  stop  at.  the  foot  of  such  grade,  and 
thereby  lose  the  momentum  necessary  to  carry  trains  of  ordinary  size  over 
such  grade;"  that  a  crossing  at  this  point  will  necessitate  diminishing  the 
train  load  on  respondent's  road  by  several  cars,  thus  increasing  the  ex- 
pense of  operation,  as  well  as  delaying  and  interfering  with  traffic ;  and 
that  its  management  had  already  decided  upon  a  change  of  grade  at  the 
proposed  point  of  crossing,  rendered  necessary  in  the  economical  operation 
of  its  road,  which  road,  it  is  alleged,  is  in  the  course  of  being  recon- 
structed, this  grade  being  among  the  last  to  be  changed. 

The  evidence  on  which  we  are  asked  by  petitioner  to  order  this  crossing 
is  meagre  and  unsatisfactory.  Two  witnesses  testified  for  complainant, 
stating  in  terms  (without  objection)  that  a  crossing  at  the  point  proposed 
"would  not  unnecessarily  impede  or  endanger  the  travel  and  transporta- 
tion upon  respondent's  road,""  and  this  general  conclusion  was,  in  a  man- 
ner, supported  by  I'ui'ther  expert  theoretical  testimony  given  by  the  same 
witnesses. 

The  testimony  does  not  inform  us  as  to  the  actual  state  of  traffic  on 
respondent's  road,  liow  many  and  what  kind  and  weiglit  of  trains  it  runs, 
or  any  other  of  the  many  specitic  facts  which  might  reatlily  have  been 
made  the  subject  of  observation  and  have  been  put  before  the  Commission. 
Neither  did  any  witness  who  had  had  actual  experience  in  handling  en- 
;gines,    or   in    hauling   trains   over  grades   of  this   kind,  testify  before  us. 
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We  confess  to  some  prejudice  in  favor  of  the  notion  that  the  best  way  to 
prove  how  the  running  of  freight  trains  is  affected  by  the  grade  at  the- 
point  of  proposed  crossing,  and  what  freight  locomotives  can  haul  there, 
and  what  speed  and  "momentum"  must  be  acquired  at  that  point  to  in- 
sure the  ascent  of  the  grade  eastward,  would  be  to  show  what  is  actually 
done  by  the  freight  trains  that  daily  pass  this  point  and  ascend  this 
grade.     ISTo  evidence  on  this  line  was  offered. 

The  expert  testimony  offered  by  complainant  was  controverted  by  the 
chief  engineer  of  respondent,  whose  testimony  substantially  and  verv  plaus- 
ibly supports  the  objections  to  this  crosseng  stated  in  the  answer  of 
respondent. 

The  petitioner  held  the  burden  of  proof  and  ought  to  have  made  clear,, 
by  a  preponderance"  of  the  evidence,  the  fact  that  this  crossing  will  not 
unnecessarily  impede  and  endanger  respondent's  traffic.  This  could  not 
be  done  by  witnesses  swearing  to  that  condusion  in  terms  as  they  did. 
The  general  conclusion  as  to  the  propriety  of  the  crossing  is  for  the 
Commission,  not  for  witnesses.  Actual  facts  should  have  been  placed 
before  us  on  which  we  could  judge. 

The  railroad  first  upon  the  ground  gains  important  rights  by  the  fact 
of  its  presence.  The  use  of  its  line  ought  not  to  be  lightly  interfered 
with.  It  was  undoubtedly  in  part  the  object  of  the  Act  of  1889,  while 
insuring  safety  to  persons  and  property  transported,  to  protect  established 
companies  in  the  enjoyment  of  their  rights.  One  way  of  arriving  at  the 
propriety  of  a  proposed  crossing  would  be  to  consider  whether  the  line  to 
be  crossed  would  have  been  built  as  it  is  as  respects  grades,  curves,  etc., 
had  those  building  it  known  a  crossing  was  to  be  made  in  the  place  pro- 
posed. Such  a  test  might  not  be  decisive,  but  is  worthy  of  consideration 
in  every  case. 

The  Act  of  1889  took  away  the  arbitrary  power  of  new  roads  to  locate 
crossings  at  will;  and  its  effect  is  to  put  upon  them  the  burden  of  showing 
that  the  crossing  will  not  "unnecessarily'"  impede  and  endanger  the  travel 
and  transportation  upon  the  road  crossed.  They  should  point  the  Com- 
mission a  clear  way  to  order  the  crossing  desired  with  proper  regard  to 
existing  rights  and  uses.  This  we  cannot  say  has  been  done  in  the  case 
before  us.  Giving  due  force  to  the  testimony,  the  question  remains  in 
serious  doubt. 

In  this  case  It  appears  from  an  unchallenged  estimate  that  the  in- 
creased expenses  of  placing  the  crossing  at  the  point  a  haif  mile  further 
west,  as  contended  for  by  respondent,  would  be  only  $8,594;  unless  peti- 
tioner should  be  obliged  to  purchase  nine  acres  of  ground  between  its 
right  of  way  and  the  creek  on  the  south,  in  which  case  the  cost  would  be 
increased  to  1^10,844,  estimating  this  land  at  $250  per  acre,  which  is,  it 
seems  to  the  Commission,  a  very  liberal  if  not  extravagant  allowance. 
Thus,  we  see,  the  change  contended  for  by  respondent  does  not  involve  a 
large  outlay  by  petitioner;  and  we  are  unwilling  to  permanently  obstruct 
or  cripple  an  established  line,  or  to  take  a  serious  chance  of  doing  so, 
where  the  expenditure  of  a  few  thousand  dollars  will  remove  all  objections. 
The  petitioning  company  acquired  no  equities  in  the  proposed  crossing 
by  prematurely  grading  its  road  to  the  point.  The  correspondence  sub- 
mitted shows  the  officers  of  respondent  never,  expressly  or  hy  any  fair 
implication,  consented  to  the  crossing  unless  petitioner  would  interlock  it 
in  the  manner  stated  in  the  form  of  contract  submitted  by  them.  This 
is  not  a  case  like  that  of  the  Chicago,  Madison  and  Northern,  wliere  the 
right  of  way  was  acquired  and  eighty  per  cent,  of  the  work  done  before 
this  crossing  law  was  passed.  If  petitioner,  with  the  law  before  it,  and 
without  either  an  order  of  the  Commission  or  the  consent  of  respondent, 
chose  to  srade  its  road  for  a  crossing,  it  did  so  on  its  own  responsibility, 
and  at  its  own  peril. 

Under  the  evidence  as  it  stands  before  us,  we  are  unable  to  tind  that 
a  crossing  in  the  place  proposed  will  not,  in  the  language  of  the  Act, 
"unnecessarily  impede  or  endanger  the  travel  or  transportation  upon  the 
railway  crossed." 
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It  is  therefore  decided  and  ordered,  that  the  petitioner,  the  St.  Louis 
&  Eastern  Railway  Company,  liave  leave,  and  it  is  hereby  empowered,  to 
cross  with  its  track  the  main  line  and  track  of  the  Toledo,  St.  Louis  & 
Kansas  City  Railroad  Company  at  grade  at  a  point  in  the  IST.  E.  quarter 
of  the  IS".  W.  quarter  of  Section  4,  Town  3,  North  range  8.  West  of  the 
3rd  P.  M.,  2,940  feet  west  of  the  point  named  for  said  crossing  in  the 
petition  filed  in  this  case. 

The  point  crossing  hereby  established  is  marked  by  the  letter  "B"  upon 
the  plat  submitted  by  petitioner  and  now  with  the  flies  in  this  cause,  to 
which  plat  reference  is  hereby  made  for  greater  certainty. 

It  is  ordered  that  petitioner  pay  all  costs  and  expenses  of  the  Com- 
mission incurred  under  its  petition. 

Springjfield,  Illinois,  January  7,  1891, 


No.  3. 

COWLES  &  McKEE, 

Complainants, 
vs. 
CHICAGO,  ROCK  ISLAnD  &  PACIFIC   RY.  CO., 

BespOAdent. 

EXTORTION. 


Filed  May  9,  1891. 

Hearing  at  Chicago,  July  29,  1891. 

Decision  rendered  October  7,  1891. 


OPINION    OF  COMMISSION. 


Opinion  by  Phillips,  Chairman  : 

The  object  of  this  complaint  is  to  correct  alleged  extortionate  charges 
for  the  switching  of  cars  in  Chicago.  It  is  alleged  the  defendant,  in  Jan- 
uary, 1891,  put  into  effect  a  switching  tariff  between  junction  points  and 
the  industries  upon  its  line,  by  which  the  charge  for  switching  loaded 
cars  between  44th  and  22d  streets  was  made  four  dollars  per  car.  the 
distance  being  under  three  miles,  thus  exceeding  the  maximum  switching 
charge  for  a  three  mile  haul  fixed  by  the  Commission.  It  is  furtlier 
alleged  speciflcally  that  on  May  2d,  1891,  car  No.  6824  loaded  with  oats 
was  delivered  by  the  Atchison  Company  to  defendant  to  be  svvitclied 
from  44th  street  to  complainants'  elevator,  located  at  22(1  street,  the  dis- 
tance being  about  13,700  feet,  which  car  respondent  refused  to  switch 
unless  four  dollars  were  first  paid  for  the  service,  and  that  a  tend'M-  of 
two  dollars,  the  maximum  rate,  was  made  to  tiie  local  agent  of  respDiid- 
ent  which  he  declined  to  receive,  compelling  c()iui)laiiiaiits  to  pay  tour 
dollars. 

The  switching  schedule  referred  to  in  the  petition  does  on  its  lace 
provide  rates  for  switching  in  excess  of  the  maximum  rate  tlxed  by  the 
Commission,  which  latter  is  two  dollars  per  car  foi-  a  distance  not  exceed- 
ing three  miles.     This    maxiinum.    Ilxed    li\     the    ( 'oniinission,    is  ina;le  by 
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law  prima  fade  a  reasonable  rate,  and  any  compan}'  which  charges  more 
must  assume  the  burden  of  showing  in  defense,  when  prosecuted  for 
extoriion,  that  the  maximum  fixed  by  the  Commission  is  unreasonable, 
and  therefore  not  legal  and  binding.  If  a  company  can  show  this  to  the 
satisfaction  of  jury  and  court,  It  can  defeat  the  Commissioners'  schedule. 
It  must,  however,  be  noted  that  no  prosecution  lies  against  a  railroad 
company  for  the  simple  act  of  making  an  improper  schedule,  or  a  schedule 
higher  than  the  maximum  fixed  by  the  Commission.  Only  over  acts  done, 
and  specific  charges  demanded,  or  received,  on  actual  shipments,  can 
avail  as  evidence  in  a  prosecution  for  extortion.  We  might,  and  no  doubt 
would  admonish  a  company  we  saw  preparing  to  make  illegal  charges, 
but  could  not  prosecute  before  it  had  done  the   act. 

Respondent,  to  the  allegation  concerning  the  issuing  of  this  tariff,  says 
It  was  not  intended  to  make  a  schedule  in  defiance  of  the  Commission- 
ers' authority;  and  certain  explanations  are  given  in  regard  to  objection- 
able portions  of  the  schedule  which  will  appear  from  the  discussion 
further  on. 

The  important  and  particular  allegation  of  the  complaint  concerns  car 
No.  (J824  for  the  switching  of  which  from  -14th  to  22d  street  it  is  alleged 
four  dollars  was  demanded,  the  distance  being  under  three  miles.  This 
allegation,  if  proved,  would  ground  a  prosecution  for  extortion.  Upon 
this  allegation  evidence  was  heard,  and  this  evidence  shows,  conclusively, 
that  while  the  expense  bill  was  made  upon  this  car  as  from  the  44th 
street  yard  of  respondent,  the  car  was  in  fact  received  by  respondent  at 
and  transported  by  it  from  its  51st  street  yard,  which  latter  yard  it  is 
conceded  is  more  than  three  miles  from  the  complainants'  warehouse. 
The  car  was  taken  to  the  yard  at  51st  street  by  the  Atchison  engineer, 
as  he  himself  testified  without  contradiction,  and  there  delivered  to  re- 
spondent. But  it  is  said,  in  passing  to  this  yard,  the  car  came  upon  a 
track  of  respondent  at  a  point  nearer  than  three  miles  to  complainants' 
warehouse  at  22d  street:  and  it  is  therefore  insisted,  that  only  the  dis- 
tance from  such  nearer  point  to  the  warehouse  ought  to  be  considered  in 
determining  the  length  of  the  haul.  This  latter  position  we  will  now  ex- 
amine. 

It  is  contended  that  the  establishment  and  operation  of  different  j^ards 
by  respondent  in  the  city  of  Chicago  as  distributing  points  for  different 
classes  of  freight  and  cars  is  a  measure  taken  merely  for  the  convenience 
of  the  company  to  enable  it  to  handle  its  business  more  economically  and 
effl'-iently.  and  that  since  it  is  possible  for  the  company -to  deliver  cars 
from  the  point  on  its  trade,  nearest  the  destination  to  which  the  car  first 
comes,  that  point  should  be  taken  as  the  place  from  which  to  measure 
the  length  of  the  haul  rather  that  the  dist  ibutlng  yard  to  which  the  car 
may  go  in  pursuance  of  the  regulations  of  the  c  -mpany. 

In  this  view  of  complainants  we  are  unable  to  concur.  It  does  not  seem 
to  the  Commission  unreasonal)le  that  a  railway  company  doing  a  large 
business  in  a  large  city  should  establish  distributing  points  for  the  differ- 
ent classes  of  freight  or  cars  which  it  hauls.  Such  an  arrangement  would 
indeed  seem  to  i.e  imperatively  demanded  by  good  railroad  practice.  It 
is  shown  that  complainant  handles  daily  in  Chicago  about  2,000  cars. 
Without  a  methodical  system  of  transporting  these  cars  it  woul  I  be  dil^- 
cult,  if  not  impossible,  for  respondent  to  transact  its  business.  Therefore 
upon  this  point  we  must  hoi  i  the  contention  of  complainants  and  their 
counsel  not  to  be  sound. 

If  it  were  shown  by  the  proof  that  a  car  was  received  by  the  company 
at  a  point  nearer  than  three  miles  of  its  destination,  and  that  such  car 
was  actually  hauled  by  respondent  direct  to  its  destination,  a  distance  of 
less  than  three  miles,  then  the  mere  fact  that  the  company  may  have  a 
distributing  point  farther  aw;iy  to  which  the  car  might  liave  gone,  would 
not  justify  the  company  in  ciiarging  for  the  longer  distance  from  this  dis- 
tributing yard  which  was  not  in  fact  traversed;  and  if  such  a  charge  were 
made,  it  would  constitute,  if  above  the  fixed  maximum,  a.  prima  facie  case 
of  extortion.  Such  a  case  was  not  made  by  the  proofs  under  this  com- 
plaint. 
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A  large  number  of  other  switching  bills  were  placed  before  the  Commis- 
sion at  the  hearing,  though  not  set  forth  in  the  complaint.  Many  of 
tl  ese,  like  the  bill  of  car  No.  6824,  purpt  rt  to  show  a  haul  from  44th  to 
22cl  street;  others  from  16th  to  22d  street,  and  perhaps  others  show  hauls 
between  other  points,  all  less  than  three  miles.  The  officers  of  respond- 
ent in  explanation  of  these  bills  testified  to  facts  tending  to  show  the 
actual  hauls  made  may  have  been,  and  probably  were,  different  from  those 
stated  upon  the  face  of  the  bills.  It  was  shown  the  clerk  who  makes  the 
bills  for  switching  is  liable  not  to  know  when  he  write*  them  where  the 
car  was  transported  from  ;  that  the  regular  course  of  business,  as  regard 
cars  to  be  delivered  to  industries  such  as  complainants'  warehouse,  would 
be,  even  though  the  cars  were  received  at  16th  or  44th  street,  to  transfer 
them  to  the  distributing  yard  at  51st  street,  from  which  they  would  be 
switched  to  the  destination;  and  that  the  economical  and  proper  manage- 
ment of  respondent's  business  imperatively  requires  that  this  method 
should  be  puisued.  The  expense  bills  might  therefore  show  16th  street, 
or  44th  street,  when  in  fact  the  initial  point  of  the  switching  service  was 
the  yard  at  51st  street,  and  the  billing  clerk  might  use  in  the  bill  the 
name  of  the  yard  into  which  the  car  first  came. 

This  testimony  as  to  the  course  of  business  pursued  by  respondent  is 
strongly  corroborated  by  what  we  know  took  place  In  the  case  of  car  6824 
mentioned  in  the  complaint.  The  service  in  switching  this  car  was  de- 
scribed in  the  expense  bill  as  a  haul  from  44th  to  22d  street,  but  the  car 
was  in  fact  placed  by  the  company  bringing  it  to  Chicago  in  respondent's 
51st  street  yard,  and  was  there  received,  and  from  there  switched  by  re- 
spondent. 

The  officers  of  respondent  took  the  numerous  bills  of  other  cars  pre- 
sented and  have  made  a  statement  to  us  regarding  a  small  number  of 
them  which  they  were  able  to  trace,  showing  that  like  car  6824  the  actual 
haul  was  over  three  miles.  Shipments  shown  by  a  large  number  of  other 
bills,  they  report  they  were  unable  to  trace. 

We  must  not  be  understood  to  hold  that  a  railway  company  may  make 
arbitrary  and  oppressive  arrangements  with  reference  to  the  distribution 
and  delivery  of  cars.  In  adopting  methods  of  business  the  law  would  re- 
quire that  the  convenience  and  accommodation  of  the  public  should  forrn^ 
a  chief  object.  Arrangements  needlessly  oppressive,  having  in  view  only 
increased  revenue,  neither  justified  by  the  company's  necessity,  nor  required 
by  the  public  good,  would  certainly  be  illegal.  In  the  case  before  us  we 
do  not  pass  upon  the  propriety  of  respondent's  distributing  yards  and 
methods  in  general.  What  we  say  is  that  a  company  may  legally  system- 
atize Its  business;  and  there  is  nothing  before  us  in  this  case  which  proves 
that  respondent  in  doing  so  has  acted  oppressively. 

Being  satisfied  that  if  all  the  facts  before  us  were  taken  into  court  a 
prosecution  for  extortion  would  not  be  sustained,  we  are  constrained  to 
dismiss  the  complaint;  but  by  this  actii  n  it  must  not  be  understood  we 
recede  from  our  established  maximum  rate  for  switching,  or  that  we  shall 
shrink  from  testing  this  rate  by  a  prosecution,  when  a  case  shall  be  shown 
to  have  arisen  under  it. 

The  complaint  will  be  dismissed. 

Adopted  by  the  commission,  October  7,  1891.. 
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No.  4. 
LEAVE  TO  CROSS 


THE  JACKSONVILLE,  LOUISA  ILLE  &  ST.  LOUIS  RAILWAY  CO. 

Petitioner. 

vs. 

THE  WABASH  RAILROAD  CO., 

Bespondent. 


PETITION  NO.  6,  FOR  LEAVE  TO  CROSS. 


Petition  filed  Jidy  18,  1891. — Answer  filed  July  29^  1891. — Crossing  viewed  July 
SO,  1891— Hearing  September  7,  1891.— Opinion  filed  and  ordered  entered 
October  SS,  1801. 


OPINION  OF  COMMISSION. 


By  Phillips,  Chairman: 

This  is  a  petition  by  the  Jacksonville,  Louisville  &  St.  Louis  Railway 
Company  for  leave  to  cross  with  its  track  the  main  track  of  the  respond- 
ent, just  north  of  the  city  of  Litchtleld,  in  Montgomery  county.  A  cross- 
ing at  the  point  proposed  is  resisted  by  respondent  upon  the  ground: 

1.  That  petitioner  does  not  show  such  ownership  or  interest  in  the  St. 
Louis  &  Chicago  Railway,  which  it  operates,  as  entitles  it  to  ask  for  the 
crossing:  that  its  only  interest  is  held  under  contract  with  a  receiver  which 
may  terminate  at  any  time,  and  will  surely  terminate  when  the  receiver's 
functions  are  performed  and  he  is  discharged. 

2.  That  the  statute  of  1889,  under  which  the  Yjroceeding  is  begun,  was 
intended  to  meet  the  case  of  new  lines  of  road  only,  and  that  a  crossing 
sought  by  an  old  company  in  merely  changing  the  location  of  its  lines  is 
not  within  the  purview  of  the  statute. 

3.  That  petitioner  shows  no  public  necessity  demanding  the  crossing,  but 
merely  seeks  to  secure  its  own  convenience. 

Such,  in  substance,  is  our  understanding  of  the  points  made  by  respondent. 

After  carefully  considering  the  evidence  and  suggestions  of  counsel,  we 
have  arrived  at  the  conclusion  that  the  order  for  tiie  crossing  should  be 
granted.  In  doing  this,  we  do  not  judicially  determine  the  questions  that 
have  been  made  by  respondent.  Not  being  a  court  for  that  purpose,  we 
would  be  unable  to  make  any  adjudication  of  the  questions  presented  whi  h 
would  le  binding  upon  the  parties.  The  ordei'  which  we  grant  in  the  case 
is  merely  preliminary  and  determines  nothing  except  the  propriety  of  the 
crossing  as  affecting  the  safety  and  convenience  of  the  public.  In  other 
words,  the  power  we  exercise  as  a  Ccmmission  is  (  ne  of  police  regulation 
only.  We  do  not  determine  constitutional  rights,  or  ctnstrue  statutes  or 
laws  affecting  the  building  of  railroads  in  general.  All  the  questions  that 
are  here  sought  to  be  made,  can  be  made  in  a  court  competent  tc  decide 
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them,  when  the  petitioning  company  goes  into  court  to  condemn  its  right 
of  way  across  the  right  of  way  of  respondent.  There  it  can  be  determined 
judicially  whether  the  petitioner  has  such  an  interest  as  entitles  it  to  seek 
this  crossing,  and  it  can  there  also  be  determined  whether,  in  case  it  is 
found  to  have  such  an  interest,  it  is  otherwise  in  an  eligible  position,  wliich 
involves  the  other  points  made.  As  a  mere  matter  of  police  regulation,  we 
are  not  able  to  see  that  there  is  such  impropriety  in  this  crossing  as  would 
justify  its  denial,  particularly  in  view  of  the  fact  that  the  petitioning  com- 
pany proposes  to  interlock  the  new  crossing  with  suitable  appliances,  and 
maintain  and  operate  the  interlocking  plant  without  expense  to  respondent. 
All  the  Jacksonville,  Louisville  &  St.  Louis  traffic  that  would  pass  this 
proposed  crossing,  now  passes  over  respondent's  line  at  another  point  where 
there  is  no  interlocking,  and  where  trains  consequently  must  stop. 

It  is  therefore  ordered  that  the  petitioner,  the  Jacksonville,  Louisville 
&  St.  Louis  Railway  Company,  have  leave  to  cross  with  its  track  the  track 
of  the  respondent  company  at  the  point  designated  in  its  petition,  to-wit: 
ISTine  thousand  seven  hundred  and  ten  (9710)  feet  north  of  the  center  of  the 
present  crossing  of  petitioner's  track  and  the  track  of  respondent,  south  of 
the  city  of  Litchfield,  Montgomery  ccmnty,  Illinois,  upon  condition,  how- 
ever, that  the  said  Jacksonville,  Louisville  &  St.  Louis  Railway  Company 
will,  at  its  own  expense,  construct,  place  in  position,  maintain  and  operate 
at  said  crossing  an  interlocking  machine  such  as  may  be  designated  and  ap- 
proved by  this  Commission. 

It  is  further  ordered  that  the  petitioning  company  pay  all  costs  and  ex- 
penses of  this  proceeding. 

Adopted  by  the  Commission  October  23,  189L 


No.  5. 
PROTECTION  OF  CROSSiNG. 


THE  CHICAGO  AND  ALTON  RAILROAD  CO., 

Petitioner, 
vs. 

THE    ILLINOIS    CENTRAL    RAILROAD    CO.    and    THE    WABASH 
RAILROAD  CO.,  Besponclents. 


PETITION   NO.    6,    PROTECTION    OF    CROSSINGS    AT   PADUCAH 
JUNCTION. 


OPINION  OF  THE  COMMISSION. 


By  Phillips,  Ghairman. 

This  is  a  petition,  tiled  under  the  interlocking  act  of  1891,  by  the  Chi- 
cago &  Alton  Railroad  Company.  The  Wabash  Railroad  Company  and  the 
Illinois  Central  Railroad  Company  are  made  defendants  in  the  petition. 
The  prayer  of  the  petition  is  that  tliis  Commission  will  order  the  crossing 
of  the  main  tracks  of  the  three  companies  named,  at  what  is  called 
Paducah  Junction,  near  Pontiac,  in  the  county  of  Livingston,  to  be  inter- 
locked. 
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The  companies  all  agree  that  the  crossing  in  question  is  a  proper  one 
for  interlocking  under  the  statute,  and  that  the  Commission  may  desig- 
nate the  device  to  be  used.  They,  however,  widely  disagree  as  to  the 
basis  on  which  the  cost  of  the  interloclcing  and  the  expense  of  its  future 
maintenance  and  operation  shall  be  apportioned  among  the  companies. 

The  tracks  of  the  several  companies  at  this  place  are  so  located  as  to 
form  a  triangle,  each  road  crossing  the  other  two,  thus  forming  three 
distinct  main  track  crossings,  ranging  from  six  hundred  to  one  thousand 
feet  apart.  The  Alton  tracks  extend  from  northeast  to  southwest;  the 
Wabash  track  from  northwest  to  southeast,  and  the  Central  track  from 
southwest  to  northeast.  The  Alton  road  is  the  senior  of  the  three,  hav- 
ing been  built  long  before  the  others.  The  Wabash  is  next  in  point  of 
time,  and  the  Central  was  built  last.  The  traffic  over  the  Alton  at  this 
point  is  heavy,  and  it  h'S  here  a  double  track.  The  Wabash  runs  but 
three  regular  trains  a  day  each  way  over  this  crossing.  The  Central  also 
runs  three  daily  trains"^each  way.  Upon  the  south  side  of  the  Central 
track,  about  half  way  between  the  crossing  of  the  Alton  and  the  Wabash, 
is  the  Pontiac  station  building,  at  which  all  Central  trains  stop.  There 
Is  also  upon  the  line  of  the  Central,  a  short  distance  east  of  its  crossing 
with  the  Wabash,  a  coal  mine,  at  which  all  Central  trains  stop  for  coal. 
Tiie  Alton  and  Wabash  trains  make  no  regular  stops  at  this  place,  except 
those  made  for  the  crossings. 

We  confess  the  question  of  apportioning  the  cost  and  expense  of  this 
interlocking  among  the  companies  has  given  us  much  trouble.  This  and 
the  other  cases  now  under  consideration,  are  the  first  that  have  arisen 
under  the  statute.  It  lias  been  insisted  that  the  Commission  should,  at 
the  outset,  lav  down  some  general  principle,  in  accordance  with  which 
the  cost  and  expenses  of  interlocking  are  to  be  apportioned  under  this 
act,  thus  making  this  first  batch  of  cases  decisive  of  all  that  may  here- 
after arise.  While  we  recognize  that  such  a  method  would  greatly  simplify 
the  subject  and  save  much  labor,  we  see  many  difficulties  in  the  way  of 
adopting  any  of  the  general  rules  of  determination  that  have  been  mo- 
posed. 

It  is  contended  by  the  Alton  company  that  seniority  should  solve  the 
whole  question.  It  is  urged  that  the  road  first  upon  the  ground,  which 
once  had  the  right  of  way  unobstructed  by  the  crossing,  should  pay  no 
cost  or  expense,  and  that  the  junior  road,  whose  track  has  been  built 
across  that  of  the  senior,  thus  occasioning  the  necessity  for  stopping  trains 
and  the  danger  incident  to  the  crossing,  should  be  compelled  to  bear  the 
whole  burden  of  protecting  the  crossing  by  an  interlocking^device.  It  is 
said  that  in  making  contracts  for  crossings  in  the  present  day  it  is  cus- 
tomary to  require  the  junior  company  to  pay  all  costs  and  expenses,  in- 
cluding the  wages  of  gatemen  or  flagmen  when  needed.  It  is  further  said 
that  only  such  matters  as  wer3  in  contemplation  when  condemnation  of 
right  of  way  across  other  tracks  took  place,  can  be  deemed  to  have  been 
settled  by  the  judgment  of  the  court,  and  that  in  the  case  of  these  cross- 
ings made  before  interlocking  came  into  use,  the  burden  of  equiping  with 
the  new  appliance  should  be  visited  upon  the  junior  company  in  the  same 
manner  that  it  is  customary  at  the  present  time  to  allot  expenses  by 
contract. 

It  is  insisted  the  principle  of  seniority  contended  for  is  recognized  in 
the  statute  under  which  this  proceeding  is  had.  That  statute  provides 
that  "in  case  one  railroad  companv  shall  hereafter  seek  to  cross  at  grade 
with  its  track  or  tracks  the  track 'or  tracks  of  another  railroad  company, 
and  the  Railroad  and  Warehouse  Commission  shall  determine  that  inter- 
locking or  other  safety  appliances  shall  be  put  in,  the  railway  company 
seeking  to  cross  at  grade  shall  be  compelled  to  pay  all  the  cost  of  such 
appliances,  together  with  all  the  expense  of  putting  them  in  and  the 
future  maintenance  thereof."  It  is  argued  that  since,  by  the  terms  of 
this  statute,  roads  causing  new  crossings  are  to  bear  the  whole  burden, 
an  application  of  the  same  principle  would  require  that  crossings  already 
in  existence  should  be  interlocked  upon  the  same  principle,  all  expense 
being  cast  upon  the  last  comer. 
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The  contentfon  of  both  the  Central  and  the  Wabash  companies  is  that 
first  cost  of  machine  should  be  borne  equally,  but  that  the  cost  of  subse- 
quent operation,  which  is  far  the  most  important  item,  should  be  appor- 
tioned among  the  companies  according  to  the  number  of  trains  which 
pass  over  the  crossing  on  each  line.  This,  it  is  contended,  would  be 
equitable  for  the  reason  that  it  would  assess  the  cost  and  expense  upon 
the  basis  of  benefits.  Every  stopping  of  a  train  entails  expense  in  wear 
and  tear  of  machinery,  in  consumption  of  fuel,  and  in  delay :  and  from 
this  it  is  argued  that  the  benefit  received  by  a  company  is  in  direct  pro- 
portion to  the  number  of  trains  run  by  that  company,  and  whicli  are  re- 
lieved, by  the  interlocking,  from  the  statutory  stop.  Hence  it  is  said 
maintenance  and  operation  should  be  paid  for  in  proportion  to  the  num- 
ber of  trains  run. 

Another  basis  which  has  been  propounded  to  us  in  another  case  now 
before  us,  and  which  may  be  considered  here,  is  that  eacli  company  should 
pay  both  of  original  cost  and  expense  of  operation  in  proportion  to  the 
number  of  main  tracks  which  It  has  in  use  at  the  crossing.  The  reasons 
for  such  a  division  have  not  been  very  elaborately  stated  before  us.  In, 
the  particular  case  where  the  theory  was  advanced,  we  have  thought  the 
method  did  not  work  any  injustice,  and  have  accordingly  used  it  for  that 
case  only.  (See  opinion  in  C.  &  A.  R.  E.  Co.  vs.  A.,  T.  &  S.  Fe  E.  E, 
Co.,  petition  for  protecting  crossing  at  Corwith.) 

In  addition  to  the  above  methods  we  may  here  name  a  fourth,  which 
comes  to  the  notice  of  the  Commission  by  reason  of  its  having  been  actu- 
ally used  by  certain  companies  in  the  case  of  a  very  complicated  crossings 
at  Stewart  avenue  in  Chicago,  now  being  interlocked  by  agreement  of 
parties.  The  fourth  method  is  to  assess  upon  each  company  the  cost  of 
that  portion  of  the  device  which  pertains  to  its  own  particular  tracks  and 
switches.  That  is  to  say,  each  company  pays  for  the  construction  of  its 
own  derails  and  signals,  and  for  the  pipes,  attachments,  wires,  etc.,  by 
which  the  same  are  operated.  Then  the  cost  of  the  o)  crating  machine, 
tower  house,  and  other  general  expenses  which  pertain  to  all  the  roads 
alike,  including  wages  of  men,  are  assessed  among  the  companies  on.  the 
basis  of  levers,  each  road  paying  that  portion  of  the  whole  expense  which 
the  number  of  levers  required  to  work  its  own  derails  and  signals  bears 
to  the  total  number  of  levers  used  to  operate  the  entire  plant.  While 
none  of  the  counsel  in  the  present  case  have  propounded  this  latter  theory, 
the  Commission,  in  fact,  took  it  into  consideration  in  connection  with  all 
these  cases,  knowing  it  had  been  adopted  in  practice  by  several  of  the 
best  railroad  men  in  the  state. 

Tbe  result  of  our  deliberations  is  that  we  find  ourselves  unable  to  adopt 
any  one  of  the  rules  stated  as  an  unyielding  principle  of  determination 
for  all  cases.  Some  force  may  be  allowed  to  each  of  them;  but  any  of 
them.  ]f  universally  applied,  would,  in  many  cases,  work  injustice. 

Take  first  the  principle  of  seniority;  and  here  we  remark  that  where 
condemnation  proceedings  have  been  had  at  the  time  of  establishing  the 
crossing,  the  damages  allowed  would,  in  legal  contemplation,  cover  all 
injury  lo  the  line  crossed  which  could  be  regarded  as  proper  legal  damages. 
The  use  declared  for  across  the  right  of  way  of  the  old  conipany  would, 
it  seems  to  us,  be  such  as  would  call  for  tlie  allowance  of  all  damages 
that  could  in  any  event  arise.  We  can  think  of  no  damage  obtainable 
by  condemnation  in  any  case  that  would  not  arise  by  the  mere  lact  of 
building  the  one  track  across  the  other.  It  is  held,  in  Illinois,  that  dam- 
ages which  may  accrue  from  collisions  and  accidents  at  crossings  arc  too 
remote  and  speculative  to  form  a  subject  of  recovcrv  in  cotidcmnat it)n. 
(P.  &  P.  U.  Ey.  Co.  vs.  P.  &  F.  Ey.  Co.,  1(5  Jll.,  110).  So,  likewise,  it  is 
held  tiiat  damjiges  which  arise  from  the  statutory  regulation  tor  tlu' stop- 
ping of  trains  at  crossings  is  not  such  as  the  law  will  recognize  (C.  &  A. 
E.  15.  Co.  vs.  J.  L.  &  A.  Ey.  Co.,  lOf)  111.,  ;{S8);  because  the  si atute  is  said 
to  Ik;  a  mere  police  regulation,  which  may  be  changed  at  any  time:  and. 
no  company  is  entitled  to  compensation  for  obeying  the.  law. 
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Under  the  authority  of  these  cases  it  may  be  questioned  whether  in 
condemnation  proceedings  the  cost  of  interlocking  could  be  considered  any 
more  than  could  the  question  of  the  stopping  of  trains.  Tliis  Commission 
now  proceeds  under  the  act  of  1891,  which  is  purely  a  police  regulation. 
It  is  the  public  interest  that  is  to  be  subserved  in  these  cases,  by  lessen- 
ing the  danger  to  life  and  property  and  by  expediting  travel.  Interlocking 
is  a  burden  cast  by  the  police  power  of  the  state  upon  the  companies 
solely  for  the  public  good,  not  for  the  pecuniary  benefit  of  the  companies 
themselves.  If  its  cost  would  not  he,  in  any  case,  within  the  purview  of 
condemnation  proceedings,  it  can  hardly  be  contended  that  priority  affects 
the  equities  between  the  companies  on  the  ground  stated,  that  interlock- 
ing appliances  were  not  in  use  when  the  condemnation  was  had. 

Nor  does  the  contention,  in  our  judgment,  derive  any  additional  force 
from  the  fact  that  in  the  case  of  the  Paducah  crossing  the  lines  of  the 
Wabash  and  the  Central  crossed  by  a  verbal  license  from  the  Alton  com- 
pany without  any  damage  having  been  paid  or  any  burdens  imposed.  The 
Alton  could  have  required  condemnation  and  the  assessment  of  damages 
if  it  had  seen  fit.  It  did  not  do  this,  and  we  are  unable  to  see  that  the 
status  of  the  companies  before  us  is  now  materially  different  on  that 
account.  Interlocking,  it  is  true,  has  been  recently  introduced;  a  legal 
method  of  compelling  its  use  is  now,  for  the  first  time,  pre-^cribed  by  law. 
This  added  police  regulation  is  in  accordance  with  the  modern  tendency 
alike  shown  by  legislatures  and  railroad  managers  to  secure  greater  safety 
and  speed,  and  generally  better  railroad  practice. 

The  seniority  theory  would  be  wholly  impracticable  in  cities  where  tracks 
are  concentrated,  and  where  a  single  interlocking  plant  may  cost  from 
$50,000  to  $100,000.  Here  to  make  the  youngest,  and  presumably  the  weak- 
est road,  pay  the  whole  expense  would  be  little  short  of  ruinous. 

For  the  reasons  given,  seniority  cannot  be  taken  as  a  basis  of  determi- 
nation, discarding  other  considerations.  There  may  arise  cases  where  it 
will  constitute  an  element  proper  to  be  considered;  but,  speaking  gener- 
ally, if  the  Commission  finds  two  railroads  in  operation  upon  the  ground, 
without  special  contract  burdens  as  between  themselves,  they  must  be 
dealt  with  on  a  basis  of  practical  equality. 

In  the  proposition  to  make  each  company  pay  in  proportion  to  the  num- 
ber of  trains  passing  the  crossing,  we  see  somewhat  more  equity  than  we 
have  found  in  the  rule  of  seniority.  But  will  the  train  basis  do  as  an  in- 
fallible principle  of  determination  for  all  cases'?  Take  the  case  of  a  great 
trunk  line,  doing  a  heavy  traffic,  which  has  been  recently  crossed  by  some 
new  line  which  does  very  little  business;  the  one  may  run  a  hundred 
trains  per  day  and  the  other  not  more  than  two.  Would  not  the  train 
basis  work  a  very  palpable  injustice  in  such  a  case?  The  fact  that  the 
junior  road  has  crossed  the  older  road  creates  the  entire  necessity  for  in- 
terlocking, and  for  that  necessity  the  new  road  is  certainly  as  much  re- 
sponsible as  the  old  one;  more  so,  if  its  junior  position  is  to  have  weight. 
Yet,  if  the  train  basis  is  used,  the  new  road  will  be  practically  exempt 
from  operating  expense.  The  fact  that  one  road  does  a  light  business 
does  not  decrease  the  cost  of  the  machine  to  be  used,  nor  the  expense  of 
its  maintenance  and  operation.  Under  this  theory  of  apportioning  ex- 
penses, if  speculators  build  a  new  and  useless  line  of  road  for  speculative 
purposes,  as  has  been  too  much  done  in  this  state,  the  very  fact  that  the 
new  line  is  useless  and  does  no  business  would  enable  its  projectors  to 
compel  other  companies,  which  do  a  substantial  service  to  the  public,  to 
maintain  and  operate  interlocking  at  all  the  crossings.  This  would  cer- 
tainly be  imjust.  The  presence  of  the  crossing  tracks  renders  interlocking 
necessary,  and  the  public  benefit  arising  from  increased  safety  to  life  and 
.property  and  greater  expedition  in  travel  is  the  principal  fact  to  be  re- 
garded, not  the  pecuniary  benefit  to  the  companies. 

Besides,  a  train  basis  for  apportioning  expenses  would  constantly  fluc- 
tuate. The  time  cards  of  the  companies  would  furnish  no  adequate  basis 
£ov  such  an   apportionment,   because   many   roads   run   more  wild  trains 
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than  regular  ones,  and  any  road  maj^  run  twice  as  many  trains  in  one 
montli  as  it  runs  in  the  next.  Under  the  train  basis  the  question  would 
constantly  be  open  for  readjustment,  and  the  uncertain  situation  in 
which  the  order  would  be  left  would  invite  constant  wrangling  between 
the  companies  as  to  the  proportions  to  be  paid. 

Under  all  the  circumstances  we  cannot,  therefore,  adopt  the  train 
basis  as  a  decisive  principle  to  be  applied  in  all  cases. 

We  come  now  to  the  proposition  to  apportion  expenses  of  operation 
upon  the  number  of  main  tracks  in  use  by  each  company  at  the  point  of 
crossing.  This  it  appears  to  us  would  in  many  cases  be  inequitable.  It 
seems  to  the  Commission  only  a  clumsy  way  of  apportioning  expenses 
upon  the  volume  of  traffic,  and  as  such  the  train  basis  would  be  superior 
to  it;  and  "wheelage''  would  still  better  apply  the  principle  underlying 
this  method.  Cases  no  doubt  exist  where  the  road  with  a  double  track 
at  the  crossing  point  does  less  actual  business  than  another  with  a  single 
track,  The  actual  use  of  a  machine,  and  the  activity  of  those  operating 
It,  might  be  more  frequently  called  forth  by  a  single  track  road  than  by 
a  double  one.  Again,  a  road  might  have  a  thousand  miles  of  double 
track  elsewhere,  and,  at  the  particular  point  of  crossing,  if  in  some  city 
or  other  crowded  place,  might  have  a  single  track. 

We  can  understand  that  if  the  tracks,  sidings  and  switches  of  one  com- 
pany be  so  arranged  that  a  very  large  proportion  of  the  cost  of  the  orig- 
inal construction  is  occasioned  thereby,  it  might  be  equitable  to  consider 
that  circumstance  in  apportioning  the  original  cost  of  the  machine,  and 
also  the  cost  of  repairs:  but  the  same  reason  would  not  exist  in  many 
cases  for  allowing  that  circumstance  to  control  the  expense  of  operating. 
The  wages  of  operators  would  be  the  same  even  though  in  the  course  of 
a  day  they  move  a  few  more  levers  for  one  of  the  companies  than  for 
the  other. "  Then,  too,  the  actual  working  of  the  machine  to  accommo- 
date a  company's  traffic  might  not  bear  a  direct  ratio  to  the  number  of 
protected  points  on  such  company's  right  of  way. 

If  we  should  apply  here  the  principle  of  seniority,  the  Alton  would  pay 
nothing.  The  Wabash  could  also  plead  its  seniority  over  the  Central,  and, 
carrying  the  principle  to  its  logical  outcome,  we  should  have  the  Central 
paying  the  whole  cost  and  expense  of  the  machine  and  its  operation.  It 
is  fair  to  consider  also  in  this  connection  that  the  Central  company  can, 
by  interlocking,  be  saved  but  one  stop  for  its  trains,  which  is  that  now 
made  by  the  trains  bound  eastward  before  crossing  the  Alton  tracks.  All 
other  statutory  stops  are  made  by  stopping  for  the  station  and  at  the 
coal  chutes.  Thus  the  company  which  gets  the  least  benefit  would  pay 
the  whole  expense.  If  we  should  adopt  the  train  basis  for  apportioning 
costs  and  expenses,  we  should  have  the  senior  road,  for  which  entire  ex- 
emption is  claimed  under  the  opposing  theory,  paying  nearly  the  whole 
cost  of  operation  and  maintenance.  If  we  should  adopt  the  principle  of 
apportioning  according  to  the  number  of  main  tracks,  then  the  Alton 
would  pay  one-half  of  the  maintenance  and  operation  and  each  of  the 
others  one-fourth.  If  we  should  apportion  first  cost  according  to  the 
number  of  derails,  signals,  and  Ihcir  connections  actually  located  on  each 
line,  and  other  expenses  accdiding  to  levers  in  the  tower,  as  has  been 
done  in  the  crossing  agreement  foi'  Stewart  avenue  above  referred  to.  we 
should  then  have  here  again  the  anomaly  of  tlie  Central  comiiany  which 
derives  the  least  benefit  from  this  machine,  paying  the  largest  share  both 
of  the  cost  of  construction  and  of  the  expense  of  operation;  for  according 
to  the  plan  prepared  for  this  crossing,  the  Central  road  has  a  total  of 
thirteen  levers,  while  the  Alton  has  but  twelve,  and  the  Wabash  eight. 
Hence,  on  this  basis,  the  Central  would  pay  thirteen  thirty-thirds,  the 
Alton  twelve  thirty-thirds,  and  the  Wabash  eight  thirty-thirds. 

Turn  which  way  we  may,  difficulties  are  encountered  iJi  attempting  to 
apply  any  one  of  the  principles  we  have  thus  had  under  consideration. 
At  the  same  time  we  admit  that  all  of  these  might  properly  be  considered 
in  cases  where  they  have  special  weight. 
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If  we  were  compelled  to  adopt  a  rule,  to  be  followed  unswerVinglv  in 
all  cases— a  thing  we  should  not  regard  as  good  pnlicv  or  as  tending  to 
justice— we  are  free  to  say,  after  very  careful  deliberation,  that  rule 
would  be  to  apportion  all  cost  and  expense  among  the  several  companies 
whose  tracks  are  involved  equally,  share  and  share  alike.  But  since  this 
would,  in  exceptional  cases,  work  hardships,'  as  is  notably  the  case  at  the 
Corwith  crossing,  now  pending  before  us,  we  are  unwilling  to  adopt  the 
rule  of  equality  as  an  inflexible  an  I  decisive  one,  to  be  applied  in  all  cases. 
We  are,  however,  convinced  that  it  would  be  fair  i  o  assume,  at  the  outset 
of  every  case,  that  both  or  all  the  companies  concerned  are  equal  in  their 
liability  to  bear  this  new  burden,  cast  upon  them  by  the  state,  for  the 
public  good,  in  the  exercise  of  the  police  power.  If  highly  exceptional 
circumstances  exist,  which  are  claimed  to  be  sufficient  to  take  any  case 
out  of  the  principle  of  equality,  it  should  be  for  the  company  claiming 
the  exemption  to  show  these  circumstances;  but  neither  benefits  nor  hard- 
ships to  companies  can  receive  as  large  a  measure  of  consideration  as  the 
public  interest  and  the  public  good,  which  latter  it  is  the  great  function 
of  this  Commission  to  subserve,  and  the  sole  object  of  this  statute  to 
promote. 

In  the  case  now  under  consideration  we  have  concluded  the  facts  do 
not  warrant  us  in  departing  from  the  principle  of  equal  nayment  by  the 
companies. 

An  order  will,  therefore,  be  entered  by  the  Secretary  in  this  proceeding, 
providing  that  the  crossing  described  in  the  petition,"  and  also  the  cross- 
ing of  the  Wabash  and  Central  tracks  neir  the  other  two.  be  all  inter- 
locked by  the  three  companies  concerned  bv  means  of  a  single  interlocking 
system,  and  that  each  of  said  three  c  mipanies  pay  one-third  of  the  origi- 
nal cost  of  the  device  used,  and  one-third  of  the  expense  of  the  future 
maintenance  and  operation  of  the  same. 


FINAL  ORDER  OF  THE   COMMISSION. 

Thursday,  Deceml)er  10,  1891. 

At  a  session  of  the  Railroad  and  Warehouse  Commission  of  the  State 
of  Illinois,  held  at  its  office  in  Springfield,  Illinois,  on  this  dav— present, 
Isaac  N.  Phillips,  John  R.  Wheeler,  and  J.  C.  Willis,  Commissioners:  J. 
H.  Paddock,  Secretary,  and  Charles  Hansel,  Consulting  Engineer— the 
following  proceedings  were  had  in  this  cause: 

And  now  this  petition,  having  come  on  for  final  hearing  and  deter- 
mination before  the  Commission  this  10th  day  of  December  1891,  and  the 
Commission,  having  considered  the  evidence  taken  herein,  the  agreements 
made  by  the  parties  through  their  respective  counsel,  and  the  arguments 
of  counsel  made  before  the  Commission  at  a  former  session,  and,  being 
fully  advised  in  the  premises,  doth  And: 

That  the  public  good  requires  that  the  crossings  formed  at  the  said 
Paducah  Junction  by  the  tracks  of  the  Chicago  &  Alton  Railroad  Com- 
pany, the  Wabash  Railroad  Company,  and  the  Illinois  Central  Railroad 
Company  be  protected  and  operated  by  an  interlocking  device  or  machine: 
that  it  would  be  just  and  equitable  for  each  of  the  said  three  companies 
to  pay  one-third  part  of  the  entire  original  cost  of  such  device  and  its 
several  parts,  attachments  and  appurtenances,  and  one-third  part  of  the 
expense  of  maintiiining  the  same  in  good  repair  and  order,  and,  also,  one- 
third  part  of  the  expense  of  operating  such  device. 

It  is,  therefore,  ordered  by  the  Commission  that  the  said  companies, 
to-wit:  the  Chicago  &  Alton  Railroad  Company,  the  Wabash  Railroad 
Company,  and  the  Illinois  Central  Railroad  Company  forthwith  proceed  to 
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protect  said  crossings  hy  an  interlocking  device  of  the  kind  and  descrip- 
tion shown  upon  the  blue  print  drawing  and  plan  which  is  attached  here- 
to, and  which  is  hereby  made  part  and  parcel  of  this  order. f 

EXPLfANATION  OF  PLAN. 

It  is  further  ordered  that,  for  the  better  understanding  of  the  said 
plan,  the  following  explanations  thereof  be  observed: 

The  position  of  derails  is  indicated  by  a  shaded  point,  the  location  being 
fixed  by  measurement,  indicated  by  figures. 

Main  track  routes  are  governed  by  the  top  blade  of  high  semaphore 
signal,  placed  on  engineman's  side  of  the  track,  which  it  governs. 

The  back-up  and  switching  movements  are  governed  by  dwarf  semaphore 
signals. 

The  distance  of  signal  from  point  it  governs  is  fixed  by  figures.  Its 
position  may  be  shifted  laterally  if  the  space  between  tracks  is  not  suffi- 
cient to  receive  the  post  without  danger. 

In  case  it  is  not  desired  to  operate  switches  marked  on  plan  as  "worked 
or  bolt-locked,"  then  the  lower  blade  governing  such  switch  may  be  omitted. 

GENERAL    SPECIFICATIONS. 

It  is  further  ordered  that  the  said  interlocking  device  and  machine  be 
constructed  by  said  companies  in  accordance  with  the  following  general 
specifications,  to-wit: 

1.  The  switches,  derails  and  signals  must  be  operated  from  a  central 
tower  house,  as  indicated  on  blue  print  plan. 

2.  All  signals  must  be  of  semaphore  type. 

3.  All  switches  and  locks  must  be  worked  by  one-inch  iron  pipe,  plugged 
and  riveted  at  joints,  and  carried  on  anti-friction  pipe  carriers,  fixed  on 
oak  posts  placed  firmly  in  the  ground,  not  to  exceed  eight  feet  apart- 
Each  line  of  pipe  must  be  automatically  compensated. 

4.  All  signals  must  be  worked  with  two  lines  of  wire. 

5.  All  signal  blades  must  be  so  constructed  as  to  go  to  the  danger 
position  in  case  of  breakage  of  connections  anywhere  between  the  operating 
lever  and  blade. 

6.  All  facing  point  switches  must  be  fitted  with  duplex  facing  point 
lo;ks. 

7.  All  cranks  and  pipe  compensators  luust  be  fixed  on  foundations  firmly 
imbedded  in  concrete. 

8.  All  cranks,  compensator-,  chain  wheels  and  main  pipe  lines  must  be 
boxed. 

9.  All  derails  and  operated  switches  must  be  provided  with  detector  bar. 

10.  All  switch  points  must  work  on  iron  plates,  so  arranged  as  to  keep 
the  track  at  switch  points  accurately  to  gauge. 

11.  All  connections  must  be  accurately  adjusted  so  as  to  make  it  im- 
possible to  give  a  clear  signal  with  the  switch  open  or  partially  open. 

12.  Each  part  of  the  machine  and  connections  must  be  made  sufficiently 
strong  for  the  work  it  is  to  perform. 

13.  All  movements  of  switches  and  signals  must  be  made  by  levers, 
arranged  and  interlocked  so  as  to  prevent  the  operator  from  giving  con- 
flicting signals. 

tThe  plan  referrerl  to  hero  appears  upon  tho  docket  in  connection  witli,  and  as  part  of. 
the  final  order,  but  it  is  not  practicable  to  show  the  same  In  the  printed  copies. 
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14.  The  material  and  workmanship  must  be,  in  all  respects,  first-class, 
and  the  entire  plant  must  be  constructed  in  accordance  with  the  best 
practice  in  signaling,  and  the  plant,  as  a  whole,  must,  when  finished,  be 
complete  and  perfect,  and  in  every  way  fit  for  the  purpose  of  its  con- 
struction, and  all  details  not  herein  specified,  which  may  be  found  neces- 
sary to  the  completeness  and  etflciency  of  the  machine  and  plant,  shall  be 
supplied  by  the  said  companies  the  same  as  though  they  were  herein  par- 
ticularly set  forth. 

15.  The  machine  to  be  used  for  the  operation  and  interlocking  of  the 
signals,  switches  and  derails  must  be  approved  by  this  Commission  before 
construction  is  commenced,  and  the  entire  plant  must  be  constructed 
subject  to  the  approval  of  the  Railroad  and  Warehouse  Commission,  and 
permit  duly  issued,  as  required  by  statute,  before  it  is  Dut  into  operation. 

It  is  further  ordered  that  the  said  three  companies  pay  equally  one-third 
each  of  the  original  cost  of  the  construction  of  the  said  device  and  ma- 
chine, one-third  each  of  the  cost  of  the  future  maintenance  of  said  machine 
in  good  order  and  repair,  and  one-third  each  of  the  expense  of  the  opera- 
tion of  said  machine. 

It  is  further  ordered  that  the  said  companies  shall  construct  the  said 
device  and  machine,  and  have  the  same  in  order  and  ready  for  use  within 
ninety  days  from  the  entering  of  this  order  (December  10,  1891),  as  pro- 
vided by  statute. 


No.  6, 
PROTECTION  OF  CROSSING. 


THE    CHICAGO,     PEORIA    &     ST.     LOUIS    RAILWAY    CO.,     THE 

CHICAGO    &     ALTON     RAILROAD    CO.,    THE 

WABASH    RAILROAD    CO. 


CITATION    NO.    4.— PROTECTION    OF    CROSSING    AT    JACKSON- 
VILLE JUNCTION. 


OPINION   OF  THE   COMMISSION. 


By  Phillips,  Chairman. 

This  is  a  citation  Issued  by  the  Railroad  and  Warehouse  Commission  to 
each  of  the  three  companies  named  in  the  title,  under  the  act  approved 
June  2,  1891,  commanding  said  companies  to  show  cause  why  the  crossing 
formed  by  their  respective  main  tracks  at  Jacksonville  Junction,  Morgan 
•county,  Illinois,  should  not  be  protected  by  interlocking  or  other  proper 
■appliances.  The  counsel  of  the  respective  companies  appeared  before  the 
-Commission  November  4,  1891,  and  agreed  that  the  crossing  might,  by 
order  of  the  Commmission,  be  interlocked,  and  that  the  Commission  might 
tflx  in  the  order  the  kind  of  device  to  be  used.  They  further  agree  that 
the  original  cost  of  the  appliance  to  be  used  might  be  assessed  upon  the 
companies  equally,  one-third  to  each. 
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These  mutual  agreements  of  the  companies  relieve  the  Commission  from 
the  decision  of  all  questions  except  that  as  to  the  apportioument  of  the 
expense  of  future  maintenance  and  operation.  Upon  this  latter  question 
the  Chicago  &  Alton  and  the  Chicago,  Peoria  &  St.  Louis  companies, 
through  their  respective  counsel,  agree  that  the  order  of  the  Commission 
may  apportion  the  expense  of  operation  and  maintenance  in  the  same 
ratio  as  that  of  the  original  cost;  namely,  one-third  to  each  company. 

On  this  point  the  counsel  of  the  Wabash  Company  contends  for  what 
would,  in  the  present  case,  be  a  slightly  different  division  of  the  expense 
of  operation.  He  contends  this  expense  should  be  distributed  in  proportion 
to  the  number  of  trains  run  over  the  roads  respectively.  Since,  however, 
it  appears  from  the  time  cards  of  these  roads  on  file  that  the  number  of 
regular  trains  of  the  Alton  and  Wabash  companies  are  equal,  nineteen 
each  daily,  and  those  of  the  Chicago,  Peoria  &  St.  Louis  within  one  of 
that  number,  being  eighteen  daily,  there  seems  no  reason  to  discuss  the 
feasibility  or  equity  of  the  train  basis  for  dividing  expenses  in  connection 
with  this  citation.  The  Chicago,  Peoria  &  St.  Louis  is  the  company 
which  would  profit  here  by  the  adoption  of  the  train  basis  for  operating 
expenses,  and  that  company  consents  to  pay  one-third.  A  letter  of  Mr. 
Hayes,  general  manager  of  the  Wabash,  now  on  file  in  the  case,  concedes 
the  propriety  in  this  case  on  his  own  basis  of  assessing  the  operating  ex- 
pense one-third  to  each  road. 

The  companies  are,  therefore,  practically  at  an  agreement  on  the  divi- 
sion of  expenses  for  this  crossing,  though  they  disagree  widely  as  to  what 
principle  should  be  applied  by  the  Commission  generally  in  such  cases. 
The  agreements  made  contemplate  only  this  particular  crossing,  and  are 
in  the  nature  of  a  compromise.  This  case  cannot,  therefore,  be  fairly 
urged  as  a  precedent,  nor  can  the  agreements  made  be  held  to  estop  these 
companies,  or  any  of  them,  from  maintaining,  in  other  cases,  priticiples 
which  would  lead  to  a  different  result.  We  have  discussed  the  different 
theories  held  by  these  companies  as  to  what  is  a  proper  basis  of  distribu- 
tion of  expensie  in  connection  with  another  case  now  before  us,  wherein 
such  diverse  theories  have  been  insisted  upon.t 

The  payment  of  one-third  of  all  cost  and  expense  by  each  company  at 
this  place,  while  finding  a  sufficient  basis  in  the  mutual  agreements  of 
the  parties,  seems  to  the  Commission,  at  the  same  time,  to  be  fair, 
reasonable  and  just,  under  all  the  circumstances  of  the  case. 

An  order  will,  therefore,  be  entered  by  the  Secretary  for  the  protection 
of  said  crossing  by  interlocking,  and  providing  that  the  original  cost,  and 
the  expense  of  future  maintenance  and  operation  of  said  interlocking  plant 
shall  be  paid  for  equally  by  the  three  interested  companies. 


FINAL  ORDER  OF  THE  COMMISSION. 

TnuKSDAY,  December  10,  1891. 

At  a  session  of  the  Railroad  and  Warehouse  Commission  of  the  State 
of  Illinois,  held  at  its  office  in  Springfield,  Illinois,  on  this  day,  present— 
Issac  N.  Phillips,  John  R.  Wheeler,  and  J.  C,  Willis,  Commissioners:  J. 
H.  Paddock,  Secretary,  and  Ciias.  Hansel,  Consulting  Engineer— the  fol- 
lowing proceedings  were  had  in  this  cause: 

And  now  this  citation  having  come  on  to  be  finally  heard  and  deter- 
mined before  the  Commission  this  10th  day  of  December,  ISiil.  and  the 
Commission  having  considered  the  evidence  taken  herein,  the  agreement 
made  by  the  parties  through  their  respective  counsel,  and  the  arguments 
of  counsel  made  thereon,  and  being  fully  advised  in  the  premises,  on  con- 
sideration doth  find: 

tSee  opinion  in  the  case  of  tho  Piiducah  Junction  crossing. 
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That  the  public  good  requires  that  the  crossing  described  in  the  cita- 
tion be  protected  and  operated  bj'  an  interlocking  device  and  machine; 
that  it  would  be  just  and  equitable  for  each  of  the  three  companies 
named  in  the  citation  to  pay  one-third  part  of  the  entire  original  cost  of 
such  machine  and  its  several  parts,  attachments  and  appurtenances,  and 
one-third  part  of  the  expense  of  maintaining  the  same  in  good  repair  and 
order,  and  also  one-thircl  part  of  the  expenses   of  operating  said  machine. 

It  is  therefore  ordered  by  the  Commission  that  the  said  companies,  to- 
wit:  The  Chicago,  Peoria  .S:  St.  Louis  Railway  Company,  the  Chicago  & 
Alton  Ilailroixl  Company,  and  the  Wabash  Railroad  Company,  forthwith 
proceed  to  protect  said  crossing  ty  an  interlocking  machine  and  device  of 
the  kind  and  description  shown'  upon  the  blue  print  drawing  and  plan 
which  is  attached  hereto,  and  which  is  hereby  made  part  and  parcel  of 
this  order,  t 

EXPLANATION  OF  PLAN. 

It  is  further  ordered  that  for  the  better  understanding  of  the  said  plan, 
the  following  explanations  thereof  be  observed  : 

The  position  of  derails  is  indicated  by  a  shaded  point,  the  location 
being  fixed  by  measurement  indicated  by  figures. 

Main  track  routes  are  governed  by  top  blade  of  high  semaphore  signal 
placed  on  engineman's  side  of  the  track  which  it  governs. 

The  back-up  and  switching  movements  are  governed  by  dwarf  sema- 
phore signals. 

The  distance  of  signal  from  point  it  governs  is  fixed  by  figure.  Its 
position  may  be  shifted  laterally  if  the  space  between  tracks  is  not  suffi- 
cient to  receive  the  post  without  danger. 

In  case  it  is  not  desired  to  operate  switches  marked  on  plan  as  "worked 
or  bolt-locked,"'  then  the  lower  blade  governing  such  switch  may  be 
omitted. 

GENERAL   SPECIFICATIONS. 

It  is  further  ordered  that  the  said  interlocking  device  and  machine  be 
constructed  by  said  companies  in  accordance  with  the  following  general 
specifications,  to-wit: 

J.  The  switches,  derails  and  signals  must  be  operated  from  a  central 
tower  house,  as  indicated  on  blue  print  plan. 

2.  All  signals  must  be  of  the  semaphore  type. 

3.  All  switches  and  locks  must  be  worked  by  one-inch  iron  pipe, 
plugged,  and  riveted  at  joints,  and  carried  on  anti-friction  pipe  carriers, 
fixed  on  oak  posts  placed  firmly  in  the  ground,  not  to  exceed  eight  feet 
apart.    Each  line  of  pipe  must  be  automatically  compensated. 

4.  All  signals  must  be  worked  with  two  lines  of  wire. 

5.  All  signal  blades  must  be  so  constructed  so  as  to  go  to  the  danger 
position  in  case  of  breakage  of  connections  anywhere  between  the  oper- 
ating lever  and  blade. 

6.  All  facing  point  switches  must  be  fitted  with  duplex  facing  point 
locks. 

7.  All  cranks  and  pipe  compensators  must  be  fixed  on  foundations, 
firmly  imbedded  in  concrete. 

8.  All  cranks,  compensators,  chain  wheels  and  main  pipe  lines  must 
be  boxed. 

+This  plan  could  not  bo  shown  on  this  printed  copy,  but  can  be  seen  on  the  docket  ol 
the  Commission. 
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9.  All  derails  and  operated  switches  must  be  provided  with  detector  bar. 

10.  All  switch  points  must  work  on  iron  plates,  so  arranged  as  to  keep 
the  track  at  switch  points  accurately  to  gauge. 

11.  All  connections  must  be  accurately  adjusted,  so  as  to  make  it  im- 
possible to  give  a  clear  signal  with  the  switch  open  or  partially  open. 

12.  Each  part  of  the  machine  and  connections  must  be  made  sufficiently 
.strong  for  the  work  it  is  to  perform. 

13.  All  movements  of  switches  and  signals  must  be  made  by  levers, 
arranged  and  interlocked  so  as  to  prevent  the  operator  from  giving  con- 
flicting signals. 

11.  The  material  and  workmanship  must  be,  in  all  respects,  flrst-class, 
and  the  entire  plant  must  be  constructed  in  accordance  with  the  best 
practice  in  signaling,  and  the  plant,  as  a  whole,  must,  when  finished,  be 
complete  and  perfect  and  in  every  way  fit  for  the  purpose  of  its  construc- 
tion, and  all  details  not  herein  specified  which  may  be  found  necessary  to 
the  completeness  and  efficiency  of  the  machine  and  plant  shall  be  supplied 
by  the  said  companies  the  same  as  though  they  were  herein  particularly 
set  forth. 

15.  The  machine  to  be  used  for  the  operation  and  interlocking  of  the 
signals,  switches  and  derails  must  be  approved  by  this  Commission  before 
construction  is  commenced;  and  the  entire  plant  must  be  constructed 
subject  to  the  approval  of  the  Railroad  and  Warehouse  Commission,  and 
permit  duly  issued,  as  required  by  statute,  before  it  is  put  into  operation. 

It  is  further  ordered  that  the  said  three  companies  pay  equally,  one-third 
each,  of  the  original  cost  of  the  construction  of  the  said  device  and  ma- 
chine, one-third  each  of  the  cost  of  the  future  maintenance  of  said  ma- 
chine in  good  order  and  repair,  and  one-third  each  of  the  cost  of  the 
operation  of  said  machine. 

It  is  further  ordered  that  the  said  companies  shall  construct  the  said 
device  and  machine  and  have  the  same  in  order  and  ready  for  use  within 
ninety  days  from  the  entering  of  this  order  (December  10,  1891),  as  pro- 
vided by  statute. 


No.  7. 
PROTECrnON  OF  CROSSING. 

THE  CHICAGO  &  ALTON  RAILROAD  CO., 
vs. 
THE  CHICAGO  &  WEST Ki!N  INDIANA  RAILROAD  CO.,  THE  BELT 
RAILWAY  CO..  OK  CIIICACJO.  LI':SSEK,  AND  THE  AT- 
CHISON, ^rOl'EIvA  <^'  SANTA    VK  KAILROAD  CO. 

PETITION    NO.    1,     PROTECTION    OF    CROSSING    NEAR    HAW- 
THORNE. 

Citation  No.  'j— Protection  of  Crossing  of  Chicago  d-  Western  Indian  i  Railroad, 
the  Belt  Railway  Company  of  Chicago,  less'-e,  and  the  Atchison,  Topeha  & 
Santa  Fe  Railroad,  near  Hawthorne,   Consolida'ed. 

OPINION   OF   THE   COMMISSION. 

By  Phillips,  Chairman. 

This  is  a  petition,  bv  the  Chicago  &  Alton  llailroad  Company,  to  inter- 
lock the  crossing  of  its  tracks  with  the  tracks  of  the  Chicago  &  Western 
Indiana  Railroad  Company,  operated  under  lease  by  the  Belt  Railway  Co.  of 
Chicago. 
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The  Belt  and  Western  Indiana  Companies  are  made  parties  defendant 
in  the  petition. 

The  crossing  sought  to  be  interlocked  is  in  the  city  of  Chicago.  The 
tracks  of  the  Alton,  at  the  point  of  crossing,  run  parallel  with  the  Illinois 
&  Michigan  Canal  on  the  south  side.  Parallel  with  the  canal  upon  the 
other  side  run  the  tracks  of  the  Atchison,  Topeka  &  Santa  Fe  Railroad 
Company.  These  parallel  lines  of  the  road— the  Alton  and  Atchison— are 
about  five  hundred  feet  apart,  and  they  are  both  crossed  by  the  tracks  of 
the  Western  Indiana  Company.  Deeming  it  impracticable  to  interlock 
one  of  these  crossings  without  including  the  other  in  the  same  system, 
the  Commission,  after  the  petition  in  this  case  was  filed,  of  its  own  mo- 
tion, issued  a  citation  rlirected  to  the  Atchison  Company,  and  also  to  the- 
"Western  Indiana  and  Belt  Companies,  commanding  them  to  show  cause 
why  they  should  not  interlock  the  crossing  of  their  tracks  upon  the  other 
side  of  the  canal.  This  citation  has,  by  agreement  of  all  the  parties,  been 
consolidated  with  the  petition  in  this  case,  so  that  we  have  the  whole 
question  of  interlocking  both  crossings  now  before  us. 

We  have  discussed,  in  the  case  of  the  Paducah  Junction  crossing,  the 
different  theories  advanced  for  the  apportionment  of  cost  of  construction 
and  expense  of  maintenance  and  operation,  and  it  is  unnecessary  to  repeat 
here  what  has  been  there  said. 

The  Western  Indiana  Company  here  crosses  with  its  tracks  two  other 
roads.  It  has  a  double  track;  the  Alton  crossed  by  it  has  also  a  double 
track,  and  the  Atchison  is  now  constructing  a  double  track,  and  consents 
that  the  case  may  be  considered  upon  the  basis  of  its  having  the  same 
completed.  It  is  expected,  we  believe,  that  the  second  track  of  the  At- 
chison Company  will  be  completed  by  the  time  this  interlocking  is  ready 
for  use. 

There  are  a  switch  and  signal  which  add  two  levers  in  the  tower,  and' 
are  located  between  the  tracks  of  the  Alton  and  the  Atchison,  upon  one 
of  the  Western  Indiana  tracks.  These  appliances  are  not  essential  to  the 
interlocking  of  the  crossing,  but  are  put  in,  we  learn  from  the  Consulting 
Engineer,  at  the  request  of  the  Western  Indiana  and  Belt  Companies  for 
their  exclusive  accommodation.  So  far  as  the  other  companies  aie  con- 
cerned, the  crossings  could  be  perfectly  interlocked  without  these  appli- 
ances. We,  therefore,  think  it  not  unjust  to  chiirge  the  extra  cost  of 
these  particular  appliances  to  the  Western  Indiana  and  Belt  Companies. 
Without  these,  the  number  of  switches,  signals  and  levers  would  be  ex- 
actly equal  upon  all  these  lines.  Apportioning  first  cost  upon  levers, 
which,  under  the  circumstances,  we  think  would  be  just,  the  Chicago  & 
Western  Indiana  and  the  Belt  Companies  would  pay  four-tenths  of  the 
first  cost,  the  Chicago  &  Alton  three-tenths,  and  the  Atchison  three-tenths.. 
We  think  such  an  apportionment  of  the  first  cost  of  the  plant  would  be 
fair  under  the  circumstances. 

A  question  arises  here,  which  had  no  place  in  the  Paducah  Junction 
case,  and  that  is  as  to  whether  existing  contract  burdens  for  watchmen 
and  gate-keepers  should  be  continued  upon  the  companies  that  now  sus- 
tain them  when  interlocking  is  introduced,  which  takes  the  place  of  flag- 
ging and  the  operation  of  gates.  It  appears  th^it,  by  contract,  the  Western 
Indiana  and  Belt  Companies  are  bound  to  maintain  gatemen  at  their 
crossing  with  the  Alton,  and  that  the  Atchison,  by  a  like  contract,  is 
bound  to  maintain  gatemen  at  its  crossing  with  the  Western  Indiana  and 
Belt  upon  the  other  side  of  the  canal.  We  have  before  us  the  affidavit 
of  Mr.  Thomas,  President  of  the  Belt  Company,  showing  that  he  now 
pays  two  men  at  the  rate  of  $5a  per  month  each,  at  the  crossing  of  the 
Alton:  but  the  affidavit  also  shows  a  station  is  maintained  there,  and, 
therefore,  the  company  keeps  telegraph  operators  at  that  place,  who  com- 
mand higher  wages  than  could  be  earned  by  a  man  competent  only  to 
manage  the  gates.  He  swears  that  suitable  men  could  be  procured  at  S40 
per  month  each  for  the  work  contracted  with  the  Alton  to  be  performed. 
As   it  would   require   a  day  man  and  a  night  man,  it  would  therefore  be 
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necessary,  accrding  to  Mr.  Thomas'  affidavit,  for  the  Western  J  ndiana  and 
Belt  Companies  to  expend  $80  per  month  for  the  guarding  of  this  crossing, 
In  accordance  with  the  contract  with  the  Alton. 

We  have  before  us  the  affidavit  of  Mr.  I^ixon,  of  the  Atchison,  showing 
what  the  Atchison  pays  for  help  at  the  other  crossing,  in  which  affidavit 
he  estimates  that  $65  per  month  would  be  sufficient  to  procure  the  services 
called  for  by  the  contract  of  the  Atchison  with  the  Belt  and  Western  In- 
diana Companies.  Evidently  it  would  cost  as  much  at  one  place  as  it 
would  the  other,  they  being  only  a  few  hundred  feet  apart,  and  the  services 
required  being  the  same  in  both  cases.  We  are  therefore  inclined  to  adopt 
the  statement  of  Mr.  Thomas  as  to  the  contract  obligation,  namely.  SSO 
per  mo  th,  or  $960  per  year  for  each  crossing.  Such  wages  should  be  paid 
as  will  command  efficient  service.  These  contract  burdens  were  assumed 
by  these  companies  severally  in  order  to  obtain  their  crossings,  and  the 
Commission  see  no  reason  why  the  burden  should  not  be  continued  after 
interlocking  is  adopted.  The  interlocking  dispenses  with  the  necessity  of 
keeping  gatemen  or  flagmen,  and  the  work  is  performed  by  the  interlock- 
ing machine  much  more  satisfactorily  and  with  much  more  benefit  to  the 
companies  than  it  could  be  done  in  the  old  way.  It  is  therefore  the 
opinion  of  the  Commission  that  these  burdens  should  be  continued  and 
applied  to  the  operation  of  the  interlocking  plant  so  far  as  they  may  be 
needed  for  that  purpose. 

An  order  will  therefore  be  entered  in  this  case  providing  that  the  two 
crossings  mentioned  in  the  petition  and  in  the  citation  shall  be  interlocked 
in  a  single  system;  and  that  of  the  original  cost  of  the  construction  of 
such  interlocking  plant,  the  Western  Indiana  and  Belt  Companies  shall 
pay  jointly  four-tenths,  the  Alton  Company  three-tenths,  and  the  Atchison 
Company  three-tenths:  that  the  expense  of  maintaining  said  interlocking 
machine  and  plant  in  good  order  and  repair  shall  be  paid  l)y  the  said  com- 
panies in  the  same  proportion;  that  of  the  cost  of  operating  the  said  in- 
terlocking machine  the  Western  Indiana  and  Belt  Companies  shall  jointly 
pay  one-half  thereof,  up  to  the  point  where  said  one-half  may  reach  the 
sum  of  $80  per  month,  or  $960  per  year,  and  the  other  half  of  the  expense 
of  such  (operation  shall  be  paid  by  the  said  Atchison  Company,  up  to  the 
point  where  the  said  Atchison's  one-half  shall  reach  the  sum  of  §80  per 
month,  or  $960  per  year,  and  in  case  the  cost  of  operation  of  said  inter- 
locving  plant  shall  exceed  the  aggregate  of  the  sums  so  ordered  to  be  paid 
by  the  Western  Indiana  and  Belt  Companies  and  by  the  Atchison  Com- 
pany, to-wit:  the  sum  of  $160  per  month,  or  $1,920  per  year,  then  the  order 
shall  provide  that  the  excess  over  and  above  that  amount  shall  be  paid 
equally  by  the  three  companies  concerned. 


FINAL  ORDER  OF  THE   COMMISSION. 

Thursday,  December  10,  1891. 

At  a  session  of  the  Railroad  and  Warehouse  Commission  of  the  State  of 
Illinois,  held  at  its  office  in  Springfield.  Illinois,  on  tiiis  day,  present — 
Isaac  N.  Phillips,  John  II.  Wheeler  and  J.  C.  Willis,  Commissioners:  .7. 
TI.  Paddock,  Secretary,  and  Chas.  Hansel,  Consulting  Engineer— the  fol- 
lowing proceedings  were  had  in  this  cause: 

And  now  this  petition  and  citation,  consolidated  by  a  former  order  of 
the  (Commission,  liavini,^  come  on  to  Ije  tinally  lieard  and  determined  l)y 
the  Commission  this  lOlh  day  of  December,"  18!)!.  and  the  Coniniissinn 
having  considered  the  evidence  taken  thei'ein.  the  agriMMuents  mailc  by 
the  iiarties  through  their  resi)ective  counsel,  and  tin^  argumcMiI  >  of  cduiiscI 
made  ])efoi-e  the  ('onimission  at  a  former  session,  ami  t  he  Commission  l)e- 
iiig  fully  ai|vis(>(l   in  the  premises,  on  considerat  iitii  dolli   liinl: 
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That  the  public  good  requires  that  the  crossings  described  in  the  said 
petition  and  citation  be  protected  and  operated  by  an  interlocking  device; 
that  it  would  be  just  and  equitable  for  the  companies  named  in  said 
petition  and  citation  to  pay  for  the  original  cost  and  future  maintenance 
of  said  device,  as  follows: 

The  Chicago  &  Western  Indiana  Railroad  Company  and  the  Belt  Rail- 
way Company  of  Chicago,  lessee,  four-tenths;  the  Chicago  &  Alton  Rail- 
road Company  three-tenths,  and  the  Atchison,  Topeka  &  Santa  Fe 
Railroad  Company  three-tenths;  and  that  it  would  further  be  just  and 
reasonable,  in  view  of  the  burdens  for  gatemen  now  resting  unon  certain 
of  them  by  contract,  that  the  expense  of  the  operation  of  said  device 
should  be  paid  for  by  said  companies  as  follows: 

The  said  Chicago  &  Western  Indiana  Railroad  Company,  and  the  said 
The  Belt  Railway  Company  of  Chicago,  lessee,  to  pay  one-half  of  said  ope- 
rating expense,  up  to  the  point  where  the  same  shall  reach  the  sum  of 
$80  per  month,  or  S960  per  pear;  the  said  Atchison,  Topeka  &  Santa  Fe 
Railroad  Company  to  pay  the  remaining  one-half  of  such  operating  ex- 
pense, up  to  the  point  where  the  same  shall  reach  a  like  sum  of  §80  per 
month,  or  $960  per  year;  and  of  the  expense  of  such  operation,  if  any,  over 
and  above  the  sum  of  said  payments  so  to  be  made,  to-wit:  $160  per  month 
or  $1,920  per  year,  the  said  Chicago  &  Western  Indiana  Railroad  Company, 
ajid  the  said  The  Belt  Railway  Company  of  Chicago,  lessee,  to  pay  one- 
third  thereof,  the  said  Chicago  &  Alton  Railroad  Company  one-third  thereof, 
and  the  said  Atchison,  Topeka  &  Santa  Fe  Railroad  Company  one-third 
thereof. 

It  is  therefore  ordered  by  the  Commission  that  the  said  companies  to- 
wit:  The  Chicago  &  Western  Indiana  Railroad  Company,  and  the  Belt 
Railway  Company  of  Chicago,  lessee,  the  Chicago  &  Alton  Railroad  Com- 
pany, and  the  Atchison,  Topeka  &  Santa  Fe  Railroad  Company,  proceed 
to  protect  said  crossings  by  an  interlocking  device,  of  the  kind  and  de- 
scription shown  upon  the  blue  print  drawing  and  plan  which  is  attached 
hereto,  and  which  is  hereby  made  part  and  parcel  of  this  order.f 

EXPLANATION  OF  PLAN. 

It  is  further  ordered  that,  for  the  better  understanding  of  the  said  plan, 
the  following  explanations  thereof  be  observed: 

The  position  of  derails  is  indicated  by  a  shaded  point,  the  location  be- 
ing fixed  by  measurement,  indicated  by  figures. 

Main  track  routes  are  governed  by  top  blade  of  high  semaphore  signal, 
placed  on  engineman's  side  of  the  track,  which  it  governs. 

The  back-up  and  switching  movements  are  governed  by  dwarf  semaphore 
signals. 

The  distance  of  signal  from  point  it  governs  is  fixed  by  figures.  Its 
position  may  be  shifted  laterally  if  the  space  between  tracks  is  not  suffi- 
cient to  receive  the  post  without  danger. 

In  case  it  is  not  desired  to  operate  switches  marked  on  plan  as  "worked 
or  bolt-locked,"  then  the  lower  blade  governing  such  switch  may  be 
omitted. 

GENERAL   SPECIFICATIONS. 

It  is  further  ordered  that  the  said  interlocking  device  and  machine  be 
constructed  by  said  companies  in  accordance  with  the  following  general 
specifications,  to-wit: 

1.  The  switches,  derails  and  signals  must  be  operated  from  a  central 
tower  house,  as  indicated  on  V)lue  print  plan. 

2.  All  signals  must  be  of  the  semaphore  type. 

tThis  plan  can  be  seen  attached  to  the  docket,  but  the  same  cannot  be  shown  here. 
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3.  All  switches  and  locks  must  be  worked  by  one-inch  iron  pipe,  plugged 
and  riveted  at  joints,  and  carried  on  anti-friction  pipe  carriers,  fixed  on 
oak  posts  placed  firmly  in  the  ground,  not  to  exceed  eight  feet  apart. 
Each  line  of  pipe  must  be  automatically  compensated. 

4.  All  signals  must  be  worked  with  two  lines  of  wire. 

5.  All  signal  blades  must  be  so  constructed  as  to  go  to  the  danger 
position  in  case  of  breakage  of  connections  anywhere  between  the  operat- 
ing lever  and  blade. 

6.  All  facing  point  switches  must  be  fitted  with  duplex  facing  point 
locks. 

7.  All  cranks  and  pipe  compensators  must  be  fixed  on  foundations  firmly 
imbedded  in  concrete. 

8.  All  cranks,  compensators,  chain  wheels  and  main  pipe  lines  must  be 
boxed. 

9.  All  derails  and  operated  switches  must  be  provided  with  detector 
bar. 

10.  All  switch  points  must  work  on  iron  plates,  so  arranged  as  to  keep 
the  track  at  switch  points  accurately  to  gauge. 

11.  All  connections  must  be  accurately  adjusted  so  as  to  make  it  im- 
possible to  give  a  clear  signal  with  the  switch  open  or  partially  open. 

12.  Each  part  of  the  machine  and  connections  must  be  made  sufficiently 
strong  for  the  work  it  is  to  perform. 

13.  All  movements  of  switches  and  signals  must  be  made  by  levers,  ar- 
ranged and  interlocked  so  as  to  prevent  the  operator  from  giving  conflict- 
ing signals. 

14.  The  material  and  workmanship  must  be,  in  all  respects,  first-class^ 
and  the  entire  plant  must  be  constructed  in  accordance  with  the  best 
practice  in  signaling,  and  the  plant,  as  a  whole,  must,  when  finished,  be 
complete  and  perfect  and  in  every  way  fit  for  the  purpose  of  its  construc- 
tion, and  all  details  not  herein  specified,  which  may  be  found  necessary 
to  the  completeness  and  efficiency  of  the  machine  and  plant  shall  be  sup- 
plied by  the  said  companies,  the  same  as  though  they  were  herein  partic- 
ularly set  forth. 

15.  The  machine  to  be  used  for  the  operation  and  interlocking  of  the 
signals,  switches  and  derails  must  be  approved  by  this  Commission  before 
construction  is  commenced;  and  the  entire  plant  must  be  constructed 
subject  to  the  approval  of  the  Eailroad  and  Warehouse  Commission,  and 
permit  duly  issued,  as  required  by  statute,  before  it  is  put  into  operation. 

It  is  further  ordered  that  the  said  companies  pay  the  cost  of  the  origi- 
nal construction  and  of  the  maintenance  of  said  device  as  follows: 

The  Chicago  &  Western  Indiana  Railroad  Company,  and  The  Belt  Rail- 
way Company  of  Chicago,  lessee,  shall  pay  four-tenths  thereof,  the  Chicago 
&  Alton  Railroad  Company  shall  pay  three-tenths  thereof,  and  the  Atchi- 
son, Topeka  &  Santa  Fe  Railroad  Company  shall  pay  three-tenths  thereof: 
and  of  the  expense  of  the  operation  of  said  device  when  complete,  the 
said  Chicago  &  Western  Indiana  Railroad  Company,  and  the  said  The  Belt 
Railway  Company  of  Chicago,  lessee,  shall  pay  one-half  thereof,  up  to  the 
point  where  the  same  shall  reach  |80  per  month,  or  $9(j0  per  year,  and  the 
said  Atchison,  Topeka  &  Santa  Fe  Railroad  Company  shall  pay  the  other 
half  of  said  expense  of  operation  up  to  the  point  where  the  same  shall 
reach  the  sum  of  $80  per  month,  or  ^(100  per  year:  and  of  the  expense  of 
operation  over  and  above  the  sum  (if  the  two  amounts  so  provided  to  be 
paid,  if  any,  the  said  Chicago  &  Western  Indiana  Railroad  Couijiany,  and 
the  said  The  Belt  Railway  Company  of  Chicago,  lessee,  shall  pay  one-third 
of  such  excess,  the  said  Chicago  &  Alton  Railroad  Ctmipany  shall  pay  one- 
third  tlicreof,  and  the  said  Atchison,  Topeka  .K:  Santa  Fe  Railroad  Com- 
pany shall  pay  the  remaining  one-third  of  such  excess. 
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It  is  further  ordered  that  the  said  companies  shall  construct  the  said 
interlocking  device  and  have  the  same  in  order  and  ready  for  use  within 
ninety  days  from  the  entering  of  this  order  (December  10,  1891),  as  pro- 
vided bv  statute. 


No.  8. 
PROTECTION  OF  CROSSING. 

THE  CHICAGO   &  ALTON   RAILROAD  CO., 

Petitioner, 
vs. 
THE    ATCHISON,   TOPEKA    &   SANTA   FE   RAILROAD  CO., 

Bespondent. 

PETITION  NO.  2,  PROTECTION  OF  CROSSING  AT  CORWITH. 

OPINION  OF   THE   COMMISSION. 


By  Phillips,  Chairman. 

This  is  a  petition,  by  the  Chicago  &  Alton  Railroad  Company,  for  an 
order  to  compel  the  Atchison,  Topeka  &  Sauta  Fe  Railroad  Company  to 
join  the  petitioner  in  interlocking  the  crossing  of  the  tracks  of  the  two 
companies  at  Corwith,  in  Cook  county.  The  location  of  the  tracks  of  the 
Atchison  companv  at  this  point  are  peculiar.  The  Alton  has  two  tracks 
running  parallel  vvith  the  Illinois  &  Michigan  '^anal  and  immediately  up- 
on the  south  side  thereof.  The  Atchison  has,  or  will  have,  two  main 
trades  also  running  parallel  with  the  canal  upon  the  north  side.  Another 
main  track  of  the  Atchison  company,  connecting  with  the  Corwith  yards 
and  running  north  and  south,  passes  over  the  canal  and  forms  a  crossing 
with  both  the  tracks  of  the  Alton  and  the  other  tracks  of  the  Atchison. 
Besides  these  there  is  a  switch  or  turn-out  of  the  Atchison  extending 
over  the  canal  and  crossing  the  Alton  tracks  near  the  place  where  the 
other  north  and  south  line  of  the  Atchison  crosses  them.  It  is  necessary 
to  include  both  the  main  track  crossings,  the  turn-out  crossing  and  all 
the  switches  in  one  system  of  interlocking. 

The  Alton  here,  as  in  the  other  cases  before  us,  has  contended  that  the 
entire  burden  of  put  ing  in,  maintaining  and  ojjerating  this  interlocking 
should  be  cast  upon  the  Atchison  because  it  is  the  junior  company.  We 
have  disposed  of  this  claim  of  seniority  in  our  opinion  rendered  in  the 
case  of  the  Padiicah  Junction  crossing.  In  the  case  before  us,  however,  a 
verv  large  proportion  of  the  cost  of  the  interlocking  plant  is  occasioned 
by  "^the  number  and  peculiar  location  of  the  tracks  of  the  At-'hison  com- 
pany, and  it  would  be  unjust  to  '  ompel  the  Alton  company  to  pay  equally 
with  the  Atchison  under  the  peculiar  circumstances  of  this  case. 

The  Atchison  companv  contends  that  the  expense  of  construction,  oper- 
ation and  maintenance  should  be  apportioned  according  to  the  number  ot 
"main  tracks  of  each  conipany  involved  in  the  crossing,  which,  in  this  case. 

—17  R.  R. 


258  " 

would  be  a  burden  of  two-thirds  of  such  expenses  upon  the  Atchison  com- 
pany and  one-third  upon  the  Alton  company.  While  we  have,  in  the  other 
case  referred  to,  expressed  our  dissatisfaction  with  this  basis  of  apportion- 
ing expenses  as  applied  to  all  cases,  yet  in  the  particular  case  now  under 
consideration  we  think  the  result  which  would  be  obtained  by  applying 
the  main  track  basis  would  be  just  and  equitable.  The  Atchison  company 
offers  to  pay  two-thirds  of  all  cost  and  expense  and  we  are  inclined  to 
regard  this,  under  the  circumstances,  as  a  fair  offer. 

Since  this  case  was  heard  before  the  Commission  the  Atchison  company 
has  filed  a  plat  or  drawing,  showing  that  the  projected  line  of  the  canal 
to  be  built  by  the  Chicago  Drainage  Commission  passes  near  the  proposed 
crossing  of  the  tracks  of  these  two  companies,  and,  it  is  said,  if  the  canal 
is  built  as  this  plan  indicates,  some  change  may  have  to  be  made  in  the 
location  of  the  tracks  of  the  Atchison  company.  We  are,  however,  ad- 
vised l^y  our  consulting  engineer  that  the  building  of  the  canal,  as  pro- 
posed, will  not  necessarily  interfere  with  the  interlocking  plant  required 
for  these  crossings;  and  inasmuch  as  the  digging  of  the  canal  is  somewhat 
remote,  and  may  depend  upon  contingencies,  we  have  concluded  not  to 
change  the  plan  of  interlocking  upon  that  ac  ount.  We  do  not  think  the 
proposed  canal  a  sufficient  reason  for  denying  the  prayer  of  the  Alton's 
petition. 

An  order  will,  therefore,  be  entered  in  this  case  for  the  interlocking  of 
the  system  of  crossings  and  switches  shown  upon  the  plats  that  have  been 
submitted  and  partly  described  in  the  petition  in  this  case,  which  order 
shall  provide  that  the  original  cost,  expense  of  future  maintenance  and 
the  expense  of  operation  shall  be  paid,  two-thirrls  by  the  Atchison,  Topeka 
&  Santa  Fe  Kailroad  Company,  and  one-third  by  the  Chicago  &  Alton 
Eailroad  Company. 


FINAL  ORDER  OF  THE  COMMISSIO:Sr. 

Thursday,  December  10,  1891. 

At  a  session  of  the  Railroad  and  Warehouse  Commission  of  the  State 
of  Illinois,  held  at  its  office  in  Springfield,  Illinois,  on  this  day:  present- 
Isaac  N.  Phillips,  John  R.  Wheeler  and  J.  C.  Willis,  Commissioners;  J. 
H.  Paddock,  Secretary,  and  Chas.  Hansel,  Consulting  Engineer— the  fol- 
lowing proceedings  were  had  in  this  cause: 

And  now  this  petition,  having  come  on  for  final  hearing  and  determi- 
nation before  the  Commission  on  this  10th  day  of  December,  1891,  and 
the  Commission,  having  considered  the  evidence  taken  herein,  the  agree- 
ments made  by  the  parties  through  their  respective  counsel,  and  the  argu- 
ments of  counsel  made  before  the  Commission  at  a  previous  session,  and 
the  said  Commission,  being  fully  advised  in  the  premises,  on  consideration 
doth  find: 

Tiiat  the  public  good  requires  that  the  crossing  described  in  said  petition, 
and  the  other  crossing  and  switches  of  the  Atchison,  Topeka  &  Santa  Fe 
Railroad  Company,  hereby  found  to  be  necessarily  involved  in  the  inter- 
locking system,  be  protected  and  operated  by  an  interlocking  device;  that 
it  would  be  just  and  equitable  for  the  said  Chicago  i'v  Alton  Railroad 
Company  to  pay  one-third  part  of  the  entire  original  cost  of  said  device 
and  its  several  parts,  attachments  and  appurtcMiances  and  of  the  expense 
in  maintaining  and  operating  the  same,  and  IVir  tlie  said  Atchison,  T 'poica 
A:  Santa  Fe  Railroad  Company  to  pay  two-thirds  of  siicli  original  cost,  and 
of  such  expense  of  maintenance  and  operation. 

It  is  therefore  ordered  l)y  the  Commission  that  the  said  comjianies,  lo- 
wit:  The  Chicago  vS:  Alton  Railroad  Comi)any  and  the  Atchison,  Topeka 
&  Santa  Fe  Railroad  Company  I'ortliwitli  proceed  to  protect  said  crossings 
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by  an  interlocking  device  of  the  Icind  and  description  siiown  upon  thfe 
blue  print  drawing  and  plan  which  is  attached  hereto,  and  which  is  here- 
by made  part  and  parcel  of  this  order. f 

EXPLANATION  OF  PLAN. 

It  is  further  ordered  that,  for  the  better  understanding  of  the  said  plan, 
the  following  explanations  thereof  be  observed: 

The  position  of  derails  is  indicated  by  a  shaded  point,  the  location  being 
fixed  by  measurement,  indicated  by  figures. 

Main  track  routes  are  governed  by  top  blade  of  high  semaphore  signal, 
placed  on  engineman's  side  of  the  track,  which  it  governs. 

The  back-up  and  switching  movements  are  governed  by  dwarf  semaphore 
signals. 

The  distance  of  signal  from  point  it  governs  is  fixed  by  figures.  Its 
position  may  be  shifted  laterally  if  the  space  between  tracks  is  not  suffi- 
cient to  receive  the  post  without  danger. 

In  case  it  is  not  desired  to  operate  switches  marked  on  plan  as  "worked 
or  bolt-locked,"  then  the  lower  blade  governing  such  switch  may  be 
omitted. 

GENERAL   SPECIFICATIONS. 

It  is  further  ordered  that  the  said  interlocking  device  and  machine  be 
constructed  by  said  companies  in  accordance  with  the  following  general 
specifications,  to-wit: 

1.  The  switches,  derails  and  signals  must  be  operated  from  a  central 
tower  house,  as  indicated  on  blue  print  plan. 

2.  All  signals  must  be  of  the  semaphore  type. 

3.  All  switches  and  locks  must  be  worked  by  one-inch  iron  pipe,  plugged 
and  riveted  at  joints,  and  carried  on  anti-friction  pipe  carriers  fixed  on 
oak  post-i,  placed  firmly  in  the  ground,  not  to  exceed  eight  feet  apart. 
Each  line  of  pipe  must  be  automatically  compensated. 

4.  All  signals  must  be  worked  with  two  lines  of  wire. 

5.  All  signal  blades  must  be  so  constructed  as  to  go  to  the  danger 
position  in  case  of  breakage  of  connections  anywliere  between  the  operat- 
ing lever  and  blade. 

6.  All  facing  point  switches  must  be  fitted  with  duplex  facing  point 
locks. 

7.  All  cranks  and  pipe  compensators  must  be  fixed  on  foundations, 
firmly  imbedded  in  concrete. 

8.  All  cranks,  compensators,  chain  wheels  and  main  pipe  limes  must  be 
boxed. 

9.  All  derails  and  operated  switches  must  be  provided  with  detector 
bar. 

10.  All  switch  points  must  work  on  iron  plates,  so  arrac^ed  as  to  keep 
the  track  at  switch  points  accurately  to  gauge. 

11.  All  connections  must  be  accurately  adjusted  so  as  to  make  it  im- 
possible to  give  a  clear  signal  with  the  switch  open  or  partially  open. 

12.  Each  part  of  the  machine  and  connections  must  be  made sufliciently 
strong  for  the  work  it  is  to  perform. 

13.  All  movements  of  switches  and  signals  must  be  made  by  levers, 
arranged  and  interlocked,  so  as  to  prevent  the  operator  from  giving  con- 
flicting signals. 

+For  plan  referred  to.  see  docket  of  the  Commission. 
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14.  The  material  and  workmansbip  must  be,  in  all  respects,  first-class, 
and  the  entire  plant  must  be  constructed  in  accordance  with  the  best 
practice  in  signaling,  and  the  plant,  as  a  whole,  must,  when  finished,  be 
complete  and  perfect,  and  in  every  way  fit  for  the  purpose  of  its  construc- 
tion, and  all  details  not  herein  specified,  which  may  be  found  necessary 
to  the  completeness  and  efficiency  of  the  machine  and  plant,  shall  be  sup- 
plied by  the  said  companies  the  same  as  though  they  were  herein  partic- 
ularly set  forth. 

15.  The  machine  to  be  used  for  the  operation  and  interlocking  of  the 
signals,  switches  and  derails  must  be  approved  by  this  Commission  before 
construction  is  commenced,  and  the  entire  plant  must  be  constructed  sub- 
ject to  the  approval  of  the  Eailroad  and  Warehouse  Commission,  and  per- 
mit duly  issued  as  required  by  statute  before  it  is  put  into  operation. 

It  is  further  ordered  that  the  said  Chicago  &  Alton  Railroad  Company 
pay  one-third  of  the  original  cost,  and  of  the  expense  of  maintenance,  and 
of  the  future  operation  of  said  device;  and  that  the  said  Atchison,  Topeka 
&  Santa  Fe  Eailroad  Company  pay  two-thirds  of  such  cost  and  expense. 

And  it  is  further  ordered  that  the  said  companies  shall  construct  the 
said  device  and  machine  and  have  the  same  in  oider  a>  d  ready  for  use 
within  ninety  days  from  the  entering  of  this  order  (December  10,  1891),.  as. 
provided  by  statute. 


No.  9. 

IN     THE     MATTER     OF     THE     CLAIM     OF     McCOURTIE, 
HILL  &  GO. 


OPINION  OF  THE  CO^VIMISSION. 


By  Phillips,  Chairman. 

McCourtie,  Hill  &  Co.  ask  the  Commission  to  refund  twenty  dollars,, 
deposited  by  them  upon  their  appeal  from  the  grading  of  four  certain  cars 
of  oats.  The  track  inspector  graded  the  cars  "No.  3  oats."  Claimants 
appealed,  insisting  the  grade  should  be  "No.  3  toMe  oats,"  but  the  Appeals 
Committee  affirmed  the  original  inspection.  A  return  of  fees  is  sought 
upon  two  grounds,  namely: 

1.  That  a  proper  interpretation  and  application  of  the  printed  rule  es- 
tablisliing  grades  of  oats  would  have  made  the  cargo  in  question  "No.  3 
w/w7e." 

2.  That  certain  similar  oats  before  inspected  for  claimants  had  been 
graded  "No.  3  'ihite,'''  thereby  giving  claimants  good  cause  to  believe  the 
grade  of  the  four  cars  would  be  changed  on  appeal,  and  the  clain)ants. 
having  thus  been  misled,  without  their  fault,  should  in  equity  be  repaid 
their  fees. 

That  part  of  rule  4,  establishing  and  defining  the  two  grades  of  oats 
which  are  here  in  qv?estiou,  is  as  follows: 

"No.  3  Whitk  oats  shall  be  seven-eights  white,  but  not  sufficiently 
sound  and  clean  for  No.  2,"  (meaning  No.  2  whte  oats). 

"No.  3  Oats  shall  be  aH  oats  tlnit  are  damp,  unsound,  tlirty,  or  fiom. 
any  cau.se  unfit  for  No^  2,"  (meaning  No.  2  oats.) 
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The  oats  in  question  were  all  white.  So  far,  therefore,  as  color  alone 
could  be  decisive,  it  points  to  a  grading  of  these  oats  as  'white;"  and 
cTaimants  coutend  that  upon  this  ground  of  color  the  four  cars  should 
have  been  graded  as  white  oats,  if  graded  at  alL  One  question  here  is, 
therefore,  whether  the  element  of  color  is  by  itself  decisive  of  grade. 

The  words  of  the  abive  rule  for  3  white,  "but  not  sufficiently  sound 
and  clean  for  No.  2,"  have  received  an  interpretation  by  the  long  practice 
of  the  department,  which  can  only  be  understood  by  recurring  to  the  defi- 
nition of  the  grade  of  No.  2  white,  which  latter  are  required  to  be  "seven- 
eighths  white,  sweet,  reasonably  clean,  and  reasonably  free  from  other 
grain."  The  words  in  the  No.  3  rule,  "but  not  sufficiently  sound  and 
clean  for  No.  2,"  are  held  to  mean  that  in  soundness  and  cleanness  No.  3 
shall  be  but  a  single  degree  or  point  below  what  is  required  for  No.  2. 
This  clause  is  not  construed,  as  contended  here,  to  embrace  all  other  oats 
which  are  seven-eighths  white,  and  not  too  unsound  and  dirty  to  be  graded 
at  all.  Such  a  construction  the  words  might  bear,  perhaps,  if  standing 
alone;  but  all  parts  of  the  rule  establishing  grades  of  oats  should  be  con- 
strued t'lgether:  and  when  it  is  considered  that  the  definition  of  "No.  3 
oats"  embraces  ''all  oats"  of  certain  defective  qualities,  we  think  the 
interpretation  which  the  3  white  rule  has  received  in  practice  is  not  un- 
reasonable. Oats  which  are  musty,  very  dirty  or  unsound  are  not  graded 
white,  even  though  the  color  of  them  is,  in  fact,  such.  Such  oats,  if  fit 
to  grade  at  all,  are  called  "No.  3  oats." 

The  oats  in  the  four  cars  of  McCourtie,  Hill  &  Co.  were  musty,  so 
shown  to  be  by  the  samples  produced  at  the  hearing.  They  had  been 
damp,  and,  at  the  date  of  inspection,  were  not  approximately  up  in  qual- 
ity to  No.  2  white,  in  soundness  and  sweetnes^:;.  Their  proper  place  was 
therefore  in  the  grade  of  "No.  3  oats,"  which,  it  will  be  seen  from  the 
.above  rule,  embrace  "aM  oats"  of  the  character  described  in  it;  that  is  to 
say,  oats  of  all  colors  which  are  "damp,  unsound,  dirty,  etc." 

The  second  ground  urged  is,  that  a  previous  Inspection  made  for  claim- 
ants of  similar  oats  as  "No.  3  white"  misled  claimants  into  believing  in 
good  faith  that  the  cars  in  question  had  been  wrongly  graded,  and  hence 
the  fees  should  in  equity  be  refunded. 

It  does  appear  from  samples  shown  at  the  hearing,  that  certain  musty 
oats,  of  perhaps  no  better  quality  than  these  four  cars,  had  previously 
been  jjraded  for  claimants  as  "No.  3  white  oats."  It  is  not  shown  what 
•track  inspector  did  this.  The  alleged  misleading  inspection  was,  however, 
■clearly  erroneous,  and  not  in  line  with  the  general  practice  of  the 
department. 

It  would  result  in  no  end  of  difficulty  and  confusion,  if  we  should  hold, 
that  one  inspector  is  bound  to  follow  the  error  of  another  inspector  of 
equal  rank,  or  even  that  he  is  bound  to  follow  his  own  error,  if  so  un- 
fortunate as  to  make  one.  The  judgment  of  the  track  inspector  who 
gave  the  grade  which  claimants  say  they  relied  upon,  is  of  no  higher 
authority  than  the  judgment  of  the  other  track  inspector  who  called 
these  cars  "No.  3  oats."  If  this  appeal  demonstrates  anything,  it  is  that 
the  first  inspection  was  wrong.  It  is  the  voice  of  a  tribunal  of  arbitra- 
tion provided  by  law,  and  its  action  is  conclusive  as  to  the  grade  of  these 
oats  of  claimants. 

We  are  sufficiently  convinced  of  the  desirability  that  all  inspections 
should  be  absolutely  correct,  if  that  were  possible.  So  long,  however,  as 
the  department  must  rely  upon  the  judgments  of  fallilale  men,  errors 
will  occur,  and  will  be  expected  by  patrons.  The  problem  is,  by  wise 
regulations  and  proper  selection  of  inspectors,  to  reduce  errors  to  a  mini- 
mum. Some  hardships  would,  perhaps,  be  incident  to  the  best  system 
that  human  wisdom  could  devise.  Claimants  were  no  doubt  led  by  their 
•experience  to  believe  an  appeal  would,  in  this  case,  be  successful  :  and,  if 
their  belief  had  been  based  upon  a  judgment  of  the  same  tribunal  to 
which  their  appeal  was  taken,  instead  of  being  based  upan  the  judgment 
of  a  track  inspector  of  no  higher  authority  than  the  judgment  appealed 
■from,  there  would  be  better  reason  to  say  they  should  in  equity  be  reim- 
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"bnrsed.  Even  tben  the  question  would  be  raised  wliether  the  Commis- 
sioners, unskilled  as  they  are  in  the  technical  requirements  of  inspection, 
would  he  willing,  hy  refunding  these  fees,  to  discredit  the  judgment  of 
the  Appeals  Committee  in  a  matter  peculiarly  within  the  skill  and  juris- 
diction of  that  committee.  The  Commission  does  not  hold  up  either  its 
Appeals  Committee  or  its  track  inspectors  as  infallible;  but  we  believe 
all  of  them  are  skillful  and  conscientious.  Unfortunately  the  grading  of 
grain  is  not  a  process  which  admits  of  mathematical  accuracy.  Defini- 
tions of  grades  are  after  all  but  words,  and  words  are  elastic  things.  It 
is  Itss  remarkable  that  errors  sometimes  occur  than  that  they  occur  so 
seldom.  If  an  inspector  does  err  the  department  cannot  undertake  to  be 
bound  by  his  error,  nor  to  indemnify  those  who  may  be  so  unfortunate  as. 
to  rely  upon  the  error  as  authority. 

For  the  reasons  given,  the  claim  has  been  denied. 
Adopted  March  2,  1892. 


No.  10. 


IN  THE  xMATTEK  OF  THE  CLAIM  OF  W.  W.  HUNTER,  FOR 
ERROR  IN  CERTIFICATE. 


OPINION    OF  COMMISSION. 


By  Phillips,  Chairman: 

This  is  a  claim  of  W.  W.  Hunter  for  $19.16  damages  alleged  to  have  re- 
sulted to  him  from  a  clerical  error  in  a  certain  certificate  of  inspection  of 
a  car  of  oats.  The  facts  out  of  which  the  claim  arises  have  been  suc- 
cinctly stated  to  the  Commission  by  Mr.  Price,  Chiet  Inspector,  in  the 
following  letter: 

"CHiCAtiO,  October  23,  1891. 
Hon.  Isaac  ISC.  Phillips,  Chainnan  Bailroad  and    Warehouse    Commission,. 
Springfield,  111.: 

Dear  Sir: — I  beg  to  submit  herewith,  for  tne  consideration  of  your 
Honorable  Board,  a  claim  for  $19.16  made  against  the  department  by  Mr. 
W.  W.  Hunter.    The  circumstances  are  as  follows: 

Car  r>032,  C.  S.  L.,  was  inspected  on  the  C,  B.  &  Q.  R.  R.,  September 
21,  1891,  as  No.  Two  (2)  Oats,  '"Subject  to  approval  on  unloading."  On 
the  same  day,  car  5062  was  inspected  as  the  same  grade,  but  without  the 
qualification. 

By  an  error  in  copying,  Mr.  Fishback  left  the  first  car  otT  the  books. 
When  a  certificate  on  the  car  was  called  for,  the  number  could  not  be 
found;  but  5062,  being  so  nearly  the  same  number,  and  agreeing  exactly  as 
to  date  and  grade,  the  natural  supposition  was  that  one  of  the  figures 
was  wrong.  Some  one  in  the  office  called  up  the  track  men  and  asked 
which  number  was  correct.  The  track  men  happened  to  find  ')0:V2  first, 
and  reported  that  such  was  the  number  on  their  books.  On  tlie  strength 
of  this  report  the  number  5062  was  erased  and  fA):V2  inserted,  in  its  place, 
btit  without  the  limitation. 
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On  the  strength  of  the  clear  certificate  furnished  him,  Mr.  Hunter  paid 
for  the  car  and  forwarded  it  to  a  customer  at  Kokomo,  Ind.  In  unload- 
ing the  grain  at  that  point  it  was  discovered  tliat  the  car  was  badly 
"plugged,"  and  that  the  oats  should  have  been  three  (3)  oats  instead 
of  two  (2).  The  claim  of  two  (2)  cents  per  pushel  is  a  very  reasonable  one, 
considering  the  quality  of  the  oats  delivered. 

It  is  impossible  to  fix  the  fault  definitely  upon  any  person,  but  at  the 
same  time  Mr.  Hunter  has  been  damaged  beyond  question  by  some  one  or 
more  of  the  employes  of  this  department.  Mr.  Fishback  erred  in  leaving 
the  car  number  off  his  records.  The  man  also  who  took  the  matter  up 
first  made  an  excusable  error  in  jumping  at  the  conclusion  that  the  two 
cars  were  identical,  while  the  track  men  are  not  entirely  blamele-s,  in 
that  they  did  not,  when  reporting  that  they  found  car  5032  on  their  books, 
also  report  that  it  was  inspected  "subject  to  approval."  If  this  had  been 
done,  or  if  the  car  had  been  at  first  copied  as  it  should  have  been,  Mr. 
Hunter  would  have  been  put  upon  his  guard  and  a  re-inspection  ordered 
which  would  have  developed  the  true  state  of  affairs,  and  thrown  the 
blame  upon  the  guilty  party. 

I  know  the  position  in  which  the  Commission  and  the  Department  are 
placed  by  the  opinion  of  the  Attorney  General,  but  I  know  also  that  the 
public  confidence  in  the  Department  "^suffers  severely  whenever  we  fail  in 
a  single  instance  to  make  our  grades  good. 

The  dissatisfaction  among  the  grain  men  with  what  they  consider  a  dis- 
honorable shirking  of  a  plain  business  responsibility,  is  growing  all  the 
time,  and  I  am  forced  to  take  some  severe  "overhaulings  on  account  of  it. 

I  believe  that  every  man  on  the  Board  of  Trade,  without  a  single  dis- 
senting voice,  would  uphold  the  position  that  such  claims  as  this  should 
be  paid  from  the  Department  funds,  and  further,  that  all  such  claims 
should  be  paid  promptly,  and  such  amounts  as  may  be  deemed  best  col- 
lected back  from  the  inspectors  in  error. 

I  know  this  matter  is  considered  settled,  but  I  respectfully  ask  your 
honorable  Board  to  look  carefully  into  it  again  and  see  if  there  cannot  be 
found  some  justification  for  following  the  long  line  of  precedents  and  the 
custom  of  years,  rather  than  the  opinion  of  the  Attorney  General,  which, 
while  it  is  doubtless  good  law,  is  very  prejudicial  to  the  rights  of  the 
public  and  the  interest  and  reputation  of  the  Department. 
Respectfully  yours, 
(Signed)  P.  Bird  Pkice, 

Chief  Inspector.'' 

The  reasonings  of  the  Attorney  General  in  the  opinion  referred  to  by 
Mr.  Price,  taken  in  their  broadest  scope,  might  perhaps  exclude  a  claim 
of  the  character  here  presented,  but  the  claim  of  Franklin,  Edson  &  Co., 
on  which  that  opinion  was  rendered  was  for  the  error  of  an  inspector  and 
not  a  clerk.  The  inspector  graded  No.  3  wheat  as  Xo.  2;  and,  it  may  be 
added,  the  error  was  so  glaring  as  to  raise  a  suspicion  of  the  inspector's 
good  faith. 

The  statute  provides  that  each  track  inspector  shall  execute  a  bond  in 
the  penal  sum  of  $5,000,  conditioned  among  other  things,  "that  he  will 
pay  all  damages  to  any  person  or  persons  who  may  be  injured  by  reason 
of  his  neglect,  refusal,  or  failure,  to  comply  with  the  law  and  the  rules 
and  regulations." 

One  of  the  contentions  of  the  counsel  of  Franklin,  Edson  &  Co.,  in  the 
case  on  which  the  Attorney  General's  opinion  was  given,  was  that  the 
bond  required  by  statute  of  an  inspector  is  for  the  protection  of  the  De- 
partment itself  as  well  as  of  patrons.  It  was  contended  the  commission 
could  pay  the  claim  of  Franklin,  Edson  &  Co.,  and  look  to  the  bond  of 
the  inspector  for  re-imbursement.  The  Attorney  General  did  not,  how- 
ever, concur  in  this  view.  He  states  the  liability  of  the  inspectors  upon 
their  bonds  at  page  5  of  his  opinion,  in  these  words: 
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"The  law  requires  that  he  shall  he  qualified  for  the  duties  which  he  as- 
sumes, and  his  bond  is  given  for  the  purpose  of  holding  him  to  the  faith- 
ful performance  of  those  duties,  and  to  idemnify  those  who  may  he  in- 
jured by  his  neglect  so  to  do.  I  note  what  the  claimants  and  iheir 
learned  counsel  say  as  to  the  right  to  recover  on  the  bond  of  the  assist- 
ant inspector  (i.  e.  the,  right  of  the  Commission  to  recover),  but  I  cannot 
concur  either  in  the  reasoning  or  the  conclusions  reached  by  them.  The 
remedy  for  the  injury  of  which  they  complain,  must,  in  my  opinion,  be 
found  by  suit  on  the  bond  of  the  assistant  inspector;  and  this  remedy 
seems  to  be  adequate." 

After  quoting,  and  commenting  upon  the  law  as  to  what  may  properly 
be  included  in  the  estimate  of  expenses  which  the  Commission  is  author- 
ized to  raise  revenues  to  meet,  the  Attorney  General  concludes  his  opinion 
in  these  words: 

"I  conclude  that  the  statute  confers  on  the  Commissioners  no  authority 
to  use  funds  collected  for  the  necessary  expenses  incident  to  the  inspec- 
tion service  in  paying  claims  for  injuries  arising  from  false  or  erroneous  in- 
spect on."    (Page  7). 

Evidentlv  the  Attorney  General  meant  to  give  no  opinion  beyond  the 
case  that  was  before  him,  that  is  to  say:  The  case  of  a  claim  for  the  er- 
roneous grading  of  grain  by  an  inspector  who  has  given  bond  under  the 
statute.  The  substantial  basis  of  the  opinion,  as  we  understand  it,  is  the 
fact  that  in  the  case  of  such  damages  the  statute  provides  injured  parties 
a  complete  remedy  upon  the  inspector's  bond,  as  such  negatives  the  idea 
that  the  Commission  was  expected  to  pay  them.  In  other  words,  the  law 
so  specifically  and  clearly  points  out  another  remedy  that  in  the  op  nion 
of  the  Attorney  General  the  Commission  is  without  power  to  make  other 
provision  for  payment;  and  he  holds  further  that  the  recovery  on  the  bond 
must  be  by  the  injured  party  and  not  by  the  Commission. 

As  before  remarked,  this  case  is  not  like  that  of  FranHin,  Edson  &  Co. 
Here  the  error  cannot  be  distinctly  traced  to  any  officer  or  employes  of 
the  department  who  is  required  by  statute  to  give  a  bond.  The  clerks  in 
the  office,  where  the  first  mischievous  errors  arose,  do  not  give  bond  for 
the  protection  of  patrons.  No  remedy  is,  therefore  provided  by  law  for 
errors  made  by  the  Chief  Inspector's  clerks.  Even  in  the  case  of  those 
employes  whc  have  given  bond,  we  conceive  that  cases  might  arise  where 
it  would  be  impossible  to  trace  the  error  in  such  way  as  to  furnish  to 
patrons  an  effective  remedy  for  their  injury. 

The  question  is  raised  whether  in  such  cases  this  Commission  shall 
leave  the  patrons  of  the  inspection  department  without  a  remedy.  Unless 
the  Commission  are  at  liberty  to  regard  damages,  arising  from  errors  made 
by  employes  who  give  no  bond,  as  a  part  of  the  necessary  expenses  of  the 
department,  patrons  will  be  left  without  protection.  We  are  advised  by 
tht'  Chief  Inspector  that  to  do  this  tends  seriously  to  discredit  the  inspec- 
tion department  among  its  patrons,  all  of  whom  insist,  with  much  show 
of  reason,  that  the  department  should  make  its  grades  good. 

It  was  known  when  this  law  passed  that  fallible  men  would  be  employed 
to  do  the  work  of  the  inspection  department,  and  that  the  most  careful 
men,  when  acting  under  the  best  devised  system,  will  frequently  make 
mistakes.  Would  it,  then,  do  any  violence  to  the  law,  or  the  intention  of 
its  framers,  to  hold  that  errors  committed  by  employes,  which  cause  pa- 
trons damage,  shall,  in  the  absence  of  other  express  provision  f  ir  tlieir 
payment,  be  taken  and  held  as  a  part  of  the  necessary  expenses  of  the  in- 
spection department,  to  be  paid  as  other  expenses,  and  for  which  revenue 
may  properly  be  raised  from  inspection  fees?  Surely  such  claims  for  dam- 
ages could  have  been  as  well  foreseen  as  could  bills  for  the  rent  of  offices, 
or  the  pav-roll  of  employes.  Nothing  else  was  to  have  been  expected  than 
that  errors  would  occasionally  be  made,  and  that  damages  to  pfitrons 
would  arise  therefrom. 

While  respecting  entirely  the  Attorney  General's  opinion,  we  at  the 
same  time  realize  the  necessity  so  well  expressed  in  the  Chief  Inspector's 
letter,  of  adopting  a  proper  policy  for  this  large  department  of  State  work. 
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"We  are  further  influenced  by  the  fact  lately  so  well  established  that  the 
patrons  of  the  department,  those  from  whom  the  department  derives  its 
revenues,  are  unanimous  in  their  wish  that  d  images  arising  from  errors 
may  be  considered  as  an  expense  of  the  department,  and  considered  in 
fixing  the  inspection  fees.  We  are,  therefore,  constrained  to  adopt  a  rule 
permitting  the  use  of  the  funds  of  the  department  fbr  the  purpose  of 
paying  such  claims  for  damages  a-;  may  arise  from  errors  that  cannot  be 
distinctly  traced  to  some  employe  of  the  department  who  is  required  by 
statute  to  give  a  bond.  It  is  t)  claims  arising  from  errors  of  this  latter 
-class  of  employes  which  we  believe  the  Attorney  General  intended  to  ap- 
ply his  opinion,  and  there  his  opinion  will  be  given  full  force.  As  already 
shown,  the  ease  before  the  Attorney  General  was  for  a  flagrant  erro.- coni- 
mitted  by  a  bonded  inspector,  and  his  opinion,  like  the  opinions  of  courts, 
cannot  have  force,  and  was  not  intended  to  have  force  beyond  the  class 
of  facts  out  of  which  it  arose. 

It  only  remains  to  be  said,  that  this  Commission,  foreseeing  the  import- 
ance of  this  question,  recommended  to  the  last  General  Assembly  a  law 
authorizing  the  Commission  to  pay  claims  of  this  lv;ind,  and  providing  also 
for  such  a  change  in  the  wording  of  the  condition  of  the  inspector's  bonds 
as  would  enable  the  Commission  in  the  first  instance  to  settle  all  damages 
for  errors  as  well  of  the  inspectors  as  of  elerks,  leaving  the  adjustment  of 
the  matter  of  the  employe's  liability  to  be  settled  between  him  and  the 
Commission.  This  law,  which  we  deem  to  be  urgently  needed,  passed  the 
Senate  but  died  in  the  House.  We  hope  the  next  General  Assembly  may 
see  the  importance  of  enacting  a  statute  relieving  this  subject  from  all 
doubt,  and  placing  the  Commissi  m  in  a  position  to  make  good  its  grades 
against  the  errors  of  all  classes  of  employes. 

For  the  reasons  given,  the  claim  of  W.  W.  Hunter,  for  $19.16,  is  hereby 
■ordered  to  be  paid. 

Adopted  March  3,  1892. 


No.  11. 
SWITCHING  CARS. 


OPIISION  OF  ATTORNEY  GENERAL   HUNT  UPON  THE   LEGAL 

DUTY  DEVOLVING  UPON  RAILROAD  COMPANIES  TO 

SWITCH  LOADED  AND  EMPTY  CARS. 


CORRESPONDENCE. 


Toledo,  St.  Louis  &  Kansas  City  R.  R. 
W.  S.  Weed,  General  Freight  Agent. 

Toledo,  Ohio,  September  22,  1891. 

Mr.  J.  H.   Paddock.   Secretary  Illinois  Bailroad  and    Warehouse   Commission, 

Springfield,  111.: 

Dear  Sir: — The  question  has  arisen  as  to  whether  or  not  it  is  obligatory 
under  the  Illinois  State  law  for  competing  lines  at  junction  points  in  Illi- 
nois to  switch  loaded  cars  from  a  competitor,  same  to  be  unloaded  on  tracks 
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of  the  other:  also  as  to  placing  empty  cars  of  a  competitor,  to  loaded  and 
forwarded  via  the  latter.  It  is  claimed  that  the  law  only  requires  the- 
switching  of  loaded  cars  for  unloading,  and  that  there  is  no  provision  for 
switching  empty  cars  from  a  competing  line  to  the  side  tracks  of  another,, 
to  be  loaded  and  forwarded  via  the  former.  Will  you  kindly  advise  fully 
at  your  earliest  convenience? 

Yours  truly, 
(Signed)  W.  S.  Weed,  G.  F.  A. 


Office  of  Eailroad  and  Warehouse  Commission, 

Springfield,  September  24,  1891. 

W.  S.  Weed,  Esq.,  G.  F.  A.,  T.,  St.  L.  d-  K.  C.  B.  B.,  Toledo,  Ohio. 

Dear  Sir:— Keplying  to  your  favor  of  the  22d  inst.,  I  will  lay  the  same- 
before  the  Commission  at  its  next  meeting.  In  the  meantime  can  you  not 
state  a  little  more  specifically  the  case  you  present,  that  is,  locating  it  at 
the  junction  point  refeired  to  and  giving  the  names  of  the  roads? 

Very  respectfully, 

(Signed)  J.  H.  Paddock,  Secretai-y. 


Toledo,  St.  Louis  &  Kansas  City  R.  R. 
W.  S.  Weed,  General  Freight  Agent. 

Toledo,  Ohio,  September  29,  1891. 

Mr.   J.   H.    Paddock,   Secretary  lUlnois  Bailroad  and   Warehouse   Commission^ 

Sprin' field,  III.: 

Dear  Sir:— Responding  to  your  favor  or  the  24th  inst.,  we  have  no  ob- 
jection to  giving  you  more  specific  information  as  to  the  case  we  have  in. 
mind.  At  Cowden,  111.,  the  O.  &  M.  take  the  stand  that  while  they  are 
required  to  switch  loaded  cars  from  us  to  be  unloaded  on  their  tracks,  they 
do  not  understand  that  it  is  obligatory  for  them  to  switch  empty  cars  tO' 
their  side  tracks  to  be  loaded  for  shipment  via  our  line.  We  would  like  a 
full  interpretation  of  the  law  as  it  affects  the  matter  of  switching  at  junc- 
tion points. 

Yours  trulv, 

(Signed)  W.  S.  Weed,  G.  F.  A.. 


Office  of  Railroad  and  Warehouse  Commission, 

Springfield,  III.,  Octobers,  1891. 

Hon.  Geo.  Bunt,  Attorrey  General,  Springfi£ld,  III: 

Dear  Sir:— Enclosed  I  hand  you  two  communications  from  Mr.  W.  S. 
Weed,  General  Freight  Agent,  Toledo,  St.  Louis  &  Kansas  City  Railroad* 
Company. 

The  Commission  have  adopted  the  following  order  in  relation  thereto: 

"Ordered,  That  the  Secretary  place  the  communications  of  W.  S.  Weed,. 
General  Freight  Agent,  Toledo,  St.  Lotiis  &:  Kansas  City  H.  R.  Co.,  dated 
September  22  and  29,  1891,  in  the  hands  of  the  Attorney  General,  with 
the  request  that  he  communicate  to  this  Commission  his  opinion  thereon 
as  soon  as  piacticable. 

Very  respectfully, 

(Signed)  J.  H.  Paddock,  Secretary. 
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Office  of  Railroad  akd  Warehouse  Co3i3rrssro?r, 

Springfield,  November  5,  1891. 
Hon.  Geo.  Hunt,  Attorney  General,  Springfield,  III.: 

Dear  Sir:— If  you  will  return  to  me  the  letters  of  Mr.  W.  S.  Weed,  the 
Commission  will  try  to  formulate  an  inquiry  in  regard  to  the  matter 
which  will  be  perfectly  clear. 

Very  respectfully, 

(Signed)  J.  11.  Paddock,  Srcre'ary. 


"Bluff  Line."    St.  Louis,  Alton  &  Springfield  Railroad, 
Joseph  Dickson,  Receiver, 

Springfield,  III.,  November  3,  1891.. 

Mr.  J.  H.  Paddock,  Secretary,  Springfiild,  III.: 

Dear  Sir:— I  would  respectfully  ask  your  opinion  on  a  matter  of  switch- 
ing facilities  furnished  by  one  railroad  for  another.  The  case  on  hand  is 
as  follows: 

At  Alton,  111.,  the  Alton  Lime  and  Cement  Works  are  located  on  our 
tracks,  and  can  only  be  reached  by  other  companies  through  our  switch- 
ing their  cars.  This  company  furnishes  lime  to  the  Springfield  Gas  Com- 
pany, who  have  all  the  shipments  routed  via  the  C.  &  A.  R.  R.,  notwith- 
standing the  fact  that  we  agreed  and  are  willing  to  meet  any  rate  the  C. 
&  A.  R.  R.  makes. 

As  this  business  justly  belongs  to  us,  are  we  compelled  to  switch  the 
C.  &  A.  cars  at  Alton,  to  and  from  these  works,  on  their  paying  us  the 
customary  $2  per  car  switching  chaige?    An  early  reply  will  greatly  oblige. 

Yours  respectfully, 

(Signed)  F.  E.  Fisher,  G.  F.  A. 


Office  of  Railroad  and  Warehouse  Co^nviissioN, 

Springfield,  November  16,  1891. 

F.  E.  Fisher,  Esq.,  G.  F.  A.,  St.  L.,  A.  d-  S.  B.  J?.,  Sprinqfield,  111: 

Dear  Sir: — Your  communication  of  the  3d  inst.  was  referred  to  Chair- 
man Phillips  for  investigation.  As  soon  as  he  makes  his  report  thereon  I 
will  furnish  you  with  a  copy  of  it. 

Very  respectfully, 
(Signed)  J.  H.  Paddock,  Secretary. 


Bloomington,  December  7,  1891. 
Hon.  Geo.  Hunt,  Attorney  General,  Springfield,  III.: 

Dear  Sir— The  inclosed  letters  of  W.  S.  Weed  were  formerly  transmit- 
ted to  you  by  the  Secretary  of  the  Railroad  and  Warehouse  Commission 
under  order  of  the  Board,  which  read: 

"Ordered,  That  the  Secretary  place  the  communications  of  W.  S.  Weed, 
General  I'reight  Agent.  T.,  St.  L.  &  K.  C.  R.  R.  Co.,  dated  September 
22  and  29,  1891,  in  the  hands  of  the  Attorney  General,  with  the  request 
that  he  communicate  his  opinion  thereon  as  soon  as  practicable." 

Subsequently  you  returned  the  letters  with  a  communication  saying,  in 
substance,  that  the  questions  on  which  an  opinion  was  desired  were  not 
stated  in  the  letters  with  sufficient  particularity  for  you  to  give  an 
oninion.  Upon  receipt  of  this  communication  from  you  the  letters  were 
referred  to  me  with  the  instructions  to  state  the  questions  to  you  in  such 
manner  as  to  make  them  intelligible. 
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Since  that  time  other  communications  rasing  a  Icindred  question  have 
toeen  received  from  Mr.  F.  E.  Fisher,  of  the  "Bluff  Line,"  vrhich  com- 
munications I  haved  marked  No.  2,  and  inclose  them  herewith  together 
with  the  letters  of  Mr.  Weed,  formerly  in  your  hands.  I  will  say  that  I 
regard  the  question  raised  by  these  letters  as  a  very  important  one,  and 
one  that  is  likely  to  lead  to  litigation  before  very  long.  The  question  of 
the  legal  obligation  of  a  railroad  to  switch  cars  for  another  road,  or  to 
switch  cars  for  patrons  who  may  desire  it  done  in  those  places  where  no 
regular  switching  business  is  done  by  any  company,  is  one  which,  so  far 
as  I  know,  has  never  been  directly  settled.  Questions  of  this  kind  natur- 
ally arise  in  small  towns  rather  than  in  large  ones,  for  the  reason  that 
in  large  cities  there  are  roads  which  devote  themselves  to  doing  switch- 
ing business.  There  is,  in  the  city  of  Chicago,  at  least  one  company,  I 
think,  which  does  nothing  else,  and  in  the  city  of  Peoria,  the  Burlington 
road  has  a  "switching  department."  In  such  places,  therefore,  there  is 
an  agency  to  do  the  switching,  and  questions  of  this  kind  do  not  arise. 
But  Mr.  'Weed  mentions  that  at  Cowden,  111.,  the  O.  &  M.  draws  the  line 
of  its  legal  obligation  at  the  switching  of  empty  cars  from  its  side-track 
to  be  loaded  for  shipment  by  way  of  the  Clover  Leaf  Line.  The  question 
is,  whether  under  the  common  law  and  statutes  of  Illinois,  there  is  a 
legal  obligation  upon  the  O.  &  M.  to  take  empty  cars  from  another  road 
and  place  them  at  factories  or  institutions  located  on  its  line  to  be  loaded 
for  shipment  by  way  of  another  line   of  road. 

In  the  correspondence  of  Mr.  Fisher,  you  will  see  that  a  similiar 
question  is  raised.  He  desires  to  know  whether  the  Bluff  Line  is  under 
a  legal  obligation  to  switch  cars  for  the  C.  &  A.  company  to  and  from 
■certain  cement  works,  located  on  the  Bluff  Line,  the  C.  &  A.  road  offer- 
ing to  pay  the  customary  two  dollars  per  car  for  switching  charges. 

The  question  is  highly  important,  and  the  Commission  do  not  feel 
like  guessing  it  off  without  full  investigation  and  without  taking  your 
opinion,  inasmuch  as  suits  may  grow  out  of  these  questions. 

The  only  case  in  which  this  Commission  has  had  occasion  to  at  all  con- 
sider the  question  was  in  complaint  No.  64,  Union  Brewing  Co.  v.  C.  B. 
&  Q.;  but  in  that  case^  it  was  unnecessary,  as  the  Cominission  thought, 
to  decide  squarely  the  question  of  the  legal  obligation  to  switch  cars. 
The  question  in  that  complaint  was,  rather,  as  to  whether  a  comp  iny 
which  did  habitually  do  a  switching  business  could,  while  switching  for 
some,  refuse  to  switch   for  others. 

I  inclose  you  herewith  the  printed  opinion  of  the  Commission  la  that 
complaint  wherein  you  will  see  on  pages  6,  7  and  8,  what  the  Commis- 
sion have  said  touching  this  question.  I  do  not  send  this  to  you  as  an 
authority  at  all,  but  rather  as  a  help  to  you  to  understand  the  point  of 
these  inquiries.  I  will  say  that  the  Commission  did  not  make  up  their 
minds  upon  the  main  question. 

It  may  also  make  some  difference  that  the  parties  applying  to  have 
cars  switched  in  the  cases  stated  in  these  letters  were  other  railroad 
companies,  and  not  an  individual  patron  of  the  road.  Whether  this 
makes  any  difference  or  not,  I  leave  you  to  judge.  In  the  case  of  the 
O.  &  M.,  the  company  seems  to  base  its  refusal  upon  a  distinction  be- 
tween the  switching  of  loaded  cars  to  their  destination  and  the  switch- 
ing of  empty  cars  to  the  initial  point  to  be  loaded  for  shipment.  This 
question  will,  of  course,  be  considered  by  you. 
Very  truly  yours, 
(Signed)  Isaac  N.  I'iiillips,  Chairman,  etc 
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NoAn  H.  Pike, 

Dealer  in  Lumber  and  Coal. 

Chenoa,  III.,  February  1,  1892. 
1.  2V.  Phillips,  Esq.,  B.  and  W.  Commissioner  : 

Dear  Sir:— The  first  of  this  year  the  C.  &  A.  K.  R.  Company  issued 
orders  to  their  ajj^ent  here  not  1o  do  any  more  switching  for  me  on  lum- 
ber less  than  2.7  cents  per  100  lbs.,  making  it  cost  me  for  the  smallest 
car  (20.000  lbs.)  $5.40,  when,  as  I  understand,  the  price  for  switching  es- 
tablished by  the  R.  and  W.  Commissioners  is  $2.00  per  car,  the  price  I 
have  always  paid  before  January  1,  ]892. 

Can  you  do  anything  for   me,   or  have   they   any   legal    right   to   make 
such  a  charge? 
Hoping  to  hear  from  you  soon,  I  am, 

Yery  truly, 
(Signed)  Noah  H.  Pike. 


The  Chicago  &  Alton  Railroad  Company, 
C.  H.  Chappell,  General  Manager. 

Chicago,  III.,  February  4,  1892, 
Isaac  N.  PiiUlips,  Esq.,  E.  B.  and  W.  H.  Commissioner,  Bloomington  : 

Dear  Sir: — Your  favor  of  the  3d,  addressed  to  the  General  Solicitor,  in- 
closing ccni plaint  from  Noah  H.  Pike,  of  Chenoa,  regarding  switching, 
has  been  referred  to  me. 

In  reply,  I  beg  to  say  that  if  our  company  has  ever  done  any  switch- 
ing at  Chenoa  for  Mr.  Pike,  it  was  all  wrong.  We  do  not  undertake  to 
furnish  terminal  facilities  for  the  use  of  other  roads,  and  we  have  never 
authorized  any  of  our  agents  at  junction  points  to  do  switching  of  busi- 
ness arriving  by  our  competitors.  If  they  have  done  so,  it  has  been  done 
by  them  without  authority  from  the  officers  of  the  company.  In  a  few 
Ciises  we  learned  that  this  was  being  done,  and  have  given  orders  putting 
a  stop  to  it  except  at  the  Commissioners'  rate  for  the  shortest  distance. 
You  can  readily  see  how  impossible  it  would  be  for  us  to  furnish  facili- 
ties to  do  the  business  of  other  roads  at  a  switching  charge. 

This  same  question  was  up  at  Alton  some  time  ago,  through  Commis- 
sioner Wheeler, 

Yours  truly, 

(Signed)  C.  II.  Chappell. 


Office  of  Railroad  and  Warehouse  Commission, 
BloominCtTON,  III.,  February  6,  1892. 

Eon.  George  Htint,  Bpringfield,  III.: 

Dear  Sir:— Under  this  cover  I  send  you  a  letter  of  Noah  II.  Pike,  of 
Chenoa,  Illinois,  dated  February  1.  1892.  Also  a  letter  of  C.  H.  Chappell, 
General  Manager  of  the  C.  &  A.  R.  R.  Company,  dated  February  4,  1892. 

These  letters,  you  will  observe,  raise  practically  the  same  legal  ques- 
tion which  the  Commission  some  time  since  submitted  to  you,  and  which 
you  now  have  under  advisement,  relating  to  the  legal  obligation  of  rail- 
road companies  to  switch  cars  in  those  places  where  they  have  no  regu- 
lar switching  department,  and  where  they  do  not  hold  themselves  out  to 
do,  and  in  fact  do  not  do,  a  switching  business. 

I  refbr  you  to  my  letter  of  December  7,  1891,  for  an  extended  statement 
of  the  legal  questions  that  are  arising  concerning  switching,  and  to  the 
corresi)oridence  in  the  ().  &  M.  case  and  the  Bluff  Line  case,  whicli  had 
been  previously  submitted  to  you. 
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I  forsee  that  this  question  of  the  obligation  of  companies  to  switch  cars 
is  likely  to  arise  in  a  great  many  cases  in  this  Stae  in  the  near  future, 
and  I  wish  to  emphasize  the  importance  of  taking  a  proper  stand  upon  it, 
and  hope  the  subject,  when  the  crowded  condition  of  your  office  permits, 
will  receive  full  and  careful  attention. 

Yery  truly  yours, 

(Signed)  ,  Isaac  N.  Phillips. 


JcLiKT,  Will  Co.,  III.,  May  26,  1892. 

To  the  Honorable  Bo xrd  of  Bailroad  and    Warehouse   Commissioners,    Spring- 
field, 111: 

This  complaint  I  wish  to  file  with  you  for  your  consideration  at  your 
next  session. 

I  am  handling  coal  (car  loads  only)  on  commission  for  the  Eoanoke 
Coal  Co.  Their  mines  are  situated  on  the  Atchison,  Topeka  &  Santa  Fe 
Railway,  at  Roanoke,  Woodford  Co.,  111.  There  being  no  other  railroad 
at  that  point  we  are  compelled  to  ship  our  coal  via  A.,  T.  &  S.  Fe  Ry. 
At  Joliet  I  have  several  industries  I  supply  with  coal,  situated  on  side 
tracks  of  the  C.  &  A.  R.  R.  Consequently  coal  shipped  to  these  places 
has  to  be  switched  by  the  C.  &  A.  after  arriving  on  the  A.,  T.  &  S.  Fe 
at  Joliet,  for  which  services  the  C.  &  A.  charge  one  dollar  and  fifty  cents 
($1.50)  per  car.  For  years  here  the  C.  &  A.  has  switched  all  coal  coming 
into  .Joliet  via  other  lines,  but  since  the  1st  of  last  April,  General  Man- 
ager C.  H.  Cliappell,  of  the  C.  &  A.,  positively  refuses  to  handle  my  coal, 
and  in  one  or  two  interviews  I  had  with  him  he  told  me  industries  on 
his  road  must  buy  their  coal  from  mines  situated  on  the  C.  &  A.  road. 
I  had  contracted  last  March  with  some  of  these  firms  to  supply  them 
with  coal  for  their  quarry  season,  and  under  the  present  difficulties  with 
the  C.  &  A.  R.  R.  I  cannot  meet  my  obligations,  and  I  am  damaged  at 
least  $10.00  per  month. 

The  Michigan  Central,  the  Rock  Island,  the  E.,  J.  &  E.,  and  the  A.,  T. 
&  S.  Fe  Rys.  all  switch  coal  in  and  about  Joliet  coming  from  other  roads, 
the  C.  &  A.  included,  at  a  rate  of  $1.50  per  car.  The  C.  &  A.  will  switch 
any  other  commodity  but  draw  the  line  on  coal. 

Now  I  submit  to  your  honorable  body  this  question  for  fair  adjustment. 
Will  you,  gentlemen,  allow  the  Chicago  &  Alton  R.  R.  Co.  to  discriminate 
against  me  in  this  manner?  The  M.  C,  the  Rock  Island  and  the  E.,  J. 
&  E.  railway  companies  all  switch  my  coal  here  to  industries  situated  on 
their  tracks  for  $1.50  per  car,  which  is  the  agreed  price  among  all  rail- 
road companies  here  for  switching.  I  am  a  poor  man,  striving  to  make 
an  honest  living  out  of  the  coal  business.  Will  you  allow  this  C.  &  A. 
R.  R.  Co.  to  freeze  me  out,  or  will  you  compel  them  to  switch  my  coal? 
(Signed)  Luthek  Pennington. 

Subscribed  and  sworn  to  before  me  this  2Gth  day  of  May,  1892. 

Charles  F.  Blood, 

Notary  Public. 


Office  of 
Hailkoad  and  Warehouse  Commission, 

Springfield,  June  8,  1892. 

a  H.  Chaijpell,  Esq.,  G.  M.,  C.  &  A.  B.  R.,  Chicago,  III: 

Dear  Sir:— Enclosed  please  find  copy  of  complaint  filed  with  the  Com- 
mission, to  which  please  make  answer  as  soon  as  possible. 
Very  respectfully, 

(Signed)  •'•  H.  Paddock,  Secretary. 
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The  Chicago  &  Alton  Railroad  Company, 
C.  H.  Chappell.  General  Manager. 

Chicago,  III.,  June  13,  1892. 
J.  H.  Paddock,  Esq.,  Secretai-y  Railroad  and  Warehouse  Commission,  Springfield, 

Dear  Sir:— I  beg  to  acknowledge  receipt  of  your  favor  of  June  8th,  en- 
closing complaint  of  Mr.  Luther  Pennington,  of  Joliet,  that  we  re.fuse  to 
switch  coal  arriving  by  Santa  Fe  road  to  side-tracks  on  our  line. 

In  reply,  this  is  the  same  complaint  that  has  been  made  at  Alton  and 
other  places.  We  do  refuse  to  furnish  our  terminal  facilities  for  the  use 
of  other  roads.  It  is  simply  confiscation  to  ask  us  to  do  so.  If  such  a 
rule  was  made,  any  new  road  entering  Chicago  could  build  to  the  city 
limits  and  then  demand  that  the  older  roads  do  their  business  at  a  switch- 
ing charge.  There  is  no  discrimination  against  Mr.  Pennington,  we  refuse 
to  switch  the  coal  of  any  dealer  in  Joliet  when  arriving  by  a  competing 
line.  If  any  coal  was  ever  switched  for  him  it  was  done  without  the 
knowledge  and  a  'ainst  the  orders  of  the  management.  We  expect  our 
competitors  to  consult  their  own  interest  in  deciding  whether  they  will 
switch  for  us  or  not.  I  am  not  advised  that  they  do  switch  coal  for  us 
at  Joliet  or  not.  In  framing  the  Inter-State  Law,  Congress  saw  the  in- 
justice of  allowing  competing  lines  to  use  the  terminals  of  other  companies. 

Yours  truly, 

(Signed)    .  C.  H.  Chappell, 

General  Manaqer. 


State  of  Illinois, 
Office  of  Eailroad  and  Warehouse  Commission, 

Springfield,  June  16,  1892. 

Hon.  Geo.  Hunt,  Attorney  General: 

Dear  Sir: — Enclosed  I  hand  you  complaint  of  Luther  Pennington,  of 
Joliet,  111.,  against  the  Chicago  &  Alton  Railroad  Co.,  which  the  Com- 
mission have  referred  to  you  for  your  opinion  thereon.  They  desire  me  to 
call  j'our  attention  to  the  fact  that  this  complaint  is  in  the  same  line 
witli^  other  complaints  referred  to  you  some  time  ago  for  an  opinion  as  to 
the  question  involved.  The  Commission  desire  to  know  if  there  is  a  legal 
obligation  resting  upon  a  railroad  company  to  switch  cars  for  other  rail- 
road companies.  The  Commission  also  call  your  attention  to  the  answer 
of  Mr.  C.  H.  Chappell,  General  Manager  C.  &  A.  R.  R.  Co.,  giving  his 
reasons  why  they  decline  to  perform  the  service  of  switching  at  Joliet  for 
other  lines. 

The  Commission  will  await  j^our  decision  as  to  whether  the  grounds  set 
up  in  the  answer  are  sound  and  legal  or  not. 

Very  respectfully, 

(Signed)  J.  Ho  Paddock,  Secretary. 


Attorney  General's  Office, 

Springfield,  June  20.  1892. 

Hon.  Isaac  N.  Phillips,  Chairman  R.  W.  Commission: 

Dear  S  r:— I  have  the  honor  to  receive  for  my  consideration  at  the  re- 
quest of  the  Railroad  and  Warehouse  Commission  your  favors  concerning 
Inquiry  of  W.  S.  Weed,  as  to  the  duty  of  the  O.  &  M.  Ry.  Co.,  in  regard 
to  switching  at  Cowden,  and  of  F.  E.  J^isher,  as  to  the  duty  of  the  "Bluff 
Line,"  at  Alton,  and  the  complaint  of  Noah  H.  Pike,  at  Cheuoa,  against 


the  C.  &  A.  R.  R.  Co.;  and  also  a  letter  from  J.  JT.  Paddock,  Secretary,, 
enclosing  complaint  of  Luther  Pennington  against  the  C.  &  A.  R.  R.  Co., 
at  Joliet. 

While  the  questions  submitted  differ  In  some  particulars,  they  all  relate 
to  the  subject  of  switching  cars  by  a  railroad  company  at  a  junction  point, 
which  cars  have  been  or  are  to  be  transported  over  a  line  of  railroad  con- 
trolled by  another  company. 

In  my  opinion  it  is  the  duty  of  every  railroad  company  which  is  doing 
a  general  railroad  business  to  haul  all  cars,  loaded  or  unloaded,  properly 
delivered  to  it  or  required  to  be  hauled  over  its  line  or  a  part  thereof  for 
the  carriage  of  freight,  either  for  another  railroad  company  or  for  a 
private  patron. 

The  railroad  company  cannot  compel  the  public  to  patronize  its  line 
either  by  a  refusal  to  deliver  cars  to  another  railroad  as  in  the  "Bluff 
Line"  case,  or  by  a  refusal  to  receive  them,  as  in  the  Pennington  case  at 
Jolivt.  The  patron  may  select  his  carrier,  and  the  railroad  company  is 
bound  to  carry  for  all  those  offering  freight  and  demanding  service,  and 
cannot  discriminate  by  refusing  to  carry,  on  the  ground  that  the  com- 
modity would  come  in  competition  with  like  commodities  or  industries  on 
its  own  line,  or  that  it  would  lessen  the  demand  for  commodities  that- 
might  otherwise  be  carried  over  its  own  line. 

However,  where  freight  is  shipped  over  one  line,  I  do  not  think  there- 
is  any  rule  of  public  duty,  or  any  obligation  to  public  carriers  that  will 
require  another  railroad  company  to  transfer  cars,  either  loaded  or  empty,, 
without  compensation. 

So  in  the  matier  inquired  about  by  Mr.  W.  S.  Weed,  concerning  the 
duty  of  the  O.  &  M.  at  the  junction  at  Cowden,  I  am  of  the  opinion  that 
it  is  the  duty  of  the  O.  &  M.  Railway  Company  to  switch  empty  cars,  de- 
livered to  it  at  the  junction,  to  its  side  track,  as  requested,  to  be  there 
loaded  for  shipment  over  another  line,  and  to  return  them  to  the  connect- 
ing road,  as  well  as  to  receive  loaded  cars  to  be  unloaded  at  its  side  track. 

In  the  "Bluff  Line"  case,  I  think  the  shipper  may  select  the  line  over 
which  he  wid  ship  the  lime  referred  to,  and  if  he  pre  ers  the  C.  &  A. 
line,  it  is  the  duty  of  the  "Bluff  Line"  to  deliver  the  cars  to  the  C.  &  A. 
as  requested,  and  the  "Bluff  Line"  cannot  compel  the  shipment  of  the 
lime  over  its  road  by  refusing  to  switch  the  cars  to  the  other  road. 

In  the  matter  of  the  complaint  of  Noah  H.  Pike,  of  Chenoa,  it  seems- 
that  the  C.  &  A.  R.  R.  Co.  is  willing  to  do  the  switching  required,  and  the 
only  question  there  raised  is  as  to  the  amount  of  compensation  to  be  paid.  The 
coinplaint  does  not  show  what  the  extent  or  the  service  is,  nor  i>  it  material 
for  this  office  to  know;  but  I  am  of  the  opinion  that  the  Commission 
should  ascertain  the  facts  in  this  respect  and  should  determine  what  is  a 
reasonable  charge  for  the  service  required;  for  that  purpose  it  may  be 
material  to  ascertain  whether  the  required  movement  of  the  cars"  is  such 
as  to  amount  to  a  "haul,"  or  is  only  what  is  commonly  called  a  "switch- 
ing" service.  As  tlie  company  acknowledges  its  willingness  to  do  the 
switching  in  moving  the  cars,  and  onlyrai-es  the  question  of  the  amount 
of  compensation,  this  becomes  a  matter  purely  for  the  Commission  to  de- 
termine. 

In  the  matter  of  the  com])laint  of  Lutlier  Pennington,  at  Joliet,  the 
statement  is  indefinite  as  to  the  distance  the  cars  are  required  to  be 
hauled  by  the  C.  &  A.  R.  R.  Company.  The  railroad  company,  however,  it 
appears,  refuses  to  haul  the  cars  furnished  by  Pennington  on  any  terms; 
and,  in  this,  it  seems  to  me  the  railroad  company  refuses  to  perform  a 
plain  duty.  The  apparent  object  of  the  refusal  is  t'>  compel  the  purchaser 
of  coal,  to  whom  I'ennington "desires  to  deliver  it,  to  pur(-hase  coal  which 
■shall  be  shi])ped  over  the  line  of  the  C.  ..t  A.  railroad,  and  from  a  mine 
located  on  that  road.  The  public  cannot  be  coerced  in  this  msnncr  to 
pitronize  any  particular  mine  or  line  of  railroad.  It  is  the  duty  of  the 
company  to  take  the  coal  offered  to  it  at  its  junction  of  another  mad,  to 
be  delivered  to  another  point  for  the  delivery  of  coal  on  its  road.    Whether 
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the  service  which  it  is  required  to  perform  is  such  as  to  amount  to  a 
"haul,"  or  is  only  "switching,"  should  b ;  determined  by  the  Railroad  and 
Warehouse  Commission,  and  a  reasonable  maximum  charge  for  such  service 
should  also  be  fixed  by  that  body. 

I  return  herewith  the  letters,  complaints  and  communications  submitted 
to  me  by  you  in  relation  to  the  above  entitled  cases. 

I  have  the  honor  to  be,  very  resp  ctfully, 

(Signed)  George  Hunt,  Attorney  General. 


No  12. 
LEAVE  TO  CROSS. 


THE  CENTRALIA  &  CHESTER  RAILROAD  CO., 

Petitioner, 
vs. 

THE  LOUISVILLE  &  INASHVILLE  RAILROAD  CO. 


PETITION  FOR  LEAVE  TO  CROSS. 


CROSSING  ORDER. 


By  the  Commission. 

The  really  disputed  question  here  is  whether  or  not  petitioner  sliall  be 
required  to  interlock  this  crossing.  Having  been  unable  as  yet  to  arrive 
at  a  conclusion  satisfactory  to  all  of  us  on  this  question,  and  realizi  g  the 
injustice  of  longer  holding  the  case,  while  petitioner  is  waiting  to  build  its 
road,  we  have  concluded  to  enter  an  order  permitting  petitioner  to  cross 
so  the  work  can  be  proceeded  with,  and  to  reserve,  consideration  of  the 
question  of  interlocking.  Bv  this  means  the  Commission  will  not  lose  jur- 
isdiction of  this  subject,,  and  ibat  deliberation  can  be  had  which  will  insure 
a  more  nearly  correct  conclusion.  There  are  said  to  be  machines  in  use 
less  expensive  and  better  adapted  to  a  crossing  of  this  kind  than  the  more 
elaborate  appliances  commonly  in  use,  and  which  it  would  not  be  onerous 
upon  petitioner  to  put  in  at  this  crossing.  We  can,  while  holding  the 
question,  investigate  these  appliances:  and  in  the  meantime  actual  exper- 
ieu'  e  arising  from  use  of  the  crossing  may  demonstrate  more  clearly  what 
the  public  good  requires  in  the  premises. 

It  is  ordered  that  the  petitioner,  the  Centralia  &  Chester  Railrrad  Com- 
panv,  have  leave  to  cross  with  its  track  the  track  of  the  respondent,  the 
Louisville  &  Nasnville  Railroad  Company,  at  the  point  mentioned  in  their 
petition  now  on  file  in  this  cause. 

Ordered  further,  that  this  cnuse  be  kept  on  the  docket  and  that  the  (lues- 
tion  of  the  protection  of  said  crossing  by  interlocking  or  otherwise  be  held 
imder  advisement. 

Adopted  March  18,  1892. 
—18  R.  R. 
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INTERLOCKING   ORDER. 

By  Phillips,  Cliairman. 

Upon  further  consideration  of  tliis  petition  the  Commission  have  arrived 
at  the  conclusion  that  the  crossing  requires  protection  by  interloclcing. 
It  is  probable  that  if  in  any  case  the  Commission  found  themselves  able, 
consistently  with  their  views  of  duty,  to  permit  any  new  crossing  to  be 
formed  without  the  protection  of  interlocking,  this  would  be  such  a  case. 
We  are,  however,  flrmly  convinced  that  all  new  crossings  at  grade  here- 
after constructed  in  this  State  should  be  protected.  A  device  can  be  used 
at  the  crossing  in  question,  which,  it  is  believed,  will  not  cost  to  exceed 
$1,500.  The  business  of  the  Central! a  &  Chester  Railroad  will  probably  be 
light  for  some  time  to  come,  and  the  distant  signals  on  that  road  might 
be  dispensed  with  and  an  interlocking  device  adopted  and  put  in,  to  be 
operated  by  the  trainmen  of  the  Centralia  &  Chester  road,  thus  dispens- 
ing with  the  necessity  of  keeping  a  force  expressly  for  the  purpose  of  oper- 
ating this  machine.  This  implies,  of  course,  that  the  signals  on  the  Louis- 
ville &  IS'ashville  roarl  be  kept  set  at  "advance"  in  both  directions.  When 
a  train  upon  the  Centralia  &  Chester  mad  desires  to  cross  it  will  be  neces- 
sary for  it  to  stop  at  the  dwarf  home  signal,  a  trainman  can  ijroceed  to 
the  tower  house,  reverse  the  signals  and  give  the  Centralia  &  Chester 
train  the  right  of  way.  Then,  after  the  train  has  passed  the  home  signal 
upon  the  other  side,  the  trainman  in  the  tower  can  again  set  the  signals  at 
"advance"  for  the  Louisville  &  Nashville  trains.  By  this  means  the  expense 
of  operation  could  be  avoided.  Should,  however,  a  plan  be  adopted  which 
does  not  contemplate  a  regular  force  for  operation,  it  will  be  absolutely 
necessary  that  some  employ*^  of  the  Centralia  &  Chester  Railroad  Company 
be  charged  with  the  duty  of  keeping  the  machine  in  adjustment,  oiling 
the  same,  and  cleaning,  filling  and  hanging  out  the  signal  lamps. 

The  above  are  suggestions  which  the  roads  concerned  have  the  power  to 
adopt  or  not  as  they  choose.  Mr.  Chas.  Hansel,  Consulting  Engineer  of 
the  Commission,  has  prepared  a  plan  for  such  a  device  as  we  have  sug- 
gested, a  copy  of  which  will  be  furnished  the  respective  companies  upon 
application. 

Should  the  companies  prefer  a  device  of  the  regular  pattern  in  use,  with 
distant  signals  upon  both  roads  to  be  operated  by  men  kept  for  the  pur- 
pose, there  will,  of  course,  be  no  objection  on  the  part  of  the  Commission 
to  the  adoption  of  such  a  device  by  the  agreement  of  the  parties.  We 
should  indeed  prefer  such  a  device,  but  have  been  constrained  to  make 
the  above  suggestions  upon  the  supposition  that  the  new  company,  the 
Centralia  .&  Chester,  is  perhaps  not  financially  in  position  to  put  in  an 
expensive  machine  at  this  time.  Should  the  business  of  the  Centralia  & 
Chester  road  increase,  and  should  it  be  hereafter  demonstrated  by  experi- 
ence that  a  more  elaborate  plant  is  necessarv,  high  home  signals  and  dis- 
tant signals  can  be  added  on  the  Centralia  &  Chester  road,  and  provision 
be  made  for  the  operation  of  the  plant  by  regular  men:  and  this  matter 
will  be  within  the  power  of  the  Commission  at  any  time  if  application  is 
made  by  either  party  in  this  beha  f,  or  the  Commission  can  proceed  of  its 
own  motion  if  tlie  public  good  Is  found  to  require  it 

It  is  ordered  that  the  crossing  of  the  main  track  of  the  Centralia  & 
Chester  Railroad  and  the  Louisville  &  Nashville  Railroad  described  in  the 
petition  in  this  cause  be,  and  the  same  is  hei'eby  ordered  to  be  protected 
by  a  system  of  interlocking  and  switches. 

It  is  further  ordered  that  the  petitioner,  the  Centralia  &  Chester  Rail- 
road Company,  shall  pay  the  first  cost  of  the  construction  and  (lie  ])utting 
in  of  such  interl'  eking  device,  and  also  the  expense  of  maintaining  the 
same  in  good  order,  condition  and  repair;  but  the  question  of  appoiiion- 
ing  the  expense  of  the  operation  of  said  plant  is  hereby  reserved  until 
such  lime  as  the  device  to  be  used  shall  have  been  agreed  upon  by  tlie 
parties,  or  in  case  of  their  failure  to  agree,  prescribed  by  the  Commission. 
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And  ioasiimch  as  under  thp  ntqtnta  +v, 

upon  a  plan  of  mte^focking     pfovlLd    th^?"^^^^^^^      ^•'^  P^^'tted  to  agrefe 
dered  that  this  case    be    held    nn/w   n^     =^  ^^?-  ^^  ^^'  therefore  it  is  or- 
pendiug  the  efforts  of  tL^ttieTt  agrT upS'k'^plat    ''^   Commission, 
Adopted  June  21,  1892.       - 


No.   13. 
LEAVE  TO  CROSS. 

THE   TAMAROA   &   MT.    VERNON  RAILWAY  CO., 

^,g  Petitioner^ 

THE  LOUISVILLE  *  NASHVILLE  RAILROAD  CO.,  AND'^OUTH- 
EAST  &  ST.   LOUIS  RAILWAY  CO., 

PETITION   FOR  LEAVE   TO  CROSS. 


OPINION. 


By  Phillips,  Chainnan. 
Nashville  tracfc  is  p  anteiu/?evel    tl«re?fn \h?'''°*^    "";    Louisville  & 

E^o.'^f  ssi;;e^?5^^r.?ere£  J'SEf  ?{>"-^^^ 

grade  or  the  Louisville  rNShvinemiri  If  l„vii ''''';?'''','???'='' "'>»-"'"'■  '''"> 
eastward  the  grade  falls"  ^^^^^i^^'^'^fii.^^^^.'S.^ 

thS\rot°?g,°thriwtie'l'lSttavi"ni' £■''''''??'''  '"<'  P'"""  »"■'  """""Of 

Serw^?TS'ESiS>S 

f?oi'i^  p'Xo^fr^"  i"''oS-n|'^thre?otir/LtSfe'l  ^a^l 

g:Ss"v„V';s\r'i'sfe^it,v°r^"^'"'^ -"■"- 

pau^sSl'yr'tfr'';it?re'^e™e^e'';,f"?S''''"  '"■  ^^  ""^  P''"' '«'"-«  «"- 
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cedes  tbat,  under  the  act  of  1891.  the  petitioner  is  bound  to  pay  the  orig- 
inal cost  of  the  ''construction"  of  the  interlocking  machine,  and  also  the 
expense  of  "maintaining"  the  same — restricting  the  latter  word  to  include 
only  such  repairs  and  renewals  as  the  interlocking  device  may  from  time 
to  time  require.  Respondent  insists  that  a  proper  construction  of  the 
statute  requires  that  petitioner,  in  addition  to  the  cost  of  construction 
and  the  expense  of  maintaining,  shculd  also  bear  the  whole  expense  of 
operating  the  plant  after  it  is  completed,  meaning  by  expense' of  opera- 
tion the  wages  of  those  who  work  the  machine. 

The  language  out  of  which  this  question  arises  occurs  in  the  concluding 
portion  of  section  3  of  the  act  of  1891,  and  is  as  follows : 

"Said  commission  shall  further  designate,  in  such  order,  the  proportion  of 
the  cost  of  the  construct  on  of  such  plant,  and  the  expense  of  maiwainmg  am 
opera  ing  the  same  which  each  of  the  companies  or  persons  concerned  shall 
pay.  In  case,  however,  one  railroad  company  shall  hereafter  seek  to  cross 
at  grade,  with  its  track  or  tracks,  the  track  or  tracks  of  another  railroad 
company,  and  the  Eailroad  and  Warehouse  Commission  shall  determine- 
that  interlocking  or  other  safety  appliances  shall  be  put  in,  the  railroad 
company  seeking  to  cro'-s  at  grade  shall  be  compelled  to  pay  all  cost  of 
such  appliances,  together  with  the  expense  of  puttimg  them  in  and  the 
future  maintena'iice  thereof." 

It  will  be  noted  that  that  portion  of  this  language  which  relates  to 
crossings  already  in  existence,  names  three  items  of  expense,  namely,^ 
"cost  of  construction,"  "expense  of  maintaining,"  and  expense  of  "operat- 
ing." The  language  which  refers  to  those  companies  which  "shall  here- 
after seek  to  cross  at  grade,"  etc.,  mentions  only  "all  cost  of  such  appli- 
ances, together  with  the  expense  of  putting  them  in,  and  the  future  main- 
tenance  thereof.'^  Undoubtedly  the  word  "maintenance"  is  broad  enough,  in 
its  common  acceptation,  to  include  the  cost  of  operating  the  machine. 
However,  to  arrive  at  its  meaning  in  the  place  where  it  stands  in  this 
section,  it  is  necessary  to  consider  the  language  used  in  the  preceding 
part  of  the  section,  and  tliere  we  find  the  expense  of  maintaining  the 
plant  mentioned  as  one  item  of  expense,  and  the  expense  of  "operating"' 
as  another.  We  think  the  word  "operating,"  so  used,  designates  the  wages 
of  such  employes  as  may  be  needed  to  control  and  work  the  machine  in 
actual  use.  The  legislature  having  included  the  wages  of  operators  in  ai 
ph'^ase  distinct  from  that  of  "maintaining"  the  machine  in  this  same  sec- 
tion, we  do  not  feel  at  liberty,  under  the  well  recognized  canons  of  statu- 
tory construction,  to  extend  the  meaning  of  the  phrase  "future  mainte- 
nance," as  subsequently  used,  so  as  to  iqclude  such  wages. 

We  shall  enter  into  no  learned  disquisition  in  support  of  this  view,  but 
state  it  as  the  conclusion  at  which  we  have  arrived,  and  which,  we  think, 
would  be  adopted  by  the  courts,  if  construing  this  statute  under  the  long 
established  and  well  recognized  rules  of  statutory  construction. 

In  case  of  the  interlocking  of  crossings  already  existing  when  the  act 
was  passed,  a  discretion  was  vested  in  this  commission  to  apportion  cost 
of  construction,  expense  of  maintaining  and  expense  of  operation  between 
the  companies,  as  justice  might  be  deemed  to  require.  In  the  case  of 
crossings  afterwards  to  be  constructed,  the  exercise  of  tliis  discretion  by 
the  Commission  was  withheld  so  far  as  the  items  of -first  cost  and  main- 
tenance are  concerned,  the  legislative  discretion  having  been  here  substi- 
tuted through  a  positive  statutory  direction.  Thus  the  cost  of  "operating," 
meaning,  as  we  vew  it,  the  wages  of  men  to  operate  the  machine,  is,  in 
the  case  of  new  crossings,  left  unprovided  for,  and  this  remains  to  the 
reasonable  discretion  of  this  Commission. 

How  shall  this  undistributed  expense  be  apportioned  by  usV  Left  to 
our  judgment  in  the  premises,  we  confess  we  could  see  no  good  reason  to 
treat  expense  of  operation  differently  from  the  other  items  named;  and, 
perceiving  no  sound  distinction,  we  might  follow  the  policy  of  the  legis- 
lature, and  visit  the  expense  of  operation  also  upon  the  company  seeking 
the  crossing.    This,  however,  we  are  not  at  liberty  to  do,  because  it  is  the- 
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legislative  view,  not  our  own,  which  we  must  seek  to  follow;  ami,  whether 
we  are  able  to  perceive  a  distinction  or  not,  we  must  suppose  the  legis- 
lature saw  a  distinction,  otherwise  they  woul  I  have  included  expense  of 
operation  with  the  other  items  to  be  paid  by  the  new  comer,  which 
latter,  with  the  subject  directly  before  them  for  consideration,  the  law- 
makers did  not  do.  We  therefore  conclude  the  expense  of  operation 
should,  under  the  language  of  this  section,  be  apportioned  by  us  between 
the  companies  on  such  basis  as  we  may  deem  equitable  under  all  the  cir- 
cumstances of  the  case. 

And  it  seems  not  improper  to  remark  here,  that  when  a  railroal  com- 
pany lays  down  its  track,  it  does  so  as  a  public  agency  by  virtue  of  a 
franchise  derived  from  the  State,  and  which  it  holds  for  the  public  bene- 
fit, and  subject  to  such  \future  regulations  and  burdens,  police  and  other- 
wise, as  may,  in  the  proper  care  for  the  public  interest,  be  impused  from 
the  same  source.  Had  the  right  of  way  of  the  first  road  which  crossed 
Illinois  been  held  by  law  too  sacred  to  be  crossed  by  the  tracks  of  other 
roads  without  the  i'mposition  of  large  burdens  based  solely  upon  the  ad- 
vantages of  priorty  in  time,  it  is  not  difficult  to  see  that  the  development 
of  the  State  might  have  been,  by  such  a  policy,  seriously  retarded. 

In  the  case  of  the  petition  of  the  Chicago  &  Alton  Eailroad  Company 
for  the  interlocking  of  its  crossings  with  the  Illinois  Central  and  Wabash 
tracks  at  Paducah  Junction,  wherein  it  was  urged  that  the  petitioning 
company  was  entitled  to  exemption  from  cost  and  expense  by  reason  of 
its  seniority,  this  Commission  observed: 

"For  the  reasons  given,  seniority  cannot  be  taken  as  a  basis  of  deter- 
mination, discarding  other  considerations.  There  may  arise  cases  where 
it  will  constitute  an  element  proper  to  be  considered;  but,  speaking  gen- 
erally, if  the  Commission  finds  two  railroads  in  operation  upon  the  ground, 
without  special  contract  burdens  as  between  themselves,  they  must  be 
dealt  with  on  a  basis  of  practical  equality." 

The  Supreme  Court  of  Illinois,  in  the  case  of  Chicago  &  Alton  Railroad 
Co.  vs.  Joliet,  Loci-port  &  Aurora  Railway  Co.  105  111.  383,  at  the  particular 
page  401,  discussing  the  question  whether  or  not  the  stopping  of  trains  by 
the  senior  road  at  the  proposed  crossing,  as  required  l.iy  statute,  could 
properly  be  considered  as  an  element  of  damage  in  condemnation,  speaking 
through  Chief  Justice  Scott,  says: 

"Corporations,  as  well  as  citizens,  are  subject  to  the  police  power  of  the 
State.  ******  Should  it  be  held  that 

before  a  new  railroad  could  be  laid  across  the  track  of  a  railroad  previ- 
ously constructed,  the  damage  for  any  inconvenience  such  company  might 
suffer  on  account  of  having  to  submit  to  and  observe  police  regulations 
in  regard  to  the  conduct  of  its  business  thereafter  should  first  be  ascer- 
tained and  paid  by  the  new  road,  it  would  amount  to  a  practical  prohi- 
iDition  of  the  construction  of  new  railroads  in  the  State.  *         *         * 

"  Unless,  therefore,  every  railroad  corporation  takes  its  right  of  way 
■subject  to  the  right  of  the  public  to  have  other  roads,  both  common 
highways  and  railways,  constructed  across  its  track  whenever  the  public 
•exigency  might  be  thought  to  demand  it,  the  grant  of  the  privilege  to 
construct  a  railroad  across  or  through  the  State  would  be  an  obstacle  in 
the  way  of  its  future  prosperity  of  no  inconsiderable  magnitude.  The 
claim  made  for  damages,  in  this  respect,  has  neither  reason  nor  weight 
•of  authority  for  its  support.  In  R'xilwai/  v.  Railway,  30  Ohio  St.  601,  it  is 
well  said:  'While  the  elder  road  can  demand  compensation  for  its  prop- 
erty to  the  extent  of  its  approoriation,  it  has  no  right  to  demand  tribute 
from  the  junior  road  for  the  enjoyment  of  the  same  corporate  franchises 
that  it  possesses.  Each  owes  its  authority  to  operate  its  road  to  the 
same  source— the  State— and  neither  has  the  right  to  tax  the  other  for  the 
enjoyment  of  these  mutual  privileges.  It  is  true  that  the  crossing  im- 
poses a  new  burden,  but  it  is  one  to  which  it  is  subject  by  the  nature  of 
the  case  and  the  terms  of  its  charter.'  Other  courts  of  acknowledged 
authority  sustain  the  same  general  doctrine." 
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We  think  these  views  applicable  here,  and  it  Is  our  opinion  that  since 
the  Legislature  left  the  item  of  expense  of  operation  for  apportionment 
by  the  Commission  between  the  companies,  it  would  not  be  unjust  in 
this  case,  in  view  of  the  fact  that  all  other  expenses  are  cast  by  law 
upon  the  new  comer,  to  require  the  expense  of  operating  the  plant  to  be 
paid  equally  by  the  companies,  which  will  accordingly  be  done. 


It  is  ordered  and  decided  that  petitioner,  the  Tamaroa  &  Mt.  Yernon 
Eailway  Company,  have  leave  to  cross  with  its  track  at  grade  the  track 
of  the  resnondent,  the  Louisville  &  ISTashville  Eailroad  Company,  at  the 
place  and  in  the  manner  specified  in  the  petition  on  file  in  this  cause — 
right  of  way  for  such  crossing  being  first  obtained  under  the  laws  of 
Illinois  relating  to  Eminent  Domain. 

It  is  ordered  further  that  the  crossing  of  tracks  to  be  thus  formed,  be 
protected  by  a  system  of  interlrcking  signals  and  switches,  to  be  agreed 
upon  by  the  parties,  with  this  Commission's  approval,  if  the  parties  are 
able  to  agree,  the  cost  of  construction  and  the  expense  of  maintenance  of 
which  device  shall  be  paid  for  by  the  Tamaroa  &  Mt.  Yernon  Eailway 
Company,  as  provided  by  statute ;  but  it  is  hereby  ordered  and  decided 
by  the  Commission  that  the  cost  of  the  operation  of  such  interlocking 
device,  the  said  Tamaroa  &  Mt.  Yernon  Eailway  Company,  petitioner, 
shall  pay  one-half,  and  the  said  Louisville  &  Eashville  Eailroad  Com- 
pany, respondent,  shall  pay  one-half.  And  inasmuch  as  the  statute  only 
directs  the  Eailroad  and  Warehouse  Commission  to  prescribe  by  order  ai 
plan  of  the  interlocking  in  case  the  parties  are  unable  to  agree,  there- 
fore, it  is  ordered  that  this  petition  be  further  held  under  consideration 
by  the  Commission  pending  the  efforts  of  petitioner  and  respondent  to 
agree  upon  a  plan  of  interlocking. 

Adapted  June  21,  1892. 


No.  14. 
PKOTECTION  OF  CROSSING. 

THE  CHICAGO  &  ALTON  EAILEOAD  COMPANY, 

vs. 

THE    CHICAGO    &    WESTEEN    INDIANA    EAILEOAD   COMP.\NY 

(THE  BELT  EAILWAY  COMPANY  OF  CHICAGO,  LESSEE),  AND 

THE   ATCHISON,   TOPEKA    &   SANTA    FE    EAILEOAD   CO. 


Application  by  the  Chicago  &  Western  Indiana  Bailroad  Company,  {the  Belt 
Eailway  Company  of  Chicaqo,  Lessee),  to  Modify  and  Correct  Order  Touch- 
ing Division  of  Original  Cost  of  Device  and  Expense  of  Maintenance. 


OPINION   OK  TnK  COMMISSION. 

By  Phillips,  Chairman. 

This  is  an  ajjplication  by  the  Chicago  &  Western  Indiana  Eailroad 
Company  (The  Belt  Railway  Company  of  Chicago,  lessee),  to  modify  the- 
order  heretofore  entered  in  the  above  petition  and  citation  upon  the  point 
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of  the  division  of  the  original  cost  of  the  construction  of  the  device 
ordered,  and  of  the  expense  of  the  maintenance  of  said  device  in  good 
order  and  repair. 

In  the  original  opinion  entered  in  this  matter  it  was  said: 

"There  are  a  svv^itch  and  a  signal  which  add  two  levers  in  the  tower. 
and  are  located  between  the  tracks  of  the  Alton  and  the  Atchison,  upon 
one  of  the  Western  Indiana  tracks.  These  appliances  are  not  essential  to 
the  interlocking  of  the  crossing,  hut  are  put  in,  we  learn  from  the  Con- 
sulting Engineer,  at  the  request  of  the  Western  Indiana  and  Belt  Com- 
panies for  their  exclusive  accommodation.  So  far  as  the  other  companies 
are  concerned,  the  crossings  could  be  perfectly  interlocked  without  these 
appliances.  We,  therefore,  think  it  not  unjust  to  charge  the  extra  cost 
of  these  particular  appliances  to  the  Western  Indiana  and  Belt  Companies. 
Without  these  the  number  of  switches,  signals  and  levers  would  be  ex- 
actly equal  upon  all  these  lines.  Apportioning  first  cost  upon  levers, 
which,  under  the  circumstances,  we  think  would  be  just,  the  Chicago  & 
Western  Indiana  and  the  Belt  Companies  would  pay  four-tenths  of  the 
first  cost,  the  Chicago  &  Alton  three-tenths,  and  the  Atchison  three-tenths. 
We  think  such  an  apportionment  of  the  first  cost  of  the  plant  would  be 
fair  under  the  circumstances." 

In  the  order  for  the  interlocking,  entered  on  the  same  day  the  opinion 
was  delivered,  the  following  provision  was  incorporated  upon  the  subject 
of  this  present  application: 

"That  it  would  be  just  and  equitable  for  the  companies  named  in  said 
petition  and  citation  to  pay  for  the  original  cost  and  future  maintenance 
of  said  device,  as  follows:  The  Chicago  &:  Western  Indiana  Railroad  Com- 
pany (The  Belt  Railway  Company  of  Chicago,  lessee),  four-tenths;  the 
Chicago  &'  Alton  Railroad  Company,  three-tenths,  and  the  Atchison,  To- 
peka  &  Santa  Fe  Railroad  Company,  three-tenths." 

The  present  application  is  made  upon  the  ground  that  the  division  of 
this  expense  was  made  by  the  Commission  under  a  misapprehension  of  the 
facts.  It  is  urged  that  the  Commission  have  made  a  mistake,  and  have 
power  to  correct  it,  and  should  correct  it.  The  ground  chiefly  urged  for 
this  application,  is,  that  the  Commission  erred  in  believing  and  saying 
that  the  switch  and  signal  located  upon  the  track  of  the  Western  Indiana 
Company,  between  the  Alton  and  Atchison  tracks,  is  of  benefit  only  to  the 
Western  Indiana  and  Belt  Companies.  The  representatives  of  the  latter 
companies  admit  that  said  switch  and  signal  were  put  in  at  their  request, 
but  deny  that  they  were  put  in  for  their  exclusive  benefit.  It  was  not, 
however,  shown  upon  the  hearing  that  the  Chicago  &  Alton  Company  is 
in  any  way  benefitted  by  this  switch  and  signal.  We  understand  the 
claim,  so  far  as  the  Alton  Company  is  concerned,  was  aljandoned,  but  it 
was  urged  upon  the  hearing  that  the  Atchison  Company  is  benefitted 
equally  with  the  Western  Indiana  and  Belt  Companies. 

Upon  the  further  hearing  of  this  case  under  this  application,  it  becomes 
apparent  that  the  Atchison  Company  is,  to  a  small  extent,  benefitted  by 
these  appliances,  but  the  benefit  it  derives  from  them  is  very  much  less 
than  the  benefit  derived  by  the  W^estern  Indiana  and  Belt  Companies.  It 
wou  d  be  very  difficult,  induced,  to  apportion  the  added  <ost  of  this  switch 
and  signal  l)etween  the  companies  upon  the  evidence  before  us.  The 
benefit  conferred  upon  the  Atchif^on  Company  being  so  slight  compared 
with  the  benefits  derived  iiy  the  Western  Indiana  and  Belt  Companies, 
and  the  appliances  having  been  originally  placed  where  they  are  upon  the 
request  of  the  latter  companies,  we  are  unable  to  see  our  way  to  charge 
any  part  of  them  to  the  Atchison  Company. 

It  is  very  apparent,  however,  that  there  is  an  error  in  this  order.  Divid- 
ing the  cost  upon  the  basis  laid  down  by  the  Commission,  there  is  no  pos- 
sible way  in  which  the  division  into  tenths  could  have  been  made  except 
through  a  blunder,  which  was  in  fact  committed. 
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It  will  be  observed  the  opinion  says:  "Wittiout  these  (meaning  the 
switch  and  signal  in  question),  the  number  of  switches,  signals  and  levers 
would  be  exactly  equal  upon  all  tliese  lines."  This  is  true.  Counting  tlie 
switches,  signals  and  levers  upon  each  of  the  three  roads  concerned,  aside 
from  the  extra  derail  and  signal  in  question,  the  number  is  thirty,  there 
being  ten  switches  and  signals  on  each  line.  Therefore,  without  the  extri 
derail  and  signal,  the  order  would  correctly  have  been  foff'  each  company 
to  pay  one-third  of  the  cost.  But  when  the  extra  derail  and  signal  are 
added,  they  make  the  number  thirty-two  in  all ;  and  upon  the  basis 
adopted,  the  cost  would  resolve  itself  into  thirty-seconds  instead  of  tenths. 
On  that  basis,  the  Chicago  &  Alton  Company  should  pay  ten  thirty-sec- 
onds, the  Atchison  Company  ten  thirty-seconds,  and  the  Western  Indiana 
and  Belt  Companies  twelve  thirty-seconds,  which  would  be  a  less  propor- 
tion to  be  paid  by  the  latter.  The  exact  excess  charged  to  the  Western 
Indiana  and  Belt  Companies  on  this  basis,  is  one-fortieth.  Hence,  it  is  no 
more  than  just  that  this  mistake  should  be  corrected  and  the  order  modi- 
fled. 

The  Commission  are  satisfied,  further,  upon  consideration  of  the  whole 
matter,  that  a  better  w;iy  to  have  arrived  at  the  extra  cost  to  be  paid  by 
the  Western  Indiana  and  Belt  Companies,  would  have  been  to  tax  these 
companies  not  with  an  extra  proportionate  share  of  the  whole  cost,  but 
with  the  actual  cost  of  the  switch  and  signal  in  controversy.  If  these 
companies  pay  the  actual  extra  cost  of  these  appli  inces,  it  is  all  that 
could  be  justly  demanded,  and  the  extra  cost,  the  Commission  is  informed, 
would  be  less  than  a  proportionate  share  based  upon  the  number  of  levers, 
as  attempted  to  be  done  in  the  original  order. 

It  is,  therefore,  directed  that  the  Secretary  enter  upon  the  docket  the 
following  modified  order  upon  the  particular  question  of  the  apportion- 
ment of  the  original  cost  and  future  maintenance  of  said  device — that  is 
to  say: 


MODIFIED  ORDER. 

"Each  of  the  said  companies,  to-wit,  the  Chicago  &  Western  Indiana 
Kailroad  Company  (the  Beft  Railway  Company  of  Chicago,  lessee),  the 
Chicago  &  Alton  Railroad  Company,  and  the  Atchison,  Topeka  &  Santa 
Fe  Railroad  Company  shall  pay  one-tliird  part  of  the  original  cost  of  con- 
struction, and  of  the  expense  of  maintenance  of  said  entire  device,  with 
the  exceiDtion  of  the  switch  and  signal  located  upon  the  track  of  the  Chi- 
cago &  Western  Indiana  Railroad  Company,  between  the  tracks  of  the 
Chicago  &  Alton  Railroad  Company  and  the  Atchison,  Topeka  &  Santa  Fe 
Railroad  Company:  and  as  to  the  (iriginal  cost  and  expense  of  mainte- 
nance of  the  said  last  mentioned  switch  and  signal  so  located,  it  is  or- 
dered that  such  actual  cost  and  expense  be  paid  by  the  Chicago  &  Western 
Indiana  Railroad  Company  (the  Belt  Railway  Company  of  Chicago,  lessee). 

"And  it  is  further  ordered,  that  the  original  order  entered  in  said  cause, 
except  as  the  same  is  hereby  expressly  modified,  shall  stand  as  originally 
entered  in  this  proceeding." 
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No.  15. 
FOR  PROTECTION  OF  CROSSING. 


THE  BALTIMORE  &  OHIO  &  CHICAGO  RAILROAD  CO., 

Petitioner, 
vs. 

THE  SOUTH  CHICAGO  CITY  RAILWAY  CO., 

Hespondent. 


OPINION  OF  THE  COMMISSION. 


By  Phillips,  Chairman. 

Tne  petition  in  this  case  shows  that  the  South  Chicago  City  Railway 
Company,  defendant,  "is  seeking  under  and  by  virtue  of  an  ordinance  of 
the  city  of  Chicago,  to  lay  its  car  tracks  along  and  upon  Commercial 
avenue,  and  to  cross  the  tracks  of  petitioner  in  said  Commercial  avenue  at 
the  west  end  of  your  petitioner's  yaids,  at  grade,  and  without  precaution 
looking  to  the  safety  of  the  public,  or  to  the  protection  of  human  life 
transp  irted  by  the  said  street  railway  company,  or  petitioner: "  also,  that 
said  street  railway  company  proposes  to  operate  its  line  with  electrical 
power,  under  the  system  known  as  the  "trolley  system,"  and  that  it  (de- 
fendant) "proposes  to  put  in  the  grade  crossing  aforesaid,  irrespective  of 
the  control  exercised  by  your  honorable  Board  in  the  matter  of  the  place 
and  manner  of  railroads  crossing  or  intersecting  each  other;  and  without 
regard  to  the  safety  of  the  public." 

Accompanying  said  petition  is  a  plat  showing  the  location  of  the  pro- 
posed crossing;  and  the  petition  "prays  that  action  may  be  taken  by  your 
honorable  Board  in  the  premises,  to  the  end  that  said  crossing  may  be 
rendered  safe,  and  as  far  as  possible  free  from  danger  to  the  public." 

It  is  objected  by  the  defendant,  among  other  things,  that  the  petition 
does  not  state  a  case  coming  witlain  the  provisions  of  the  statute  of  Illi- 
nois relating  to  railroad  crossings,  and  does  not  ask  any  relief  which  comes 
within  the  jurisdiction  of  this  Board. 

The  only  power  of  the  Commission  to  compel  the  protection  of  railway 
crossings  must  be  found  in  the  act  entitled  "An  act  to  protect  persons 
and  property  from  danger  at  the  crossings  and  junctions  of  railroads,"  etc., 
approved  June  2,  1891.    The  first  section  of  that  act  provides: 

"That  in  every  case  where  the  main  tracks  of  two  or  more  railroads 
cross  at  grade  in  this  State,  any  company  owning  or  operating  any  one  of 
such  tracks  whose  managers  may  desire  to  unite  with  others  by  protecting 
such  crossing  with  interlocking,  oi'  other  safety  devices,  may  file  with  the 
Railroad  and  Warehouse  Commission  a  petition  stating  the  facts  of  the 
situation,  and  asking  said  Railroad  and  Warehouse  Commission  to  order 
such  crossing  to  be  protected  by  interlocking  signals,  devices  and  switches, 
or  other  safety  appliances,  etc." 

Section  3  of  the  act  directs  the  manner  of  proceeding  to  hear  cases  for 
the  protection  of  crossings,  giving  the  Commission  power  to  apportion 
costs  and  expenses,  and  concludes  as  follows: 

"In  case,  however,  one  railroad  company  shall  hereafter  seek  to  cross  at 
grade  with  its  track  or  tracks,  the  track  or  tracks  of  another  railroad  com- 
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pany,  and  the  Railroad  and  Warehouse  Commission  shall  determine  that 
interlocking  or  other  safety  appliances  shall  he  put  in,  the  railroad  com- 
pany seeking  to  cross  at  grade  shall  he  compelled  to  pay  all  costs  of  such 
appliances,  together  with  the  expense  of  putting  them  in  and  the  future 
maintenance  thereof." 

Do  these  provisions  confer  upon  the  Commission  power  to  order  the  pro- 
tection of  the  crossing  described  in  the  petition?  In  other  words,  is  the 
South  Chicago  C'ty  Railway  a  "railroad"  within  the  meaning  of  the  Inter- 
locking Act  of  1891?  We  think  not.  We  are  constrained  to  hold  that  this 
Commission  has  no  jurisdiction  in  the  premises.  The  legislature  has  pro- 
vided for  the  incorporation  and  regulation  of  street  railways  by  an  act 
separate  and  different  from  that  which  pertains  to  the  incorporation  and 
regulation  of  railroads  proper.  Street  railways  were  evi'ritly  not  intended 
to  be  included  in  those  acts  of  the  legislature  whicn  corJ'i  jurisdiction  upon 
the  Commission  to  make  and  enforce  schedules  of  maxiii aim  rates,  to  cause- 
dangerous  roads  to  be  repaired  and  other  like  powers.  Those  acts  have  al- 
ways been  understood  to  refer  to  railroads,  and  not  to  street  railways;  and 
there  is  nothing  to  indicate  that  the  legislature  intended  that  the  Act  of 
1891  for  the  protection  of  railroad  crossings  was  intended  to  have  a  wider 
scope  than  the  previous  Acts. 

The  fact  that  another  power,  electricity,  has  been  substituted,  which 
supplies  a  higher  rate  of  speed,  and  makes  street  cars  more  dangerous  in- 
strumentalities than  they  were  in  the  days  when  horse  power  was  ex- 
clusively used,  has  not,  we  think,  made  them  "railroads"  within  the  mean- 
ing of  such  acts  as  that  now  under  contemplation. 

The  petition  does  not  pray  for  specific  relief.  It  asks  that  "action  may 
be  taken  to  the  end  that  said  crossing  may  be  rendered  safe,  etc."  The 
only  provision  looking  to  the  safety  at  crossings  which  the  Commission  has 
power  to  enforce  is  their  protection  by  interlocking  signals  and  derails,  or 
other  like  safety  appliances.  We  have  sought  to  avoid  building  up  any  techni- 
cal system  of  pleading  and  practice  before  the  Commission  in  these  cases, 
and  might  accordingly  overlook  the  very  general  terms  of  the  prayer  of 
this  petition,  were  the  case  one  over  which  we  deem  ourselves  to  have  any 
power.  Holding,  as  we  do,  however,  that  this  Board  is  without  jurisdic- 
tion In  such  a  case,  the  petition  must  be  dismissed,  and  the  Secretaiy  will 
enter  an  order  accordingly. 


FINAL  ORDER  OF  THE  COMMISSION. 

Tuesday,  December  27,  1892. 

At  a  session  of  the  Railroad  and  Warehouse  Commission  of  the  State  of 
Illinois,  held  at  its  office  in  Springfield,  Illinois,  on  this  day,  present — 
Isaac  N.  Phillips  and  J.  C.  Willis,  Commissioners,  and  J.  H.  Paddock, 
Secretary — the  following  proceedings  were  had  in  this  cause: 

And  now  this  petition  having  come  on  for  final  hearing  and  determina- 
tion before  the  Commission  this  27th  day  of  December,  1892,  and  the  Com- 
mission having  considered  the  evidence  taken  herein  and  the  ai'guments 
of  the  counsel  made  before  the  Commission  at  a  former  session,  and  being 
fully  adviser!  in  the  premises,  doth  find  that  this  Commission  is  without 
jurisdiction  in  this  case. 

It  is  therefore  ordered  by  th^  Commission  that  the  said  petition  be  dis- 
missed. 

Adopted  December  27,  1892. 
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No.  16. 
PROTECTION  OF  CROSSING  AT  NORMAL. 


THE  CHICAGO  &  ALTON   RAILROAD  CO., 

Petitioner, 
vs. 

THE  ILLINOIS  CENTRAL  RAILROAD  CO., 

Bespondent. 


OPINION  OF  COMMISSION. 


By  Phillips,  Chairman: 

Respondent  does  not  object  to  an  order  for  the  interlocking  of  the  cross- 
ing described  in  this  petition.  The  sole  question  made  is  as  to  the  divi- 
sion of  the  cost.  One  item,  that  of  the  "operation"  of  the  device,  is  not, 
however,  in  controversy,  it  being  agreed  that  the  companies  should  pay 
this  equally.  The  question  made  is,  how  the  first  cost  of  the  interlocking 
device,  and  the"  expense  of  its  maintenance  shall  be  paid  for. 

Mr.  Wallace,  Chief  Engineer  of  the  Illinois  Central  road,  has  urged  upon 
us  with  much  force  of  reason  a  general  basis  for  the  division  of  expenses- 
in  cases  of  this  kind.  We  fully  recognize  the  desirability  of  adopting 
some  just  rule  of  determination  to  be  applied  to  such  cases:  but  we  have 
heretofore  hesitated  to  lay  down  an  inflexible  rule,  knowing  well  that  ex- 
perience sometimes  spoils  theories,  and  that  it  is  not  possible  to  foresee 
what  new  conditions  may  arise  in  future  cases,  not  considered  in  adopting 
the  rule. 

Since  discussing  the  different  proposed  rules  of  determ-i nation  in  our 
opinion  in  the  case  of  the  crossing  at  Paducah  Junction,  we  have  contin- 
ued to  give  the  subject  attention.  We  are  now  strongly  inclined  to  adopt, 
in  the  main,  the  1  asis  suggested  by  Mr.  Wallace  as  a  rule  of  determina- 
tion to  be  applied  to  future  cases  except  those  which  may  be  very  excep- 
tional in  their  facts  and  conditions,  or  in  which  subsisting  contract  obli- 
gations may  change  the  rule. 

That  basis  is  as  follows : 

First— Each  company  to  pay  the  original  cost  of  all  the  apparatus  and 
mechanism  used  upon  its  own  tracks,  including  all  signals,  derails,  pipe- 
lines, wire-lines,  boxing  and  all  connections  in  its  tracks  and  also  the  cost 
of  putting  all  these  in  ready  for  use,  and  of  maintaining  the  same  in  sood 
repair. 

Second— The  cost  of  the  interlocking  machine  proper  and  the  expense  of 
maintaining  the  same  in  good  working  order  to  be  divided  between,  or 
among,  the  companies  in  the  proportion  that  the  levers  used  to  operate 
the  api^liance  in  the  tracks  of  each  company  bear  to  the  whole  number  of 
levers. 

Third— The  cost  of  the  tower  house  wherein  the  interlocking  machine  is 
housed,  and  the  expense  of  the  operation  of  the  machine,  (i.  e.,  wages  of 
operators),  to  be  divided  upon  the  basis  of  the  number  of  roads  using  the 
system. 
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We  have  varied  the  proposition  of  Mr.  Wallace  to  the  extent  of  divid- 
ing the  cost  of  the  tower  on  the  basis  of  the  number  of  roads  instead  of 
upon  the  basis  of  the  number  of  lever-.  There  is  little  to  choose  between 
the  two  methods,  but  we  deem  the  division  above  stated  the  fairest,  as  a 
tower  liouse  would  be  needed  in  any  event,  and  the  cost  of  such  tower 
would  be  little,  if  any,  enhmced  by  a  few  additional  levers.  We  therefore 
think  cost  of  tower  may  be  better  grouped  with  expense  of  operation,  than 
with  the  cost  of  the  interloclcing  machine. 

We  see  a  possible  difficulty  to  which  this  plan  may  lead,  which  we  deem 
it  proper  to  notice  here.  Under  the  second  point  above,  which  divides  the 
cost  of  the  in  erlocking  machine  in  proportion  to  the  levers  used  to  oper- 
ate the  appliances  located  on  the  several  tracks,  a  temptation  will  be 
■offered  to  reduce  the  number  of  levers  by  making  each  lever  carry  too 
much  work.  The  companies  to  the  present  proceeding,  being  under  very 
enlightened  and  progressive  management,  are  not  likely  to  fall  into  an 
■error  so  at  variance  with  good  signaling  practice.  It  is  not  for  them  par- 
ticularly that  we  add  this  caution.  Any  manifestation  of  the  disposition 
■stated  in  future  cases  must  be  corrected  by  the  Consulting  Engineer  of 
the  Commission. 

An  order  will  be  entered  in  this  proceeding  providing  for  the  interlock- 
ing of  the  crossing  described  in  the  petition,  and  apportioning  costs  and 
•expenses  in  the  manner  hereinabove  specified.  Our  consulting  engineer 
has  prepared  a  plan  for  the  interlocking  of  this  crossing  wliich  we  submit 
to  the  companies  as  a  suggestion  of  what  is  deemed  to  be  requisite  for 
the  proper  protection  of  the  cros-ing.  The  companies  have  a  right,  under 
the  statute,  to  agree  upon  details  of  plan,  if  they  can.  In  default  of  their 
speedy  agreement  in  this  particular,  we  will  enter  a  further  order  cover- 
ing that  part  of  the  case. 


FINAL   ORDER   OF   THE   COMMISSIOK. 

Tuesday,  December  27,  1892. 

At  a  session  of  the  Railroad  and  Warehouse  Couimission  of  the  State  of 
Illinois,  held  at  its  office  in  Springfield,  Illinois,  on  this  day— present 
Isaac  N.  Phillips  and  J.  C.  Willis,  Commissioners,  and  J.  H.  Paddock, 
Secretary— the  following  proceedings  were  had  in  this  cause: 

And  now  this  petition  having  come  on  for  tlnal  hearing  and  determina- 
tion before  the  Commission  this  27th  d  ly  of  December,  1892,  and  the 
•Commission  having  considered  the  evidence  taken  herein,  the  agreements 
made  by  the  parties  hereto,  and  the  arguments  made  before  the  Com- 
mission at  a  former  session,  and  being  fully  advised  in  the  premises  doth 
find : 

That  the  public  good  requires  that  the  crossing  formed  at  Normal,  Illi- 
nois, by  the  tracks  of  the  Chicago  &  Alton  Railr  )ad  Company  and  the 
Illinois  Central  Railr  )nd  Company,  be  protected  and  operated  by  an  in- 
terlocking device  or  machine,  and  that  the  following  would  be  a  just  and 
■equitable  basis  on  which  to  apportion  the  cost  of  said  device  or  machine: 

First — Each  company  to  pay  the  original  cost  of  all  the  apparatus  and 
mechanism  used  upon  its  own  tracks,  including  all  signals,  derails,  pipe- 
lines, wire-lines,  boxing  and  all  connections  in  its  tracks,  and  also  the 
•cost  of  putting  all  these  in  ready  for  use,  and  of  maintaining  the  same  in 
good  repair. 

Second— The  cost  of  the  interlocking  machine  proper,  and  the  expense 
of  maintaining  the  same  in  good  working  order  to  be  divided  between  the 
two  companies  in  the  proportion  that  the  levers  used  to  operate  the  ap- 
pliance in  the  tracks  of  each  company  bear  to  the  whole  number  of  levers. 

Third— The  cost  of  the  tower  house  wherein  the  interlocking  machine 
is  housed,  and  the  expense  of  the  operation  of  the  machine  (i.  e.,  wages 
>of  operators)  to  be  borne  eciually  l)y  the  petition(>r  and  respondent. 
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It  is  therefore  ordered  by  the  Commission  that  the  said  companies,  to- 
wit:  The  Chicago  &  Alton  Eailroad  Company  and  the  Illinois  Central 
Railroad  Comj  any  forthwith  j  roceed  to  protect  said  crossing  by  a  system 
of  interlocking  signals  and  switches,  to  he  agreed  upon  by  the  parties, 
with  this  Commission's  approval,  if  the  parties  are  able  to  agree,  the  cost 
of  construction,  the  expense  of  maintenance  and  the  cost  of  the  operation 
of  such  interlocking  device  to  be  divided  upon  the  ff)l]owing  basis: 

First— Each  company  to  pay  the  original  cost  of  all  the  apparatus  and 
mechanism  used  upon  its  own  tracks,  including  all  signals,  derails,  pipe- 
lines, wire-lines,  boxing  and  all  connections  in  its  trades,  and  also  the  cost 
of  putting  all  these  in  ready  for  use  and  for  maintaining  the  same  in 
good  repair. 

Second — The  cost  of  the  interlocking  macliine  proper  and  the  expense 
of  maintaining  the  same  in  good  working  order  to  be  divided  betw-een  the 
two  companies  in  the  prctportion  that  the  levers  used  to  operate  the  ap- 
pliance in  the  tracks  of  each  company  bear  to  tlie  whole  number  of  levers. 

Third — The  cost  of  the  tower  house  wherein  the  interlocking  machine 
is  housed,  and  the  expense  of  the  operation  of  the  machine  (i.  e.,  wages 
of  operators)  to  be  borne  equally  by  the  petitioner  and  the  respondent 

It  is  further  ordered  that  this  petition  be  further  held  under  considera- 
tion by  the  Cc  mmission  pending  the  efforts  of  petitioner  and  respondent 
to  agree  upon  a  plan  of  interlocking. 

Adopted  December  27,  1892. 


No.  17. 
PEOTECTION  OF  CROSSING  AT  FEORIA. 


THE  PEORIA  &  PEKIN  UNION  RAILWAY  CO., 

Pctitionei 


THE  PEORIA  TERMINAL  RAILWAY  CO., 

Respondent. 


OriNION  OF  THE   COMMISSION. 


By  Phillips,  Chairman: 

The  propos  1  crossing,  which  this  petition  prays  to  have  interlocked,  is 
in  the  city  of  Peoria,  at  a  point  on  the  track  of  the  Peoria  cS:  Pekin 
Union  Railwav,  250  feet  from  the  west  end  of  the  Illinois  river  Itridge. 
A  crossing  at  the  point  in  question  was  originally  proposed  by  the  Peoria 
&  Farmiiigton  Railwav  Company,  which,  at  the  May  term.  ISS3  of  the 
Peoria  Countv  Court,  obtained  by  judgment  in  condemnation  a  right  to 
cross  at  this  point  the  right  <'f  wav  and  track  of  the  Peoria  ^^  pring- 
tield  Railroad  Company,  to  which  hitter  company,  petitioner,  is  the  suc- 
cessor in  the  property  bv  purchase  on  foreclosure.  The  track  of  the 
I'poria  &  Springfield  Railroad  (n  w  the  Peoria  &  Pekin  Union)  was  be- 
fore that  lime  laid  and  being  used:  but  the  Peoria  .S:  Farnungton  load 
was  but  parth  constructed  aft/r  the  condemnation,  and  its  track  never 
was  laid.     Respondent,   the  Peoria  Terminal  Railway  Company,  has  sue- 
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ceeded  to  the  Peoria  &  Farmington  franchise  and  rights,  and  is  now  pro- 
ceeding to  construct  the  road  on  the  line  of  condemnation,  thus  giving 
rise  to  the  present  proceeding. 

The  questions  only  are  presented  here.  The  first  is,  does  the  public 
good  demand  the  protection  of  the  proposed  crossing  under  the  Act  of 
1891?  We  do  not  understand  the  respondent  seriously  to  contest  this 
proposition.  The  P.  &  P.  U.  trark  at  the  point  of  the  proposed  crossing 
is  used  by  three  other  companies  under  lease,  namely:  the  L.  E.  &  W., 
the  J.  S.  E.  and  the  "Big  Four.'"  The  trains,  both  passenger  and  freight, 
passing  the  point  are  numerous.  Proceeding  westward  into  the  city  from 
the  point  of  crossing,  the  P.  &  P.  U.  ascends  a  grade,  and  describes  a 
curve,  while  on  the  east,  very  near,  is  the  draw-bridge  of  the  P.  &  P.  U. 
across  the  Illinois  river,  a  navigable  stream.  In  this  day,  when  good 
practice  is  fast  leading  to  the  protection  of  all  railroad  crossings,  on 
grounds  of  econ;imy  as  well  as  safety,  we  could  not  long  hesitate  to  hold 
that  this  crossing  requires  protection,  even  though  it  is  true  as  contended, 
that  the  Peoria  Terminal  Railway  Company  will  haul  but  few  trains  over 
the  crossing. 

The  remaining  question  concerns  cost  and  expense.  Is  this  case  one 
wherein  the  Commission  has  discretion  to  apportion  first  cost  of  the  ap- 
paratus, and  expense  of  putting  in  and  maintaining  the  same  between  the 
companies;  or  is  it  one  in  which  these  items  of  cost  and  expense  are,  by 
the  statute,  cast  upon  respondent,  as  being  a  company  "seeliing  to  cross"' 
with  its  tracli  the  tracic  ot  another  company? 

Sec.  3  of  the  act  of  1891  for  the  protection  of  crossings  closes  with  the 
following  provision  relative  to  crossings  which  might  be  constructed  after 
the  passage  of  the  act: 

"In  case,  however,  one  railroad  company '  shall  hereafter  seek  to  cross 
at  a  grade  with  its  track  or  tracks,  the  track  or  tracks  of  another  rail- 
road company,  and  the  Railroad  and  Warehouse  Commission  shall  deter- 
mine that  interlocking  or  oiher  safety  appliances  shall  be  put  in,  the 
railroad  company  seeking  to  cross  at  grade  shall  be  compelled  to  pay  all 
cost  of  such  appliances,  together  with  the  expense  of  putting  them  in  and 
the  future  maintenance  thereof." 

Here,  then,  is  the  question:  Does  the  judgment  of  the  county  court 
in  condemnation  entitle  respondent  to  cross  the  track  of  petitioner  wfth- 
out  assuming  those  expenses  of  interlocking,  mentioned  in  the  provision 
above  quoted,  and  now  adjudged  by  us  to  be  required  at  this  crossing  for 
the  public  good? 

It  is  important  to  note  that  the  function  of  the  Commission  under  the 
act  of  1S91  is  wholly  distinct  'from  the  function  of  the  county  court  in 
condemnation.  The  two  lines  of  action  do  not  touch  at  any  point.  Con- 
demnation fixes  the  damages  for  the  use  declared;  the  Commission  en- 
forces a  police  resrulation  applied  to  the  operation  of  trains,  and  designed 
for  the  public  safety.  As  regards  claims  for  damages,  respondent  reads 
its  title  clear  in  the  judgment  of  condemnation.  As  regards  right  of  way, 
it  has,  in  legal  contctuplation,  already  crossed  petit ioner"s  track.  As  re- 
gards the  police  regulation  embraced  in  the  act  of  1891,  it  has  not  crossed, 
but  is  still  "seeking  to  cross."  Had  no  judgment  of  condemnation  been 
obtained  prior  to  the  passage  of  the  act  of  1S!)I,  we  concede  that  respon- 
dent might  even  now,  with  that  act  in  full  force,  proceed  to  condcniii 
and  get  judgment,  placing  itself  in  precisely  the  legal  attitude  it  now  oc- 
cupies, leaving  the  interlocking  still  unsettled  as  it  now  is.  In  other 
words,  it  could,  we  think,  in  face  of  the  interlocking  act,  obtain  its  right 
to  cross,  so  far  as  damages  and  riglit  of  way  are  concerned,  but  the  (lues- 
tion  of  the  p  otection  of  the  crossing  to  be  made  woukl  remain  as  it  re- 
mains now.  That  <iuestion  would  legally  arise  when  r(>spondcnt  sliould 
physically  "seek  to  cross  with  its  track."  ]W  getting  it.s  right  of  way 
llii'oiigh  condeinnat  ion  pruceedings,  n^spondent  did  not  ol>tain  exemption 
I'roin  llic  opcralion  of  such  police  regulations  as  were  then  in  force,  or 
might  at'tci'wanls  he  provided  l)y  law. 
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Such  is  the  view  we  are  constrained  to  talce.  Much  nice  reasoning 
might  be  indulged,  but  what  has  been  said  is  deemed  sufficient  to  express 
our  view,  which  is,  that  respondent  comes  within  tlic  provisions  of  the 
statute  above  quoted,  which  casts  upon  the  road  seelving  to  cross,  (1)  the 
tirst  cost  of  the  maciiine  to  be  used;  (2)  the  expense  of  putting  tiie  ma- 
chine in;  (3)  the  expense  of  maintaining  the  same  in  good  order  and 
repair. 

The  question  whether  this  statute  is  broad  enough  to  compel  the  com- 
pany seelcing  to  cross  to  pay  also  the  expense  of  operating  the  machine, 
was  a  subject  of  contention  before  the  Commission  in  the  case  of  Tama- 
roa  &  Mt.  Vernon  Ry.  Co.  v.  The  Louisville  &  Nashville  R.  R.  Co.,  which 
was  decided  by  us  June  21,  1892.  We  refer  to  the  opinion  in  that  case 
for  the  construction  of  tlie  statute  in  this  particular.  We  arrived  then 
at  a  conclusion  which  we  see  no  reason  to  change,  namely:  That  the  ex- 
pense of  "operating"  the  machine  was,  by  the  statute  left  to  be  appor- 
tioned by  the  Commission  in  its  discretion.  In  that  case  we  divided  such 
expense  equally,  and  we  think  the  same  should  be  done  here. 

An  order  will  be  entered  in  this  case  in  accordance  with  the  views  here 
expressed,  which  order  will  embrace  the  interlocking  of  the  crossing  and 
the  fixing  of  the  costs  and  expenses  to  be  paid  as  herein  indicated.  But 
the  companies  still  have  a  right,  under  the  statute,  to  agree  upon  the 
plan  of  the  interlocking  if  they  can  do  so,  subject  to  tlie  approval  of  the 
Commission,  The  order  therefore  entered  will  not  embrace  specifically  the 
details  of  the  device  to  be  put  in,  that  question  being  left  for  the  parties 
to  agree  upon,  if  they  can.  In  that  connection  we  suggest  that  the  Con- 
sulting Engineer  of  the  Commission,  who  is  an  expert  in  sui-h  matters, 
and  has  given  the  subject  of  interlocking  very  large  attention,  be  con- 
sulted by  the  parties. 

Tuesday,  December  27,  1892. 

At  a  session  of  the  Railroad  and  Warehouse  Commission  of  the  State  of 
Illinois,  held  at  its  office  in  Springfield,  Illinois,  on  this  day— present 
Isaac  N.  Phillips  and  J.  C.  Willis,  Commissioners,  and  J.  H.  Paddock, 
Secretary— the  following  proceedings  were  had  in  this  cause: 

And  now  this  petition  having  come  on  for  final  hearing  and  detormina- 
tion  before  the  Commission  this  27th  day  of  December,  1892,  and  the  Com- 
mission having  considered  the  evidence  taken  herein  and  the  arguments 
of  the  counsel  made  before  the  Commission  at  a  former  session,  and  be- 
ing fully  advised  in  the  premises,  on  consideration  doth  find: 

That  the  public  good  requires  that  the  crossing  to  be  forme:l  at  Peoria, 
Illinois,  by  the  tracks  of  the  Peoria  &  Pekin  Union  Railway  Company 
and  the  tracks  of  the  Peoria  Terminal  Railway  Company  be  protected  and 
operated  by  an  interlocking  device  or  machine,  to  be  agreed  upon  by  the 
parties,  with  this  Commission's  approval,  if  the  parties  are  able  to  agree; 
that  the  first  cost  of  the  machine,  the  expense  of  putting  the  machine 
in,  and  the  expense  of  maintaining  the  same  in  good  order  and  repair 
should  be  paid  for  by  the  respondent,  the  Peoria  Terminal  Railway  Com- 
pany, as  provided  by  statute;  and  that  it  would  be  just  and  equitable  for 
each  of  the  companies  named  in  the  petition  to  pay  one-half  of  tlie  ex- 
pense of  the  operation  of  such  interlocking  device  or  machine. 

It  is  therefore  ordered  by  the  Commission  that  the  crossing  to  be  formed 
at  Peoria,  Illinois,  by  the  tracks  of  the  Peoria  &  Pekin  Union  Railway 
Company  and  the  Peoria  Terminal  Railway  Company  be  protected  and 
operated  by  an  interlocking  device,  and  that  the  respondent,  the  I'eoria 
Terminal  Railway  Company,  pay  the  first  cost  of  the  machine,  the  ex- 
pense of  putting  the  machine  in,  and  the  expense  of  maintaining  the 
same  in  good  order  and  repair.  It  is  furtlier  ordered  by  the  Commission 
that  of  the  cost  of  the  operation  of  such  interlocking  device  the  said 
Peoria  &  Pekin  Union  Railway  Company  petitioner,  shall  pay  one-half, 
and  the  said  Peoria  Terminal  Railway  Company,  respondent,  shall  pay 
one-half. 
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It  is  further  ordered  that  this  petition  be  further  held  under  considera- 
tion by  the  C  immission  pending  the  efforts  of  the  petitioner  and  re- 
spondent to  agree  upon  a  plan  of  interlocking. 

Adopted  December  27,  1892. 


No.   18. 
PASSENGER  TRAIN  SERVICE. 


CITIZENS  OF   SHAWNEETOWN, 

Complainants^ 
vs. 

LOUISVILLE  &  NASHVILLE  R.   R.  CO., 

Besiiondent. 


OPINION    OF    COMMISSION. 


Springfield,  January  3,  1893. 
Ho7i.  W.  R.  McKernon,  8tat€\s  Attorney,  Shaw7ieetown,  III: 

Dear  Sir— Answering  your  letter  of  recent  date  to  Mr.  Paddock,  Sec- 
retary of  the  Railroad  and  Warehouse  Commission,  wherein  you  inquire 
what  decision  the  Commissioners  have  come  to  upon  the  complaint  of  the 
Citizens  of  vShawneetown  against  the  Louisville  &  Nashville  Railroad 
Company,  I  have  to  say  that  the  Commissioners  have  as  yet  rendered  no 
decision  or  opinion  in  the  case.  Although  convinced  that  the  passenger 
service  between  McLeansboro  and  Shawneetown  is  not  such  as  is  desira- 
ble, it  seems  to  be  very  questionable  whe  her  the  law  affords  any  remedy 
for  the  unpleasant  state  of  affairs  which  exists.  I  will  here  bri(  fly  state 
the  difficulties  which  the  Commissioners  have  encountered  in  their  at- 
tempt to  find  a  way  to  affoid  legal  relief  to  the  citizens  of  Shawneetown. 

The  complaint  of  the  citizens  of  Benton,  Franklin  county,  against  the 
"Cairo  Short  Line"  embodied,  substantially,  the  same  state  of  facts  pre- 
sented in  the  complaint  of  the  citizens  of  Shawneetown.  The  Commis- 
sioners being  in  doubt  in  the  Benton  case,  and  having  in  view  the  fact 
that  the  Attorney  General  is  made,  by  statute,  their  legal  adviser,  re- 
ferred the  whole  question  of  their  power  to  compel  additional  train  ser- 
vice to  the  Attorney  General.  His  elaborate  opinion  upon  this  question, 
and  his  view  of  the  law  applicable  to  the  facts  pi'esented  in  the  Benton 
petition,  will  be  found  printed  in  our  report  of  1889,  p.  19(5. 

The  conclusion  of  the  Attorney  General  was  that  the  Railway  Commis- 
missioners  of  Illinois  are  without  power  to  enforce  relief  upon  the  state 
of  facts  presented  by  the  citizens  of  Benton,  which  lacts,  we  have  before 
said,  are  practically  identical  with  those  presented  in  your  petition. 

It  appeared  in  the  Benton  case,  from  statements  made  by  the  Auditor 
of  the  comi)any,  that  the  line  running  througli  I'.cnton  was  being  operatiMl 
at  a  loss.  The  same  lacl  appears  with  reference  to  the  line  between 
Shawneetown  and  McLeansboro,  from  the  statement  produced  by  Sujier- 
intendent  Dickson,  and  sworn  to  ])y  him  as  a  correct  summary  of  what- 
api>ears  from  tlu;  books  of  tlu;  Auditor.  In  the  lUnton  case,  it  ai)pearetl 
that  the  line  operated  under  the  name  of  the  "Cairo  Short  Li  e,"'  as  a 
whole,  earned  money  over  and  above  expenses.     Attorney   General   Hunt, 
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in  his  opinion,  discussing  the  question  whether  the  surphis  revenues  from 
other  lines  furnished  a  legal  basis  for  compelling  the  company  to  operate 
additional  trains  on  the  Eldorado  Division,  which  was  losing  money  upon 
the  train  already  in  use,  says : 

"I  have  given  this  matter  much  consideration,  have  found  no  case 
which  sustains  that  position,  and  have  serious  doubts  whether  such 
liability  can  be  enforced.  The  sworn  report  of  the  auditor  of  the 
company,  submitted  with  the  company's  answer,  and  not  controverted, 
shows  that  in  the  five  vears — 1884  to  1888,  inclusive — the  total  loss  in  oper- 
ating the  Belleville  &  Eldorado  Line  was  $44,810.64.  With  this  exhibit, 
and  on  the  statement  of  facts  on  which  the  complaint  in  this  case  is 
based,  1  do  not  believe  that  a  court  would,  in  a  proceeding  in  the  nature 
of  quo  warranto,  hold  the  company  liable  or  forfeit  its  franchise  for  refus- 
ing to  increase  its  losses  in  operating  the  line." 

The  opinion  of  the  Attorney  General  on  this  point  is  strongly  supported 
by  the  case  of  the  Fitchburg  B.  E.  Co.  v.  Commonwealth,  12  Gray  180,  and 
was  doubtless  examined  by  him  upon  this  point,  thougti  it  is  not  cited  in 
his  opinion. 

We  note  what  you  say  about  the  unfairness  of  considering  the  line  from 
McLeansboro  to  Shawneetown  as  merely  a  branch,  and  not  as  part  and 
parcel  of  the  entire  line  known  as  the  >  Southeast  &  St.  Louis,  and  also 
your  criticism  of  the  manner  in  which  the  statement  of  the  company  is 
made  up,  and  we  might  incline  to  take  your  view  of  these  matters— at 
least  so  far  as  to  order  an  expert  examination  of  the  books  of  the  com- 
pany for  the  purpose  of  getting  a  corrected  statement  of  earnings  and  ex- 
penses—were it  not  for  the  fact  that  there  seems  to  be  an  insuperable 
legal  obstacle  in  the  way  of  an  action  in  this  rase,  independently  of  the 
question  whether  the  line  makes  or  loses  money.  That  obstacle  is  found 
in  the  very  imperfect  state  of  the  remedial  law  upon  the  subject  of  com- 
pelling train  service  bv  a  general  writ  in  the  name  of  the  people.  In  our 
report  for  the  year  1889,  page  16,  you  will  find  the  views  of  the  Railroad 
Commissioners  ^of  this  State  fully  expressed  on  this  subject.  In  that  re- 
port we  urged  the  necessity  of  further  legislation  to  meet  such  cases  as 
that  embraced  in  the  petition  of  the  citizens  of  Shawneetown. 

The  Attorney  General,  in  his  opinion  upon  the  Benton  case,  to  which 
reference  has  been  made,  held  that  a  writ  of  mandamus  would  not  lie  to 
compel  additional  train  service  upon  a  railroad.  His  opinion  was  pro- 
fessedly based  upon  the  case  of  O.  d-  31.  By.  Co.  v.  The  Ptople,  120  111.  page 
200.  The  learned  Justice  delivering  the  opinion  in  that"  case,  used  the 
following  language: 

"It  is  believed  no  case  can  be  found,  wh]>h,  in  the  absence  of  a  statutory 
requirement,  has  gone  to  the  length  of  liolding  that  a  railway  company 
may  be  compelled  by  mandamus  to  increaoc  the  number  of  trains  on  its 
road,  or  to  run  daily  a  particular  number  of  trains  over  its  road;  and  we 
are  satisfied  there  is  no  common  law  authority  for  making  such  an  order.'' 

If  this  be  sound  law  (and  it  certainly  is  the  law  in  Illinois  until  re- 
versed), then  it  would  seem  that  there  is  no  means  by  which  the  Com- 
missioners (ould  act  in  the  direction  of  affording  the  relief  prayed.  To 
proceed  to  forfeit  the  franchise  of  the  road  by  a  writ  of  quo  warranto,  nnght 
cntirelv  cut  off  the  train  service  of  Shawneetown,  and  it  is  not  pei'ceived 
how  such  an  action  could  possibly  make  the  train  service  better.  Orders 
of  the  Eailway  Commissioners,  you  are,  (f  course,  aware,  have  no  bint.ing 
force  as  judgments,  but  remain  to  be  enforced  through  the  process  of  the 
courts.  Should  we  make  an  order  in  this  case  which  the  courts  afford  no 
remedy  to  enforce,  the  act  would  be  merely  nugatory,  and  would  afford 
your  people  no  relief. 

For  the  reasons  given,  the  Commissioners  have  not  judged  it  prudent  to 
make  any  order  in  the  premises,  and  I  am  authorized  to  say  thitt  the 
views  here  expressed  meet  the  a])proval  of  the  Commissioners,  and  may 
be  regarded  as  our  opinion  upon  the  case  as  made. 

-19  R.  R. 
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One  practice  of  the  company,  shown  by  the  evidence,  is  in  direct  viola- 
tion of  the  statute.  It  was  shown  that  the  company  is  accustomed  to 
haul  freight  cars  in  its  trains  behind  passenger  coaches.  Against  this 
practice  the  statute  denounces  a  penalty,  which  the  company  incurs  when- 
ever it  hauls  its  freight  cars  in  this  manner. 

It  was  also  shown  that  the  company  is  accustomed  to  distribute  cars 
upon  its  main  track,  between  stations,  to  be  loaded,  and  that,  on  the  re- 
turn, the  custom  is  to  push  such  freight  cars  ahead  of  the  locomotive 
until  a  siding  is  arrived  at  where  they  can  be  transferred  to  the  rear. 
True,  it  appears  that  by  this  practice  the  company  accommodates  many 
of  its  patrons,  particularly  those  who  ship  blocks  and  logs,  thus  saving 
them  the  trouble  and  expense  of  transporting  their  freight  to  distant 
side  tracks,  which,  it  is  said,  would  render  the  business  unprofitable.  The 
Commissioners  cannot,  however,  take  note  of  these  little  conveniences 
which  result  from  violations  of  the  statute.  Our  duty  is  to  enforce  the 
law  as  we  find  it.  You  are  therefore  authorized  by  the  Commissioners, 
as  State's  Attorney  of  Gallatin  county,  and  as  one  of  the  legal  advisers  of 
the  Commission,  made  so  by  statute,  to  proceed  to  prosecute  violations  of 
the  statute  in  the  particulars  last  noted.  You  are  upon  the  ground,  and 
the  facts  are  accessible  to  you.  You  will  please  advise  us,  however,  of 
such  prosecutions  as  you  may  institute  for  these  violations  of  the  statute. 

Regretting  that  we  cannot  afford  relief  of  a  more  comprehensive  charac- 
ter to  your  people,  I  remain,  sir, 

Yery  truly  yours, 

Isaac  IST.  Phillips, 
Chairman  R.  R.  and  W.  Cominission. 

Adopted  January  3,  1893. 


No.  19. 
FOR  LEAVE  TO  CROSS  NEAR  KINDER. 


THE  MADISON,  ILLINOIS  &  ST.  LOUIS  RAILWAY  CO., 

Petitioner, 
vs. 

THE  WABASH  RAILROAD  CO.,  THE  CLEVELAND,  CINCINNATI, 
CHI(3AG0  &  ST.  LOUIS  RAILWAY  CO.,  THE  CHICAGO  & 
ALTON  RAILROAD  CO., 

Eesponden's. 


OPINION   OF  THE  COMMISSION. 


Opinion  by  J'iiili.u's,  Chairman: 

Petitioner  seeks  to  cross  with  its  tracks,  the  tracks  of  llic  Wabash,  tlie 
"liig  Four,"  and  the  Chicago  ^"v:  Alton  Railroads,  near  Kinder,  Madison 
county,  Illinois.  The  respondent  companies  are  all  objecting  to  the  pro- 
posed crossing.  Henro  this  petition  for  an  order  of  the  commission  grant- 
ing leave  to  cross. 
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The  crossing  is  objected  to,  amang  other  things,  upon  the  ground  that 
there  is  no  public  necessity  for  the  building  of  petitioner's  r.)ad  across  the 
tracks  of  respondents  at  the  point  proposed  ;  that  from  all  that  appears 
the  road  will  terminate  on  a  prairie  where  there  are  no  inhabitants;  that 
the  industries  and  factories  which  petitioner  alleges  it  is  seelcing  to  reach 
upon  the  west  are  merely  projected,  and  no  one  knows  whether  tliey  will 
ever  be  built. 

It  is  further  objected  that  the  only  object  of  petitioner  in  forcing  this 
crossing  is  to  connect  with  what  is  known  as  the  "Bluff  Line"  just  beyond 
the  point  of  crossing. 

It  is  further  contended  that  in  case  petitioner  is  permitted  to  cross  at 
all,  an  overhead  crossing  should  be  ordered  in  order  to  avoid  the  danger 
and  delay  to  travel  and  transportation  which  the  statute  directs  shall  not 
be  "unnecessarily"  interfered  with. 

Finally  it  is  said,  in  case  petitioner  is  permitted  to  cross  at  grade  as 
prayed,  it  should  bear  all  the  expense  of  protecting  the  crossing,  including 
the  expense  of  operating  the  interlocker. 

Upon  these  several  points  of  objection  we  observe: 

1.  That  the  Railroad  Commissioners  of  Illinois  are  not  made  by  law 
judges  of  the  necessity  for  building  railroads.  The  General  Assembly,  in 
the  act  for  the  incorporation  of  railroads,  has  fixed  all  the  conditions  and 
limitations  which  exist  on  this  subject.  Neither  this  tribunal  or  any 
other  has  been  designated  by  law  to  judge  of  the  traflflc  necessity  of  new 
lines.  Some  states,  we  believe,  have  put  restrictions  upon  the  building  of 
railroads;  but  ours  has  not,  charters  are  taken  out  fixing  the  termini  of 
the  line  to  be  built ;  and  considerable  latitude  is  allowed  to  the  construct- 
ing company  in  locating  its  line  between  these  points.  Existing  lines 
have  in  some  cases  been  almost  parallelled  by  useless  and  speculative  lines 
•of  road :  but  there  has  been  and  is  no  legal  authority,  so  far  as  we  know, 
to  prevent  this,  however  much  good  business  judgment  may  be  violated. 

2.  The  same  may  be  said  of  the  objection  that  the  sole  object  of  pe- 
titioner is  to  meet  the  "Bluff  Line,"  and  give  that  company  traffic 
arrangements  for  crossing  the  tracks  of  respondents.  If  this  objection 
were  sustained  it  would  go  to  the  right  of  petitioner  to  build  the  road, 
and  not  merely  to  the  particular  place  where  it  is  seeking  to  locate  its 
line.  We  are  not  aware  that  a  connection  with  the  "Bluff  Line"  is  an 
illegal  object,  or  that  the  Commissioners  of  Railroads  have  any  power  to 
examine  into  the  motives  of  petitioner  and  to  deny  its  petition  upon  the 
ground  that  its  object  is  not  deemed  to  be  justifiable.  The  Commission- 
ers are  simply  directed  by  the  statute,  after  hearing,  to  "prescribe  the 
place  where  and  the  manner  in  which  such  crossing  shall  be  made."  If 
the  company  has  complied  with  the  necessary  statutory  provisions  to  en- 
able it  to  build  a  railroad,  we,  as  Railroad  Commissioners,  are  not  author- 
ized to  deny  that  a  crossing  of  some  kind  may  be  made  of  the  tracks 
across  which  it  projects  its  line.  In  other  words,  we  are  to  "prescribe"  a 
crossing,  not  deny  one  altogether. 

We  have  said  no  power  exists  to  prevent  petitioner  from  proceeding 
■with  the  construction  of  its  line  upon  the  ground  that  it  meets  no  pub  ic 
necessity,  and  that  the  objects  and  motives  of  its  projectors  are  not  proper. 
It  is  sufficient,  perhaps,  to  say  that  this  Commission  can  assume  no  such 
power  under  the  statute.  Petitioner,  before  proceeding  to  cross  the  right 
of  way  of  respondents  with  its  road,  must,  in  addition  to  getting  leave  of 
the  Commission,  proceed  to  condemn  it>^  right  of  way  in  the  C<»unty  court. 
If  any  power  exists  in  that  court  to  check  the  building  of  this  line  upon 
the  grounds  urged,  respondents  can  there  interpose  their  objections,  and 
that  tribunal  will  judge  of  its  own  jurisdiction  and  powers. 

3.  The  objection  based  upon  the  danger  to  travel  and  transportation 
upon  respondents'  lines,  which  will  result  from  the  projxised  crossing, 
raises  the  question  whether,  with  such  crossing,  well  protected  by  inter- 
locking, will  entail  an  "unnecessary"  danger  and  delay  within  the  mean- 
ing of  the  statute.     It  is  the  judgment  of  the  Commissioners  that  every 
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crossing,  however  well  protected  by  interlocking,  introduces  some  elements 
of  danger  and  of  delay  to  travel  and  transportation.  The  language  of  the 
statute  is  that  future  crossings  shall  be  constructed  "at  such  place  and  In 
such  manner  as  will  not  unnecessarily  impede  or  endanger  the  travel  or 
transportation  upon  the  railway  so  crossed." 

We  once  had  occasion  to  observe,  in  the  case  of  the  Chicago,  Madison  & 
Northern  B.  B.  Co.  vs.  The  Belt  Baihcay  Company  of  Chicago,  that  the 
word  "unnecessary"  is  not  used  in  this  statute  in  its  strict  philosophical 
sense.  In  that  sense,  only  that  is  "necessary"  which  cannot  possibly  be 
avoided,  and  there  would  always  be  a  possibility  of  changing  the  place 
and  manner  of  a  crossing  in  order  to  avoid  even  the  slightest  danger  or 
delay.  The  General  Assembly  evidently  expected  that  some  crossings 
would  still  be  made  at  grade.  Grade  crossings  were  not  positively  pro- 
hibited, but  a  means  was  provided  by  which,  when  the  configuration  of 
the  ground  proved  favorable,  crossings  might  be  ordered  to  be  constructed 
over  or  under.  It  was  doubtless  intended  that  reasonable  regard  should 
be  had  to  the  circumstances  of  each  case.  The  question  here,  therefore,. 
Is  not  whether  there  will  be  some  danger  and  some  delay,  but  will  this- 
crossing  "unnecessarily"  impede  or  endanger  travel  or  transportation 
within  the  sense  intended  by  the  General  Assembly  y  Eecognizing  fully 
the  desirability  of  separating  crossing  tracks  where  that  is  feasible,  we  do 
not  think  a  fair  application  of  this  statute  justifies  us  in  ordering  an 
overhead  crossing  in  the  present  case.  We  have  caused  an  estimate  to  be 
made  of  the  expense  of  such  a  crossing,  which  is  about  $77,000.  Such  a 
burden  the  railway  companies  of  this  state  have  only  in  rare  instances 
voluntarily  imposed  upon  themselves  in  the  past  for  the  sake  of  avoiding 
danger  and  delay,  even  though,  when  their  lines  were  built,  no  such  safety 
appliances  were  used  or  existed  as  those  which  may  now  be  put  in  at  this- 
crossing. 

Putting  expense  aside,  however,  as  not  to  be  weighed  against  danger  to 
life  and  property,  a  further  difficulty  still  exists.  Petitioner  states  one  of 
its  objects  to  be  to  connect  its  line  with  the  three  respondent  railways, 
particularly  the  "Big  Four,"  which  is  the  middle  track  of  the  three,  they 
all  lying  parallel  and  near  together  at  the  point  designated,  the  Wabash 
being  upon  the  east,  the  "Big  Four"  ia  the  middle  and  the  Alton  upon 
the  west.  The  act  for  the  incorporation  of  railway  companies  provides- 
that  every  corporation  formed  under  the  act  shall  have  power: 

"To  cross,  intersect,  join  and  unite  its  railways  with  any  other  railway 
before  constructed,  at  any  point  in  its  route,  and  upon  the  grounds  of 
sucli  other  railway  company,  with  the  necessary  turnouts,  sidings  and 
switches,  and  other  conveniences  in  furtherance  of  the  objects  of  its  con- 
nection; and  every  corporation  wbo^e  railway  is,  or  shall  be  hereafter,  in- 
tersected by  any  new  railway  shall  unite  with  the  corporation  owning 
such  new  railway  in  forming  such  intersection  and  connection,  and  grant 
the  facilities  aforesaid;  and  if  the.  two  corporations  cannot  agree  uintn  the 
amount  of  compensation  to  be  made  therefor,  or  the  i)oin1s  and  nianiier 
of  such  crossings  and  connection,  the  same  shall  be  ascrriained  and  deter- 
mined in  manner  prescribed  by  law."— 2  Starr  &  Curtis,  page  1914,  Par.  (i. 

In  order  to  "intersect,  join  and  unite"  its  tracks  with  tlie  tracks  of  re- 
spondents, as  it  seems  petitioner  has  a  right  to  do  under  the  above  pro- 
vision, petitioner  would  be  compelled  to  build  an  additional  track  upon  a 
level  with  the  tracks  crossed.  But  the  same  difficulty  we  now  have  would 
then  again  present  itself;  for  petitioner  could  not  connect  with  the  "Big 
Four"  from  the  east  without  crossing  the  Wabash;  and  it  could  not  con- 
nect with  the  Alton  witliout  crossing  both  the  Wabash  and  the  "Big 
Four."  Thus  if  petitioner  were  to  insist  upon  the  right  to  connect  with 
these  roads,  we  should  have  practically  a  grade  crossing  at  last:  and  al- 
though such  a  crossing,  made  for  the  purpose  of  delivering  and  nx'civing 
cars,  would  iKMhai)s-  he  less  used  than  a  regular  grade  crossi  ig,  it  would 
nevertheless,  in  1  he  judgment  of  the  Commission,  be  such  a  crossing  as 
would  require  protection  by  interlocking.  Thus  we  see  an  order  for  an 
Qverheaxl  crossing  would  probably  tend  very  little  to  simplify  the  situation.. 
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We  have  therefore  determined  that  we  cannot  deny  the  prayer  of  the  pe- 
tition. While  interlocking  machines  do  not  entirely  avoid  danger  and  de- 
lay at  crossings,  they  do  have  the  effect  of  reducing  these  to  a  minimum. 
With  such  an  equipment  we  are  not  able  to  say  in  the  language  of  the 
statute  that  a  grade  crossing  here  would  'unnecessarily  impede  and  en- 
danger travel  and  transportation." 

The  question  of  the  division  of  the  expense  of  operating  an  interlocker 
remains  to  be  considered.  Petitioner  concedes  tliat  the  statute  casts  upon 
it  the  burden  of  paying  the  first  cost  of  the  interlocking  appliance,  of 
putting  the  same  in  ready  for  use,  and  maintaining  the  same  in  good  re- 
pair. Respondents  claim  that  to  do  this  should  be  added  the  burden  of 
also  operating  the  machine.  Upon  this  question  the  Commissioners  have 
fully  expressed  their  views  in  the  opinion  in  the  case  of  The  Tamaroa 
<f-  Mt.  Vernon  Rij.  Co.  v.  Jhe  Louisville  &  Nashville  B.  B.  Co.,  decided  June 
21,  1892.  We  have  seen  no  reason  to  change  the  views  we  there  expressed. 
Under  the  construction  given  to  the  statute  in  that  case  the  expense  of 
■operation  of  this  interlocker,  i.  e.,  wages  of  operators,  would  be  paid  for 
upon  the  basis  of  the  number  of  roads  using  the  machine,  each  paying 
■equally. 

In  'accordance  with  the  views  here  expressed  an  order  will  be  entered 
granting  petitioner  the  right  to  cross  at  grade  at  the  point  designated  in 
the  petition.  The  order  will  provide  that  the  crossing  shall  be  protected 
by  an  interlocker  of  improved  modern  pattern,  upon  the  construction  and 
details  of  which  the  companies  will  be  left  to  agree  if  they  are  able  to  do 
so.  The  order  will  provide  that  the  first  cost  of  such  interlocker,  the  ex- 
pense of  putting  the  same  in,  and  the  expense  of  maintaining  the  same  in 
good  order  and  repair  shall  be  paid  entire  by  the  petitioner:  and  that  the 
€ost  of  operating  the  said  macliine  shall  be  paid  by  petitioner  and  the 
three  respondents  equally,  one-fourth  each. 

ORDER. 

It  is  ordered  and  decided  that  petitioner,  the  Madison.  Illinois  &  St. 
Louis  Railway  Co.,  have  leave  to  cross  with  its  tracks,  at  grade,  the  tracks 
of  the  respondents,  the  Wabash  Railroad  Co.,  the  Cleveland,  Cincinnati, 
Chicago  &  St.  Louis  Railway  Co.,  and  the  Chicago  &  Alton  Railroad  Co., 
at  the  place  and  in  the  manner  specified  in  the  petitition  on  file  in  this 
cause,  right  of  way  for  such  crossing  being  first  obtained  under  the  laws  of 
Illinois  relating  to  Eminent  Domain. 

It  is  ordered  further,  that  the  crossing  of  tracks  to  be  thus  formed  be 
protected  by  a  system  of  interlocking  signals  and  switches  to  be  agreed 
upon  by  the  parties,  with  this  Commission's  approval,  if  the  parties  are 
able  to  agree,  the  first  cost  of  such  interlocking  machine,  the  expense  of 
putting  the  same  in,  and  the  expense  of  maintaining  the  same  in  good 
order  and  repair  to  be  paid  for  by  the  Madison,  Illinois  &  St.  Louis  Rail- 
way Co.  as  provided  by  statue;  but  it  is  hereby  ordered  and  decided  by  the 
Commission  that  of  the  cost  of  the  operation  of  such  interlocking  device, 
the  said  Madison,  Illinois  &  St.  Louis  Railway  Co.,  petitioner,  shall  pay 
one-fourth,  and  the  said  Wabash  Railroad  Co.,  Cleveland,  Cincinnati,  Chi- 
cago &  St.  Louis  Railway  Co.,  and  Chicago  &  Alton  Railroad  Co.,  re- 
spondents, shall  pay  one-fourth  each.  And  inasmuch  as  the  statute  only 
directs  the  Railroad  and  Warehouse  Commission  to  prescribe  by  order  a 
plan  of  the  interlocking  in  case  the  parties  are  unable  to  agree;  therefore, 
it  is  ordered  that  this  petitition  be  further  held  under  consideration  by 
the  Commission  pending  the  efforts  of  petitioner  and  respondents  to  agree 
upon  a  plan  of  interlocking. 

Adopted  January  3,  1893. 
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No.  20. 

FOR  PROTECTION  OF  CROSSING  AT  WATSEKA, 


THE  CHICAGO   &  EASTERN  ILLINOIS  RAILROAD  CO., 

Petitioner^ 
vs. 

TOLEDO,  PEORIA  &  WESTERN  RAILWAY  CO., 

Hespondent^ 


OPINION  OF  THE  COMMISSION. 


By  PBE[i,i,rPS,  Chairman: 

The  grade  crossing  at  Watseka,  111.,  which  the  petition  prays  may  he 
protected  by  an  interlocker,  is  not  more  dangerous,  perhaps,  than  many 
other  such  "crossings  in  this  State.  We  cannot,  however,  agree  with  the 
allegation  in  respondents  answer,  "that  said  crossing  is  safe  to  life  and 
property,  and  does  not  require  the  protection  prayed  for  in  the  petition:'^ 
We  do  not  bel.eve  any  grade  crossing  of  main  tracks  can  he  perfectly  safe 
to  life  and  property.  We  think  all  such  crossings  should  he  protected  as 
rapidly  as  due  regard  to  revenues,  and  to  all  other  kindred  precautions 
looking  to  the  public  safety  will  permit.  Everything  cannot  be  done  at 
once,  however;  and  it  was  not  the  intention  of  the  law  makers,  in  passing 
the  act  of  1891  to  compel  all  crossings  to  be  forthwith  interlocked.  Had 
this  been  their  object  they  would  have  so  provided. 

The  counsel  of  petitioner  stated  upon  the  hearing  that  the  petitioning 
company  would  be  willing,  rather  than  that  the  protection  of  this  cross- 
ing should  entirely  fail,  to  pay  two-thirds  of  the  cost  of  the  construction 
of  the  device.  The  disparity  in  the  volume  and  importance  of  the  traffic 
on  these  roads,  while  not  admitted  to  be  a  controling  consideration,  in  such 
cases,  is  deemed  a  sufficient  reason  on  which  to  take  petitioner  at  its  own 
offer.  The  respondent  road  is  a  property  which,  under  its  present  excel- 
lent and  efficient  management,  is  constantly  improving,  and  rapidly  re- 
trieving the  misfortunes  of  the  company's  earlier  period.  We  think 
under  all  the  circumstances  the  petitioner  can  well  afford  to' pay  two- 
thirds  of  the  cost  of  an  interlocker  at  this  crossing.  The  expense  of  the 
maintenance  and  operation  of  the  machine  will,  however,  be  equally 
divided  between  the  two  companies. 

The  Secretary  will  enter  an  order  directing  that  the  crossing  described 
in  the  petition  be  interlocked,  and  providing  that  of  the  first  cost  of  the 
device  and  of  jmtting  the  same  in  ready  for  use  petitioner  pay  two-thirds 
and  respondent  one-third,  and  that  of  the  cost  of  maintaining  such  device 
in  good  order  and  repair,  and  of  operating  the  same,  each  of  the  companies 
pay  one-half.  The  order  will  provide  that  the  case  be  further  held  while 
petitioner  and  respondent  agree  upon  the  details  of  an  interlocking  device,, 
as  provided  l>y  statute,  if  they  are  able  to  do  so. 

1<^NAT>  OUDEK   OF   COMMISSION. 

Chicago,  January  4,  1893. 

At  a  session  of  the  Railroad  and  Warehouse  Commission  of  the  State 
of  Illinois,  held  in  (Jhicago,  Illinois,  on  this  day,  present— Isaac  N.  Phillips 
and  J.  C.  Willis,  Commissioners,  jind  J.  H.  Paddock,  Secretary— the  fol- 
lowing proceedings  were  had  in  this  cause: 
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And  now  this  petition  having  come  on  for  final  hearing  and  determina- 
tion before  the  Commission  this  4th  day  of  January,  1893,  and  the  Com- 
mission having  considered  the  evidence  taken  herein,  and  the  arguments 
made  before  the  Commission  at  a  former  session,  and  being  fully  advised 
In  the  premises,  doth  find : 

That  the  public  good  requires  that  the  crossing  formed  at  Watseka, 
Illinois,  by  the  tracks  of  the  Chicago  &  Eastern  Illinois  Railroad  Com- 
pany and  the  Toledo,  Peoria  &  Western  Railway  Company,  be  prot'  cted 
and  operated  by  an  interlocking  device  or  ma  hine,  and  that  the  follow- 
ing would  be  a  just  and  equiable  basis  on  which  to  apportion  the  cost  of 
such  device  or  machine,  to-wit:  That  the  said  petitioner,  the  Chicago  & 
Eastern  Illinois  Railroad  Company,  pay  two-thirds,  and  the  said  respondent, 
the  Toledo,  Peoria  &  Western  Railway  Company,  pay  one-third  of  the  first 
cost  and  of  putting  the  same  in  ready  for  use,  and  of  the  cost  of  main- 
taining such  device  in  good  order  and  repair  and  of  operating  the  same, 
the  said  petitioner,  the  Chicago  &  Eastern  Illinois  Railroad  Company,  pay 
one-half,  and  the  said  respondent,  the  Toledo,  Peoria  &  Western  Railway 
Company  pay  one-half. 

It  is  therefore  ordered  by  the  Commission  that  said  crossing  be  pro- 
tected by  a  system  of  interlocking  and  signals,  to  be  agreed  upon  by  the 
companies,  with  this  Commission's  approval,  if  the  companies  are  able  to 
agree,  and  that  said  companies  shall  bear  the  proportion  of  the  first  cost 
of  putting  in  the  device  and  of  maintaining  and  operating  the  same  as 
above  set  forth. 

And  it  is  further  ordered  that  this  petition  be  further  held  under  con- 
sideration by  the  Commission,  pending  the  efforts  of  petitioner  and  re- 
spondent to  agree  upon  a  plan  of  interlocking. 

Adopted  January  -4,  1893. 
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No.  21. 
CORRESPONDENCE 


CONCERNING  SCHEDULES  AND  RATES  OF  THE  L.  E.  &  W. 
R.  R.  CO.,  AND  REFERRING  TO  CERTAIN  PROSE- 
CUTIONS FOR  DISCRIMINATIONS. 


LETTER  OF  ISAAC  N.  PHILLIPS  TO  GEORGE  L.  BRADBURY. 


Bloomington,  III.,  May  13,  1892. 

L.  Bradbury,  Esq.,  General  Manager  L.  E.  &  W.  B.  B.,  Indianavolis,  Ind.: 

Dear  Sir:— I  am  advised  that  copies  of  a  jobber's  special  tariff  liave  been 
sent  by  the  freight  department  of  your  company  to  the  wliolesale  men  of 
Bloomington,  superseding  the  tariff  formerly  in  force  on  your  road.  I  have 
just  applied  to  your  station  office  for  a  copy  of  this  new  tariff,  but  none 
was  furnished  me.  I  understand  the  effect  of  this  tariff  is  to  considerably 
raise  rates  to  Bloomington  jobbers,  bringing  them  up,  so  it  is  said,  to  the 
maximum  schedule  adopted  by  the  Railroad  and  Warehouse  Commission. 

I  was  informed  some  days  ago  that  some  member  or  members  of  your 
freight  department  had  been  in  Bloomington,  and  had  taken  occasion  while 
here  to  intimate  to  the  jobbers  of  this  city,  that  unless  a  certain  suit  now 
pending  for  discrimination  here  should  be  withdrawn,  your  company  would 
raise  the  rates  to  the  limit  allowed  by  the  Commissioners'  tariff,  and  thereby 
place  Bloomington  jobbers  in  a  considerably  worse  position  than  they  were 
before. 

It  is  not  my  province,  or  desire,  as  a  member  of  the  Railway  and  Ware- 
house Commission,  to  ascribe  motives  to  a  move  of  this  kind;  but  before 
a  measure  is  taken  with  a  view  to  punishing  Bloomington  jobbers  because 
the  Railway  Commissioners  have  thought  fit  to  enforce  the  statute  against 
discrimination.  I  think  it  not  improper  to  call  your  attention  briefly  to 
the  provisions  of  the  law  regulating  railroads  in  this  State,  and  to  the 
practice  of  the  Railroad  Commission  under  the  same. 

Section  8  of  the  act  concerning  extortion  and  unjust  discrimination,  in 
force  July  1,  1873,  provides  (and  the  same  phraseology  is  preserved  in  later 
amendments  of  the  act),  that 

"The  Railroad  and  Warehouse  Commissioners  are  hereby  directed  to 
make /or  cddiof  the  Ihr  railroad  corpondioiis  doiin/  Imsinfss  in  this  State,  as  soon 
as  practical)  (',  a  scliediilc  of  reasonable  nuiximum  rates  of  charges  for  the 
transportation  of  passengers  and  freiglits  and  cars  on  each  of  said  rail- 
roads," etc. 
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The  method  pursued  by  the  Commission  for  a  long  time  was  to  malce  a 
schedule  for  each  road  doing  business  in  the  State;  but,  under  the  further 
provision  of  the  statute,  which  allowed  the  Commission  to  classify  the 
roads,  various  classifications  were  made,  until  finally  the  Illinois  roads 
were  all  placed  in  two  large  classes,  as  at  present,  known  as  Class  '"A"  and 
•Class  "B." 

It  has  never  been  the  object  of  the  Commission  to  press  maximums 
■down  to  so  low  a  point  as  to  leave  the  roads  no  room  to  adjust  their  rates 
to  the  exigencies  of  their  business.  It  has  been  recognized  that  competi- 
tion must  sometimes  be  met,  and  so  long  as  in  meeting  it  the  railroad 
-violated  no  law  against  discrimination,  its  right  to  protect  itself  was  not 
Interfered  with.  The  harmony  which  has  generally  come  to  prevail  be- 
tween the  Railway  Commission  and  the  roads  of  Illinois,  and  between  the 
roads  and  the  shippers  of  the  State,  has,  I  assure  you,  been  quite  agreeable 
to  the  Commission. 

It,  is,  however,  apparent  that  should  the  roads  conclude  to  treat  this 
■schedule  of  maximum  rates  as  one  to  be  put  In  force  by  them  in  all  cases, 
not  treating  it  as  a  maximum  only,  a  very  serious  revision  of  the  schedule 
"would  at  once  become  necessary. 

It  has  been  a  practice  with  the  freight  officers  of  many  railroads  (and  I 
may  add,  a  very  unjustifiable  practice),  whenever  shippers  complain  of 
treatment  they  deem  to  be  unjust,  to  show  to  them  the  Railroad  Com- 
missioners' schedule,  and  to  point  out  to  them  how  much  worse  they  might 
fare  should  the  railroads  see  fit  to  put  that  schedule  in  force. 

Since  I  began  this  letter,  a  gentleman  of  this  city  has  shown  me  a  letter 
■of  one  of  your  agents,  in  which  your  agent  says,  in  response  to  a  complaint 
■concerning  what  was  deemed  an  extortionate  charge: 

"Referring  to  correspondence,  and  expense  bills  attached,  I  don't  see 
how  there  Is  any  remedy  for  this.  Stations  in  Illinois  take  Illinois  State 
rates,  and  it  is  governed  by  Illinois  classification,  and  it  seems  to  be  a  very 
high  rate.  Take  goods  from  Cincinnati.  I  expect  they  will  come  nearly 
as  cheap  as  from  Bloomington,  as  that  business  is  governed  by  the  official 
classification,  and  it  being  an  inter-state  affair,  brings  it  down  to  a  com- 
paratively small  rate." 

I  leave  you  to  judge  how  long  the  Railway  Board  of  Illinois  is  likely  to 
leave  in  force  a  maximum  rate  which  your  own  officers  and  agents  see  fit 
to  point  to  as  exorbitantly  high,  seeking  to  place  the  responsibility  upon 
the  Railway  Commission.  You  will  have  only  yourselves  to  blame  if  the 
maximum  rates  fixed  by  the  Commission  for  your  company  shall  cease  to 
■serve  as  bu  aboos  to  scare  the  patrons  of  your  company  into  acquiescence 
in  whatever  practices  you  may  see  fit  to  adopt. 

Though  I  have  not  examined  your  tarifi:  I  judge  frdm  accounts  received 
of  it  that  it  seriously  raises  the  rates  to  Bloomington  shippers  above  what 
had  long  been  in  force,  fixed  voluntarily  by  your  freight  department.  If 
this  proves  to  be  the  case  it  will  become  necessary  for  the  Railway  Com- 
mission to  at  once  make  a  special  schedule  of  maximum  rates  for  your 
company  as  contemplated  by  the  section  of  the  statute  above  quoted.  If 
our  maximums  are  to  be  taken  as  actual  working  rates,  then  you  can 
easily  see  that  the  Commission  must  be  guided  by  different  principles  in 
adjusting  the  schedule,  from  those  which  were  permitted  to  have  force  in 
adjusting  what  was  meant  only  for  a  maximum  schedule. 

This  matter  will  be  considered  at  an  early  meeting  of  the  Railway 
Board,  of  which  I  will  direct  the  secretary  to  give  you  notice,  so  you  may 
be  present  and  be  heard  if  you  see  fit  to  do  so. 

Tery  truly  yours, 

(Signed)  Isaac  N.  Phillips, 

Chairman  R.  R.  and  W.  Commission. 
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LETTER  OF  SINGER  &  WHEELER  TO  W.  W.  MARMOISr. 


Peoria,  III.,  May  13,  1892. 
W.   W.  Marmon,  Esq.,  Bloomington,  Illinois: 

Dear  Sir:— We  have  been  in  correspondence  with  H.  C.  Parker,  traffic 
manager  of  the  Lake  Erie  &  Western  Railroad.  As  you  have  no  doubt 
noticed,  the  road  has  raised  the  rates  about  50  per  cent  on  the  strength 
of  the  Bloomington  people  suing  the  road  under  the  Illinois  law,  as  we 
understand  it,  on  account  of  a  mistaken  idea  that  the  Lake  Erie  &  West- 
ern road  was  giving  special  rates  not  enjoyed  by  your  people.  About  three 
years  ago,  you  will  recollect,  what  high  rates  there  were  in  this  S  ate, 
and  our  jobbers  undertook  the  task  and  went  before  the  Railroad  and 
Warehouse  Commission  five  or  six  times  and  finally  compelled  the  Illinois 
railroads  to  reduce  their  tariff  to  the  same  basis  as  the  inter-state  tariff 
was.  Indianapolis  and  Chicago  could  ship  goods  into  Bloomington  cheaper 
than  Peoria  could,  and  the  same  arrangements  will  be  in  force  now,  since 
they  have  raised  the  rate.  The  writer  cannot  see  why  your  jobbers  should 
have  brought  suit  against  the  two  roads  running  to  Bloomington  without 
first  positively  ascertaining  whether  there  was  any  special  tariff  elsewhere 
or  not.  We  do  not  think  that  Bloomington  has  gained  anything  by  this 
action.  It  has  simply  made  their  own  rate  higher  as  well  as  ours,  but 
probably  with  the  temper  of  the  management  of  the  Lake  Erie  and  the 
"Big  4"  on  this  subject,  nothing  can  now  be  done  in  the  matter.  I  feel 
that  it  certainly  was  a  short-sighted  policy  of  the  business  men  of  Bloom- 
ington. 

Yours  truly, 
SiNC^ER  &  Wheeler, 

(P.  J.  Singer.) 


LETTER  OF  ISAAC  N.  PHILLIPS  TO  SINGER  &  WHEELER. 


Bloomington,  III.,  May  14,  1892. 
Messrs.  Singer  &  Wheeler,  Peoria  Illinois: 

Gentlemen:— Mr.  W.  W.  Marmon,  of  this  city,  has  shown  me  a  letter 
written  by  your  firm  to  him,  of  date  May  1.3th,  wherein  you  say,  "We 
have  been  in  correspondence  with  H.  C.  Parker,  traffic  manager  of  the  L. 
E.  &  W.  R.  R."  You  further  say,  "You  have  no  doubt  noticed  the  road 
has  raised  the  rates  about  50  per  cent,  on  the  strength  of  the  Blooming- 
ton people  suing  the  road  under  the  Illinois  law,  on  account  of  a  ?m  taken 
idea  that  the  L.  E.  &  W.  road  was  giving  special  rates  not  enjoyed  by 
your  people." 

You  further,  in  your  letter,  speak  of  the  "short-sighted  policy  of  the 
business  men  of  Bloomington,"  in  bringing  this  calamity  upon  themselves, 
and  say  that  "with  the  temper  of  the  management  of  the  L.  E.  &  W.  and 
the  'Big  4'  on  this  subject,  nothing  can  now  be  done  in  the  matter." 

My  attention,  as  a  member  of  the  Railroad  and  Warehouse  Commission, 
had  previously  been  called  to  the  fact  that  the  rates  had  been  raised  by 
the  L.  E.  &  W.  Company,  and  I  had  little  doubt  it  was,  as  you  say,  a 
matter  of  "temper"  with  them,  and  done  as  a  retaliation  on  account  of 
the  action,  not  of  the  "business  men  of  Bloomington,"  but  of  the  Rail- 
road and  Warehouse  Commission.  I  infer  that  it  is  a  matter  of  "temper" 
on  their  part,  for  the  reason  that  if  the  notion  that  they  were  discrimi- 
nating were  a  "mistaken  idea,"  as  you  seem  to  imply,  they  could, .  of 
course,   have   defeated    the  suit  upon  the  merits.      Hence,  I  infer  that  it 
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was  because  it  was  not  a  "mistaken  idea"  that  they  have  resorted  to  this 
questionable  practice  for  the  purpose  of  gaining  an  advantage  in  the  suit 
to  which  you  refer. 

My  purpose  in  writing  you  is,  as  chairman  of  the  Railroad  and  Ware- 
house Commission,  to  ask  you  to  preserve  this  "'correspondence  with  H.  C. 
Parker,"  to  which  you  refer  in  your  letter.  Your  people  will  be  inter- 
ested, along  with  the  people  of  Bloomington,  in  seeing  that  this  railroad 
company  does  not  arbitrarily  and  oppressively  increase  rates,  whatever 
their  motives  may  be  in  the  premises.  The  correspondence  to  which 
you  have  referred  is  likely  to  be  needed  by  the  Railroad  and  Ware- 
house Commission,  in  certain  investigation  likely  to  occur  in  the  near 
furture.  Therefore,  I  desire,  in  behalf  of  the  Railway  Board,  to  request 
you  to  preserve  it  and  be  ready  to  produce  it  when  it  is  needed. 

Yours  very  truly, 

Isaac  N.  Phillips, 
Chairman  Railroad  and  Warehouse  Commission. 


GEGRGE  L.  BRADBURY  TO  ISAAC  N.  PHILLIPS. 


iNDiANAroLis,  Ind.,  May  16,  1892. 

Mi:  Isaac  N.  Phillips,  Chairman  Railroad  and  Warehouse  Commission,  Bloom- 
ington, 111.: 

My  Dear  Sir:— I  have  your  favor  of  the  13th  inst.  I  have  been  in 
charge  of  railroad  properties  extending  into  Illinois  since  the  first  Com- 
mission was  appointed,  and  cannot  recall  a  single  instance  wherein  I  have 
failed  to  accord  to  each  Commission  full  respect  to  them  and  their  rul- 
ings, and  I  fully  hope  to  be  able  to  continue  doing  so.  Of  course,  I  am 
not  advised  why  your  Commission  should  institute  suit  against  this  com- 
pany without  first  making  complaint  to  us,  or  advising  us'of  some  wrong 
doing,  thus  enabling  us  to  desist  and  make  restitution,  if  proper.  Yet  I 
presume  your  reasons  were  good.  I  desire  to  say  no  representative  of  this 
company  had  any  authority  to  intimate  to  the  jobbers  of  Bloomington 
any  retaliation  as  referred  to,  and  I  think  a  wrong  construction  must 
have  been  placed  on  his  words. 

I  am  advised  by  our  traffic  department  that  no  complaints  of  our  tariffs 
from  Bloomington  have  come  to  his  knowledge.  On  the  contrary,  this 
company  has  been  favored  by  the  jobbers  of  Bloomington  giving  us  pref- 
erence in  their  business  on  account  of  our  favorable  tariffs,  so  that  we  are 
at  a  loss  to  understand  why  the  case  or  suit  has  been  brought  against  us. 
Our  desire  is  to  make  such  just  and  reasonable  tariffs  as  will  enable  all 
the  cities  on  our  line  to  reach  out  to  the  fullest  extent  in  business,  as 
against  other  cities  located  on  other  lines,  either  State  or  Inter-State;  as, 
for  instance,  we  desire  to  have  Peoria  and  Bloomington  compete  in  our 
territory  with  Chicago  and  LaFayette  and  St.  Louis,  so  far  as  we  can  with- 
out violating  the  spirit  of  your  laws  or  doing  any  one  an  injustice;  and 
this  we  were  doing,  or  endeavoring  to  do,  and  still  desire  to  do.  We  had 
no  intention  whatever  to  violate  your  laws  or  do  violence  to  the  people 
of  Bloomington,  and  we  still  have  none,  and  this  was  the  reason  our 
traffic  manager  visited  them,  that  he  might  ascertain  wherein  the  trouble 
existed.  I  assume  your  Commission  will  not  press  any  suit  against  us, 
unless  you  find  intentional  wrong  doing,  with  refusal  on  our  part  to  cor- 
rect. 
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If  you  will  indicate  a  time  when  it  will  be  convenient  for  yourself  or 
the  full  Commission  to  meet  with  us,  I  will  be  glad  to  conform  to  it,  and 
I  doubt  not  all  questions  can  be  harmonized. 

Very  truly, 

Geo.  L.  Bradbury, 

General  Manager. 


ISAAC  N.  PHILLIPS  TO  GEO.  L.  BRADBURY. 


Bloomington,  III.,  May  19,  1892. 
Mr.  George  L.  Bradbury,  Gen.  Man.  L.  E.  &  W.  B.  B.  Co.,  Indianapolis,  Ind.: 

Dear  Sir:— I  have  your  letter  of  16th  inst.,  and  have  endeavored  to  note 
and  digest  its  contents. 

Among  other  things,  you  say  you  are  not  advised  why  the  Commission 
should  institute  suit  against  your  company  without  formal  complaint.  It 
is  true  that  no  formal  complaint  in  writing  was  lodged  with  the  Com- 
mission against  your  company  for  discrimination.  Shippers  often  appre- 
hend they  may  be  greatly  annoyed  if  they  incur  the  enmity  of  railroad 
managements,  and  while  they  may  be  very  profuse  in  secret  complaints  to 
officials,  do  not  wish  to  go  upon  record  for  fear  their  business  may  be  in- 
jured or  destroyed  by  the  action  of  carriers.  I  can  assure  you  there  has 
been  no  dearth  of  complaints  that  your  company  has  long  been  discrim- 
inating against  Bloomington,  in  territory  which  naturally  belongs  to 
Bloomington  jobbers. 

In  this  connection,  please  note  that  the  Railroad  and  Warehouse  Com- 
mission does  not  sit  as  a  court  to  try  questions  of  discrimination.  Tbe 
only  function  of  the  Commission  in  such  cases  is  that  of  a  public  prose- 
cutor, and  I  am  not  aware  there  is  any  obligation,  moral  or  legal,  to  carry 
the  evidence  obtained  to  the  offending  company  and  exhibit  it  before 
bringing  suit.  It  is  true,  when  a  formal  complaint  is  lodged,  notice  is 
sometimes  given  to  the  company,  and  even  a  hearing  had,  with  a  view  to 
determining  whether  there  is  sufficient  grounds  for  a  prosecution.  But 
when  the  Commissioners  receive  from  any  source  such  information  as  satis- 
fies them  the  law  has  been  violated,  their  duty  is  very  plain  under  the 
statute.    They  are  expressly  commanded  to  prosecute  in  all  such  cases. 

It  seems  pertinent  to  observe  here,  that  if  the  Commission  has  insti- 
tuted a  prosecution  under  a  misapprehension  of  the  facts,  or  upon  insuffi- 
cient evidence,  there  is  no  surer  way  or  better  place  to  make  the  fact 
apparent  than  in  the  defense  and  at  the  trial.  Retaliatory  measures  would 
certainly  be  unnecessary  where  there  is  a  legitimate  defense. 

You  further  say  that  no  representative  of  your  company  had  any 
authority  to  intimate  to  the  jobbers  of  Bloomington  any  retaliation,  etc. 
What  authority  your  agents  have,  I.  of  course,  do  not  linow.  The  fact  is 
very  well  established  that  the  intimation  was  conveyed.  It  seems  useless, 
however,  in  the  light  of  developments,  to  discuss  the  question  whether 
retaliation  was  merely  threatened  or  not.  The  actual  retaliation  itself, 
which  has  now  come  in  the  form  of  your  special  tariff,  is  a  better  evidence 
of  the  fact  thaa  any  mere  threats;  and  this,  by  the  way,  may  serve  to 
illustrate  why  the  suit  in  question  was  brousrht  without  any  formal  com- 
plaint having  been  filed  by  shippers  before  the  Railroad  Commission. 
Where  there  is  such  liability  to  punishment,  it  does  not  seem  wonderful 
that  shippers  should  be  timid,  and  expect  others  to  talce  the  responsibility 
;for  prosecutions. 
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I  call  your  attention  to  the  fact  that  my  former  letter  discussed  entirely 
the  matter  of  your  special  tariff,  in  which  I  am  advised  you  raise  rates  to 
Bloomington  jobbers  to  the  extent  of  simply  putting  in  force  as  your  tariff 
the  Commissioners'  schedule  of  maximum  rates.  Upon  this  subject,  to  my 
surprise,  your  letter  is  silent;  and  I  have  not  yet  been  able  to  obtain  a 
copy  of  the  tariff  in  question,  though,  as  I  stated  before,  I  applied  to- 
your  office  here  for  it,  and  was  told  it  would  be  sent  to  me. 

1  now  refer  you  to  my  former  letter,  as  embodying  my  views  on  the 
subject  of  this  special  tariff  and  the  action  which  its  enforcement  seems 
to  make  necessary;  and  1  have  to  say  further,  that,  while  that  tariff  re- 
mains in  force,  there  will,  in  my  judgment,  be  no  occasion  for  the  meet- 
ing you  suggest  with  a  view  to  "harmonizing"  interests.  lam  in  favor  of ' 
peace,  harmony,  and  good  will  all  around,  and  have  no  wish  for  a  contest, 
unless  one  is  necessary.  But,  so  far  as  I  am  personally  concerned,  I  am 
not  in  the  habit  of  acting  under  the  influence  of  coercive  measures,  and 
shall  not  do  so  in  this  case. 

Very  truly  yours, 
(Signed)  Isaac  N.  Phillips, 

Chairman  B.  B.  and  W.  Commission. 


GEORGE  L.  BEADBUEY  TO  ISAAC  N.  PHILLIPS. 


Indianapolis,  Ind.,  May  20,  1892. 
Mr.  Isaac  N.  Phillips,  Chairman  B.  B.  &  W.  Commission,  Bloomington,  III.: 

My  Dear  Sir:— I  have  your  favor  of  19th  inst.  It  is  true,  as  you  say, 
there  is  no  obligation  on  the  part  of  your  Commission  to  give  us  notice  of 
complaint,  or  a  hearing,  to  determine  whether  there  is  sufficient  ground 
fi  r  prosecution,  but  I  have  always  understood  your  Commission  generally 
adopted  such  measures,  and  it  was  the  exception  when  you  instituted  suit 
I)efore  giving  the  piirties  complained  of  an  opportunity  to  correct  the 
wrong  doing,  especially  if  the  parties  were  innocent  in  intent.  I  have 
said  to  you,  our  purpose  was  to  comply  with  your  rulings  and  we  had  not 
knowingly,  and  do  not  desire  to  discriminate  against  Bloomington  jobbers. 
It  is  true,  the  courts  can  determine  whether  we  have  violated  the  laws 
or  not,  in  the  suit  you  have  brought,  but  if,  as  I  assume  to  be  the  case, 
your  purpose  is  to  correct  the  wrong  doing  and  afford  quick  relief,  I  sub- 
mit, we  being  innocent  offenders,  if  at  all,  would  it  not  accomplish  the 
purpose  of  your  Commission  to  give  us  a  hearing  and  an  opportunity 
without  reverting  to  the  courts'?  It  is  true,  we  have  put  in  force 
the  Commissioners'  schedule  of  rates,  which  is  an  increa>e  over  our 
former  tariff,  but  it  is  the  same  to  all,  and  there  certainly  is  no  discrimin- 
ation, which  is  the  thing  complained  of,  and  not  the  rates.  We  have  no 
desire  to  work  any  hardship  or  retaliation  to  anv  person  or  community; 
we  had  a  tariff  in  force  which  we  thought  and  intended  to  be  in  the  best 
interest  of  all  parties;  our  first  notice  to  the  contrary  is  your  suit,  and 
pending  that  or  a  settlement,  we  simply  adopt  the  Commissioner's  schedule. 

It  would  be  very  absurd  for  me  to  think  of  attempting  coercive  measures 
with  your  Commission,  and  I  lieg  to  assure  you  I  had  no  such  intent, 
notwithstanding  all  you  may  have  heard  to  the  contrary.  I  am  candid  in 
tlie  desire  to  be  in  harmony  with  your  Commission,  and  with  our  patrons. 
and  to  do  what  is  fair  and  right  in  the  adjusting  of  our  tariffs,  to  comply 
with  the  law,  and  to  avoid  all  discriminations,  and  now  submit  with  tiiis 
statement,  can  you  not  reconsider  your  conclusions  and  name  an  early  day 
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for  a  meeting  when  the  matters  complained  of  can  be  heard  from  on  hoth 
sides  and  harmonized?  If  we  fail,  all  your  present  resources  are  still  with 
you.    I  enclose  our  schedule. 

Yours  truly, 

Geo.  L.  Bradbury, 

General  Manager. 


GEORGE  L.  BRADBURY  TO  ISAAC  N.  PHILLIPS. 


Indianapolis,  Ind.,  June  2,  1892. 
Mr.  Isaac  N.  Phillips,  Chairman  B.  B.  &  W.  Commission,  Bloomington,  III. 

My  Dear  Sir— Referring  to  my  letter  of  May  20,  will  you  not  kindly 
give  me  an  answer  at  your  early  convenience? 

Very  truly, 

Geo.  L.  Bradbury, 

General  Manager. 


ISAAC  N.  PHILLIPS  TO  GEORGE  L.  BRADBURY 


Bloomington,  III.,  June  6,  1892. 
George  L.  Bradbury,  Esq.,  General  Manager  L.  B.  &  W.  R.  B.,  Indianapolis,  Ind.: 

Dear  Sir:— I  have  your  letter  of  June  2,  in  wliich  you  ask  me  to  give 
you  an  answer  to  yours  of  May  20. 

The  case  is  just  this:  The  Railway  Board,  on  the  advice  of  the  Attor- 
ney General,  authorized  a  prosecution  against  your  company  for  charging 
in  one  case  more,  and  in  another  case  the  same,  for  a  longer  than  for  a 
shorter  distance  on  the  same  class  of  goods,  in  the  same  direction.  In  a 
short  time  the  jobbers  of  Bloomington  were  threatened  that  unless  they 
had  this  suit  dismissed  their  freights  would  be  increased.  I  know  posi- 
tively from  two  sources  that  such  threats  were  made,  but  am  not  at 
liberty  to  state  my  evidence.  Thereupon  freights  were  largely  increased 
to  Bloomington  merchants;  and  having  resorted  to  this  retaliatory  meas- 
ure your  company  now  proposes  a  meeting  with  the  Commission  to  "har- 
monize" matters. 

I  am  quite  willing  to  believe  that  you  did  not  personally  devise  a 
scheme  of  this  kind,  and  that  it  was  begun  without  your  knowledge.  1 
have  information  which  points  to  the  fact  that  the  "bulldozing"  policy 
had  a  strong  abetter  here  in  Bloomington.  I  think  a  man  of  yi)ur  ability 
and  experience  would  have  known  that  this  was  a  very  poor  way  of 
"harmonizing"  matters;  and  that  a  public  official  having  any  considerable 
spiritit  or  self  respect  would  not  submit  to  even  consider  the  question  of 
compromise  with  the  sword  of  Damocles  suspended  over  his  head. 

The  Railway  Board  meets  in  Springfield  to-morrow,  and  will  be  in  ses- 
sion there  perhaps  till  Wednesday  night.  It  is  then  expected  we  will 
adjourn  to  Chicago  and  hold  a  hearing  there  in  which  the  Chicago  & 
Northwestern  Railroad  is  concerned.  During  this  meeting  I  shall  bring 
this  question  before  the  lioard,  of  wliicli  I  am  only  one  member,  and  shall 
propose  to  the  Board  the  making  of  a  schedule  of  maximum  rates  for 
your  road  in  pursuance  of  the  statute  quoted  to  you  in  a  former  letter. 
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Since  getting  your  last  letter,  I  liave  learned  from  tlie  jobbers  here  that 
shipments  are  now  actually  being  made  and  charged  for  at  tlie  rates 
named  in  your  new  tariff.  That  is  to  say,  I  have  learned  that  you  have 
actually  put  in  as  working  rates  from  Bloomington  to  Illinois  points,  the 
schedule  of  maximum  rates  established  by  the  liailroad  and  Warehouse 
Commission.  This,  as  I  indicated  before,  renders  it  necessary,  in  my  judg- 
ment, that  these  maximum  rates,  so  far  as  your  road  is  concerned,  sliould 
be  revised  with  the  object  in  view  of  the  maximum  being  used  as  worlc- 
ing  rates.  With  a  view  to  this,  I  have  been  collecting  data  with  refer- 
ence to  your  very  much  lower  charges  for  like  distances  from  Indiana 
points  into  this  State,  by  means  of  which  you  are  giving  jobbers  outside 
of  Illinois  an  advantage  over  those  at  Peoria  and  Bloomington.  It  seems 
if  you  are  not  permitted  to  specially  favor  Peoria  you  are  determined  to 
"boycott"  the  whole  State.  This  will,  of  course,  bear  upon  the  question 
of  what  constitutes  reasonable  rates.  I  do  not  think  it  can  be  shown 
that  because  goods  in  transitu  cross  a  state  line,  the  road  is  entitled  in 
reason  and  justice  to  make  uhe  freight  cheaper  than  upon  goods  which  are 
transported  wholly  within  the  State. 

If  my  colleagues  agree  with  me  upon  the  necessity  of  this  action,  I  will 
say  that  after  our  schedule  is  completed,  if  you  desire  to  be  heard  upon 
the  question  as  to  whether  it  is  a  reasonable  and  proper  schedule,  an  op- 
portunity will  be  given  you  to  appear  before  the  Commission  in  person, 
or  by  such  representative  as  you  may  desire. 

I  see  no  need  for  any  other  or  differeat  consultation  than  this  in  the 
present  aspect  of  affairs  touching  this  prosecution. 

Very  truly  yours, 
(Signed)  Isaac  N.  Phillips, 

Chairman  R.  B.  and  W.  Commission. 


GEOEGE  L.  BRADBURY  TO  ISAAC  N.  PHILLIPS. 


Indianapolis,  Ind.,  June  7,  1892. 
Mr.  Isaac  N.  Phillips,  Chairman  B.  B.  and  W.  Commission,  Springfleld,  III.: 

Dear  Sir  :— I  have  your  favor  of  the  6th  iust.  I  am  unable,  as  yet,  to 
ascertain  the  real  cause  for  the  suit.  The  case  seems  to  have  been 
worked  up  against  us,  and  I  regard  it  as  purely  technical.  If  there  has 
been  any  abettor  at  Bloomington  I  am  certainly  not  aware  of  it.  I  find 
a  difference  between  the  Commission  and  ourselves,  and  ask  simply  for  a 
hearing,  which  you  do  not  seem  disposed  to  grant  me.  Our  traffic  depart- 
ment is  now,  and  has  been  for  some  time,  engaged  upon  a  tariff  that  will 
comply  with  the  clause  of  the  law  which  we  are  now  sued  upon.  I  say, 
unhesitatingly,  if  the  railroads  of  Illinois  would  undertake  to  comply 
with  that  clause  literally,  you  would  hear  of  more  complaints  than  any 
commission  lias  ever  yet  encountered.  We  find  it  almost  impossible  to 
work  up  a  tariff  under  it  except,  perhaps,  by  using  one-hundredths  of  a 
cent.  I  desired  to  explain  all  this  to  you,  and  to  show  you  the  diflicul- 
ties  under  which  we  labor,  which  I  could  do  so  much  better  verbally  than 
by  letter.  As  an  illustration,  permit  me  to  say,  we  a  short  time  since 
desired  to  put  a  commodity  from  Sandusky,  Ohio,  into  East  St.  Louis, 
via  Bloomington  and  the  C  &  A.,  when  we  found  the  C.  &  A.  rates 
from  Bloomington  were  higher  than  the  rate  we  had  o  make  from  San- 
dusky. As  soon  as  we  can  harmonize  a  tariff  for  Illinois  we  shall  put  it 
into  effect.  Should  your  Commission  decide  at  any  time  to  give  me  a 
hearing.  I  will  be  glad  to  attend.  I  have  never  known  of  a  case  before 
where  either  a  State  or  Inter-state  Commission  declined  to  give  a  hearing 
to  a  road  complained  of,  or  when  a  suit  was  brought  without  first  giving 
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the  road  an  opportunity  to  correct  a  technical  violation,  if  any,  and  yet  I 
assume  your  only  purpose  is  to  do  your  duty.  Whatever  schedule  your 
Commission  may  adopt  we  will  expect  to  carry  out  in  good  faith;  in  fact, 
a  suggestion  would  be  complied  with,  the  same  as  your  order.  I  feel  that 
I  have  offered  to  do  my  whole  duty  in  this  matter,  and  in  a  proper  spirit. 

Very  truly, 

George  L.  Bradbury, 

General  Manager. 


GEORGE  L.  BRADBURY  TO  ISAAC  N.  PHILLIPS'. 


Indianapolis,  Ind.,  June  10,  1892: 

Mr.  Isaac  N.  PhiUips,  Chairman  B.  B.  and  W.  Commission,  Bloomington,  111.: 

Dear  Sir:— Our  traffic  department  have  prepared  a  tariff  on  freights  for' 
Illinois  points  which  is  a  material  reduction  from  Commissioners'  rates,, 
and  I  have  ordered  it  into  effect,  hoping  it  may  prove  very  satisfactory.. 
I  think  I  could  readily  convince  you  of  the  inconsistency  of  the  claim' 
under  which  the  suit  against  us  is  brought. 

The  Commissioners'  tariff  applied  to  this  road,  violates  the  section, 
tender  it  the  rates  from  Peoria  to  Carlock,  thirty  miles,  and  to  Conger- 
ville,  twenty-six  miles,  are  the  same.  Again,  from  Bloomington  to  Ran- 
kin and  Kirks,  one  being  sixty  and  the  other  fifty-six  miles,  the  rates  are- 
the  same;  and  many  other  points  are  similar.  It  is  now  twenty-one  years- 
since  the  act  was  promulgated,  and  this  question  has  never  before  been> 
raised  to  my  knowledge.  There  is  not  a  railroad  in  the  country  that  has- 
not  adopted  the  blocking  system  for  making  rates,  and  that  system  has 
received  the  approval  of  the  Inter-state  and  all  State  Commissions  so  far 
as  I  know ;  in  fact,  it  is  difficult  to  see  how  any  other  could  be  used; 
without  causing  great  distress  and  discrimination.  1  think  you  will  ad- 
mit this  when  you  come  to  go  into  the  question  more  fully.  The  Com- 
missioners' tariff  made  upon  a  mileage  grade  alone,  cannot  be  used  ex- 
cept for  short  distance :  nor  can  a  tariff  be  made  on  that  scale  alone  that 
would  not  work  a  hardship  to  either  the  railroads  or  people. 

This  company  desires  to  be  in  harmony  with  its  patrons  and  with  the 
laws.  I  am  of"  the  opinion,  however,  that  no  one  not  in  the  position  to 
encounter  them  can  truly  judge  of  the  many  difficulties  under  which  we 
labor  in  meeting  the  varied  questions  arising. 

Very  truly, 

GeorctE  L.  Buadbury, 

General  Manager. 


ISAAC  N.  PHILLIPS  TO  GEORGE  L.  E^IADBURY. 

Blooiviinoton,  III.,  June  11,  1892. 
Mr.  Geo.  L.  Bradhtiri/,  General  Manager  L.  E.  &  W.  B.  B.  Co.,  Indianapolis,  Ind.r 

Dear  Sir:— I  have  your  two  letters  written  since  my  last.  In  the  one 
received  this  morning  you  say  you  have  ordered  in  a  moditied  tariff  for 
Illinois.  I  have  not  time  just  now  to  reply  to  you  as  fully  as  I  wish.  1 
assue  you  I  do  not  mean  to  be  unreasonable  with  your  road,  or  any  other. 
I  am  aware  that  as  a  practical  railroad  man,  you  know  a  great  deal  more 
about  railroad  business  and   freight  tariffs  than   I  do.    As   a   member  of. 
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the  Eailway  Commission.  I  have  generally  acted  on  the  supposition  that 
railroad  men  know  their  own  business  better  than  I  do.  1  intend,  so  far 
as  I  am  able  to  perform  the  public  functions  I  am  appointed  to  perform; 
and  I  intend  to  perform  them  without  any  captious  and  oppressive  meas- 
ures against  railroads.  I  have  tried  not  in  any  case  to  be  controlled  by 
public  clamor.  I  believe  that  the  way  to  have  good  railroad  service  is  to 
have  the  railroads  of  the  country  prosperous;  and  1  further  believe  that 
their  being  prosperous  is  not  Incompatible  with  the  interests  of  the  people, 
but  subserves  those  interests. 

I  am  glad  you  have  under  consideration  a  different  freight  tariff  from 
the  one  now  in  use,  and  I  hope  all  efforts  of  your  agents  to  make  capital 
for  your  company  out  of  the  exceedingly  lenient  maximum  rates  of  the 
Railway  Commission  will  at  once  cease.  It  is  the  very  last  thing  you  can 
afford  to  seek  a  popular  advantage  from.  I  further  hope  the  schedule  you 
are  about  to  put  in  will  prove  of  such  a  character  that  it  will  render  the 
contemplated  action  of  the  Railway  Commission  unnecessary. 

I  have  further  to  say,  if  you  have  views  you  wish  to  place  before  the  Com- 
mission upon  the  general  subject  of  freight  rates,  and  wish  a  conference 
for  that  purpose,  as  I  now  understand  from  your  last  letters,  you  will  be 
heard  early,  and  as  fully  as  you  may  desire.  I  understood  the  conference 
you  asked  for  referred  particularly  to  the  suit  now  pending  at  Blooming- 
ton;  and,  concerning  that  particular  matter,  I  did  not  care,  in  view  of  facts 
fully  stated  by  me  before,  to  have  any  conferenence.  I  assure  you,  that 
as  a  member  of  the  Railway  Board,  I  have  no  disposition  to  reject  light 
or  counsel  from  any  proper  source,  and  certainly  not  from  those  far  more 
experienced  and  much  wiser  than  i  am  concerning  railway  freight  matters. 

I  mean  you  to  understand  from  this  letter,  that  if  you  approach  this 
subject  in  what  I  conceive  to  be  the  proper  spirit,  I  will  ipeet  you  lialf 
way;  and  you  will  not,  I  think,  find  me  untiair  or  unreasonable  in  the 
treatment  of  your  company. 

I  speak,  of  course,  only  for  myself,  but  have  no  doubt  what  I  here  say 
will  be  approved  by  my  colleagues. 

Very  truly  yours, 

Isaac  N.  Phillips, 
Cliairman  Eailroad  and  Warehouse  Commission. 


—20  R.  R. 
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No.  22. 
TRAIN  SERVICE. 


Correspondence  Concerning  the  Stopping  of  Certain  Trains 
AT  Mt.  Forest  and  Willow  Springs,  Had  Upon  the  I^ettek 
AND  Petition  of  S.  T.  Hart,  Village  Clerk  of  Spring 
Forest. 


LETTER  OF  C.  H.  CHAPPELL  TO  J.  H.  PADDOCK. 


Chicago,  Ii.l.,  September  34,  1892. 
J.  H.  Paddock,  Esq.:  Secretanj  Eailroad  and  Warehouse   Commission,    Springs- 
field,  Illinois: 

Dear  Sir:— I  am  in  receipt  of  your  communication  of  September  1.% 
giving  copy  of  letter  from  S.  T.  Hart,  Village  Clerk  of  Spring  Forest, 
and  in  reply  beg  to  say:  The  stations  of  Mount  Forest  and  Willow 
Springs  are  about  half  mile  apart,  and  we  have  for  the  last  two  or  three 
years  declined  to  stop  all  of  our  trains  at  both  stations. 

Going  north,  train  ISTo.  7,  passing  Willow  Springs  and  Mount  Forest 
about  7:00  A.  M.  makes  both  stops;  train  'No.  9,  passing  about  9:00  A.  M. 
stoiB  only  at  Willow  Springs;  train  ISfo.  5,  about  12:30  noon  stops  at  both 
stations:  train  No.  1,  about  6:30  in  the  evening  makes  both  stops. 

Going  south,  train  Ko.  2,  about  10:00  A.  M.  makes  both  stops;  train  No. 
6,  at  1:45  P.  M.  makes  both  stops;  train  No.  10,  at  5:45  in  the  evening, 
stops  only  at  Mount  Forest. 

We  think  these  ample  accommodations  and  more  than  we  should  really 
be  called  upon^to  furnish.  One  stop  should  answer  for  all  the  business  ia 
that  vicinity. 

Yours  very  truly, 

C.  H.  Chappell, 


General  Manager, 


LETTER  OF  J.  H.  PADDOCK  TO  S.  T.  HART. 


November  11,  1892. 
S.  T.  Hart,  Esq.,   Village  Clerk,  Spring  Forest,  17?.; 

Dear  Sir:— I  have  placed  your  communication  of  November  4th  before 
the  Commission,  at  its  meeting  to-day,  and,  after  considering  the  same, 
the  Commission  direct  me  to  say: 

1.  The  enforcement  of  the  ordinances  of  your  village  against  tlie  high 
speed  of  trains  is  a  question  with  wliich  the  Railroad  and  Warchdiise 
Connuission  has  nothing  to  do,  that  being  a  matter  for  tlie  coiisideratiou 
of  your  village  ofticials. 


307 

2.  Neither  has  this  Commission  anything  to  do  with  the  fact  of  your 
being  carried  by  your  station  on  one  or  more  occasions,  when  you  rode 
upon  Chicago  &  Alton  trains. 

3.  There  is  no  ru'e  of  law  which  compels  a  railroad  to  stop  its  trains 
at  any  certain  station,  simply  because  it  has  formerly  done  so. 

4.  The  measure  of  duty  of  a  railroad  company  is  to  give  a  reasonable 
train  service  to  its  patrons  under  all  the  circumstances.  The  Supreme  Court 
of  Illinois  has  held  tliat  a  contract  made  by  a  railroad  company  to  main- 
tain a  station  at  a  cer  ain  point  is  not  binding  upon  the  company,  it 
being  a  matter  of  public  policy,  and  that  policy  requiring  every  company 
to  furnish  a  reasoi>ab  c  •f(.commoil avion  to  all  its  patrons;  and,  that  what 
is  a  reasonable  accommodation,  is  not  to  be  controlled  by  a  contract  of 
the  company.  Even  though  a  company  had  agreed  to  furnish  a  station  at 
a  certain  point,  yet  if  the  necessities  of  the  public  required  the  stop  to 
be  made  at  another  place  rather  than  the  one  covered  by  the  contract,  it 
would  be  the  duty  of  the  company,  notwithstanding'  its  contract,  to 
change  the  stopping  place.  This  is  the  substance  of  the  law  as  declared 
by  the  Supreme  Court  of  this  State. 

M.  rf-  O.  R.  B.  Co.  V.  People,  132  111.,  559. 

5.  Upon  consideration  of  the  whole  case,  the  Commission  are  of  opinion 
that  the  present  train  service  furnished  by  the  Chicago  &  Alton  R.  R: 
Co.,  at  the  two  stations  in  question  (Mt.  Forest  and  Willow  Springs),  is  a 
reasonable  service;  that  any  suit  to  enforce  a  different  service  would 
probably  fail.    They  therefore  order  that  your  complaint  be  dismissed. 

This  letter  embodies  the  opinion  of  the  Commissioners  upon  your  appli- 
cation, having  been  dictated  by  the  Chairman  of  the  Board,  with  the  con- 
currence of  his  associates. 


Very  respectfully, 
(Signed)  J.  H.  Haddock 


Secretary. 


No.  23. 
SWITCHING  CARS. 


LETTER  OF  ISAAC  N.   PHILLIPS  TO   H.   A.    FISHER,  CONCERN- 
ING THE   SWITCHING  OF  CARS. 


BL(K)MiN(iTON,  III.,  Jan.  19,  1893. 
Mr.  H.  A.  Fis'er,  General  Ifanager  St.  L.,   A.  d-  S.  B.  B.  Co.,  Alton,  III: 

Dear  Sir:— In  closing  up  the  business  of  the  present  Board  of  Railway 
Commissioners,  I  find  in  a  pigeon-hole  your  letter  of  August  10,  1892, 
which  I  greatly  fear  has  never  received  an  answer.  Wishing  to  leave  as 
little  unfinished  business  as  possible  to  our  successors,  and^  recognizing 
the  importance  of  the  question,  I  now  answer  your  letter.  Since  in  the 
long  time  that  has  elapsed  you  may  have  forgotten  the  precise  point  of 
inquiry,  I  here  quote  your  letter  in  full: 

"I  have  read  with  interest  your  pamphlet  No.  19,  containing  the  Attor- 
ney-General's opinion  in  regard  to  switching  cars  of  competing  lines  at 
common  points,  but  the  C.  &  A.  has  sprung  a  new  feature  on  me.    They 
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now  take  the  position  tliat  tliey  are  not  compelled  to  switch  our  cars, 
either  loaded  or  empty,  to  and  from  their  'wagon  loading  tracks.'  Tracks 
on  which  no  permanent  industries  are  located,  but  which  are  used  for 
public  or  miscellaneous  loading  and  unloading.    How  is  it?" 

In  answer  to  this,  I  have  to  say,  that  in  my  judgement,  the  position 
taken  by  the  C.  &  A.  management  does  not  conflict  with  the  spirit,  and 
I  think  not  with  the  letter,  of  the  Attorney-General's  ruling;  nor  does  it 
violate  the  law  as  I  understand  it.  I  think  there  is  a  clear  distinction 
between  the  case  of  a  permanent  "industry"  located  upon  a  line  of  road, 
having  its  own  switch  tracks  for  the  loading  and  unloading  of  cars,  and 
a  company's  team  track  which  it  has  built  to  accommodate  its  own 
patrons.  Each  railroad  company  doing  business  in  any  city  or  town  is 
under  obligation  to  furnish  its  patrons  with  reasonable  terminal  facilities, 
which  would  include  tracks  for  loading  and  unloading  by  wagon  and  the 
like.  If  cars  are  shipped  to  any  city  or  town  on  one  road,  I  do  not  think 
it  reasonable,  merely  because  the  merchandise  track  of  another  company 
in  such  town  or  city  happens  to  be  more  convenient  to  the  consignee  of 
the  cars,  that  he  should  require  tlie  company  over  whose  line  his  mer- 
chandise was  not  hauled  to  furnish  its  terminal  facilities  for  his  use. 

ISr(u-  do  I  think  it  a  reasonable  proposition  that  the  railroad  which  has 
the  haul  should  require  some  other  road  to  furnish  terminals,  team  tracks, 
etc.,  for  the  use  of  its  patrons  or  of  itself. 

The  case  is  somewhat  different  where  a  permanent  industry  is  located 
upon  a  line  of  road.  Such  industry  usually  has  its  own  track.  In  such 
case  I  do  not  believe  that  the  managers  of  the  road  on  which  the  industry 
is  located  can  compel  the  owners  of  such  industry  or  factory  to  patronize 
only  their  own  road;  which  would  in  effect  be  the  case,  if  they  could  de- 
cline to  switch  cars  coming  over  other  lines  of  road  to  such  industry  or 
factory.  Nor  do  I  think  the  managers  of  the  road  on  which  such  indus- 
try is  located  could  refuse  to  take  its  cars  and  deliver  them  at  iunction 
points  to  other  lines  of  road.  To  compel  a  company  to  switch  cars  under 
such  circumstances  is  not  compelling  them  to  furnish  terminal  facilities 
for  the  use  of  other  companies. 

In  the  case  put  in  your  letter,  it  would  simply  be  making  one  company 
furnish  its  merchandise  tracks  to  the  patrons  of  another  road,  which  I  do 
not  think  the  law  requires. 

Apologizing  for  the  great  delay  in  answering  your  letter,  I  remain, 

Very  truly  yours, 

Isaac  N.  Philmps, 
Chairman  B.  R.  and  W.  Commission. 


No.  24. 
FURNISHING  CARS. 


LETTER  OF    ISAAC   N.    PHILLIPS    TO   WILLIAM    GODDARD, 
RELATING  TO  THE  DUTY  OF    FURNISHING  CARS. 


Rloomington,  Ii.l.,  January  19,  ]89;i 
3fr.   WMiant  Goddard,  Sup(.  Perry  Co.  Coal  Mining  Co..,  DuQuoin,  III: 

My  Dear  Sir:— In  closing  up  the  business  of  the  present  railway  board, 
preparatory  to  going  out  of  office,  I  llnd  a  letter  from  you  of  October  7, 
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company  in  the  matter  of  furnishing  cars,  as  I  undfrstancl  it 
r.Z?^l^  second  inquiry  is,  whether  a  railroad  compaov  has  a  riffht  to  fur- 
nish cars  to  mines  not  located  on  its  road  in  preference  to  mnesth-^tarf^ 

fxercite'of  it's"rt'h\?'Ar'at"  ^  '  ^'?  "^*  ^^^^"^  ''  would  be  a  rea'onlb  I 
exercise  or  its  rights,  or  a  legal  compliance  with   its  dutv,  for  a  comnanv 

mnndf  nf^ti''''''  f  ''^  'I'  ^^"?  ^^^"  "^«  elsewhere,  before  th^  leasonabTde^ 
mands  of  the  patrons  along  its  own  line  had  been  supplied. 

Your  next  inquiry  is,  whether,  in  case  cars  are  so  furnished  by  a  com- 
pany to  industries  located  off  its  line,  to  the  denial  of  the  rights  of  nS 
tomers  on  the  line,  that  circumstance  would  afford  a  rightfifclafm  X 
damage.  Certainly,  if  a  railroad  company,  for  anv  reason  fa  Is  to  sunn?v 
cars  to  patrons  on  its  own  line,  when'^it  is  reasonablf  within  its  powe^ij 
do  so,  such  company  would  be  liable  in  damages  for 'the  failure  Hhink 
h<fv'w^'°^'^  company  should  send  its  cars  away  when  its  nianlgers  knew 

ment  th?v"wnnid  f^  ^^°''{  ^'"  ^^''°'  i^'  ^^^^  ^""^'''^^  ^^  reasonlble  judT" 
ment,  the\   would  have  so  known,  such  fact  would  be  ground  for  an  action 

Sfin^fV^f""^??  ^'  ^^^  P^^'""  '^o^ild  prove  he  had  suffered  frSm  the 
failure  to  furnish  cars  to  the  extent  they  could  have  been  furnished  had 
not  the  cars  been  thus  needlessly  sent  aWay.  luiuisnea  naa 

thlTlL'lfif  P.°nV''ri7  i''  ^^^-V'^"  ?'  °°^  ^^'«"^  company,  being  located  on 
wuh  th  ^n^-'^'^'^SJ'  l^'r"-  '^'^''^  '^^s^^^t  from  the  junction  of  that  road 
whpn  }r^  ^""'""^  ^^°'^  ^^^^r  ^'^"^f^  lawfully  demand  cars  from  the  C.  S  L 
when  you  are  not  connected  with  its  tracks  except  bv  wav  of  the  Illinois 
Central.  In  answer  to  this,  I  would  say  I  do  not  think  you  coukl  in  anv 
event  compel  the  Cairo  Short  Line  to  send  its  cars  to  you      1 1 h  n k\i  raU- 

do  so'°  R?>^d^^  d  ^'  \  ''^^^  ^°  ^'""P  '^'  ^^^^'^  "^  '^'  «^"  track  if  it  sees  fit  to 
n w  V  .^^*^^^\^^  interchange  cars  as  a  matter  .>f  convenience,   and   it   is 

ne?s  of 't'Sf^n,  nn  '^'''t  '^'^  '^°"^?  '^^  ^^''  ^^  0^^^^^-  t^'  t^-ansact  the  busi- 
ness of  the  country.  I  understand  it  is  the  duty  of  a  companv  when 
another  road  hau  s  a    nadpri  pnr  tn  tho  r.r^;„f  ^f  ^„i,.,+  :^„   .„:.^^^^  ■:  .  ^^"^" 


"  ^v,  v^v.iiuuij.     ±  uuuei&Liiuu    iL   IS   ine   c  uty  or   a   comnanv    when 

mnv  a'nHil  l^"^'-f  l''^?^\^'^'\  \^  the  point  of  junction  with^such  cS 
tt  ;^p  t"n' ?-''^''*'''  't  to  be  hauled  further,  to  take  the  car  and  haul  it  to 
Its  destination,  or  so  tar  on  the  way  as  its  track  extends.  In  such  case. 
hP  .  w.^'^  ?v  T-""''^  ^'^  tendered  to  it  at  its  own  track,  and  there  would 
fLf  \i  o^^l'gation  on  the  company  to  haul  the  car.  But  I  do  not  think 
Hictnn.  ™Pfi"^',^''^'''^^  'ts  business  located  on  ant^ther  line  of  road  at  a 
wSr^f  "rl"^^'^  demand  cars  from  any  road  except  the  one  on  which  it  is 
located.  Ot  course,  if  that  road,  by  arragement  with  other  roads,  gets  cars 
or  other  companies  for  its  patrons,  as  very  often  happens  in  practice,  that 
would  be  another  matter:  but  I  do  not  think  the  diitant  company  coiilcl 
J?^^egally^  compelled  to  furnish  its  cars  to  industries  on  the  tracks  of  other 

arlwp"^?,,^^!'';  ^^"^'^^''^^J'  I,  hf'Pe.  specifically  youi'  .|uestions,  and  trust  my 
rnrnmnn  T  '  ^e  understood,  and  not  >.;,sunder>t..n,i.  The  statute  and  the 
.IJJ^?  ^^^'  {I  'ke  riiake  it  incumbent  upon  the  managers  of  railronds  to 
use  all  reasonable  diligence  and  foresight  to  supply  their  patrons  with  cars 
tor  shipping  purposes,  ft  does  not  require  them  to  foresee  extraordinary 
^n^i"  provide  for  them.      Consequently,  when  traffic  suddenlv  be- 

comes unexpectedly  heavy  there  is  often  a  "car  famine,"  and  patrons'seri- 
ously  complain   of  being  unable  to  get  cars.      In  manr  such  cases  that  I 
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bave  been  cognizant  of  there  was  no  liability  on  the  part  of  the  company 
for  the  failure,  because  the  company  had  supplied  themselves  with  enough 
cars  for  ordinary  demands,  and  were  not  bound  to  constantly  be  ready  tor 
unforeseen  exigencies. 

Very  truly  yours, 

(Signed)  Isaac  N.  Phillips, 

Chairman  R.  R.  and  W.  Commission. 


No.  25. 
THE  INTERLOCKING  ACT. 


^LETTER    CONCERNING    THE    PROTECTION    OF  CROSSINGS  ON 
THE  L.  E.  c*t  W.  RAILWAY. 


Bloomington,  III.,  May  14,  1892. 
Mr.  George  L.  Bradbury,  Gen.  Manager  L.  E.  &  W.  R.  R.,  Indianapolis,  Ind.: 

Dear  Sir:— I  call  your  attention  to  the  large  number  of  unprotected 
grade  crossings  of  your  company  within  the  limits  of  the  State  of  Illinois, 
and  to  the  further  fact  that  a  statute  was  passed  by  the  last  General 
Assembly  of  Illinois  under  which  these  crossings  can  now  be  protected  by 
a  system  of  signals  and  derails  worked  by  the  interlocking  system.  (See 
Illinois  Session  Laws,  1891,  80-82).  Under  this  act  you  will  "observe  that 
you  can,  if  you  desire,  proceed  on  your  own  motion  by  petition  to  prop- 
erly interlock  your  crossings:  or,  in  case  this  is  not  done,  the  Railway 
Commission  is  empowered  to  take  the  initiative,  and,  after  hearing,  order 
proper  interlocking,  apportioning  cost  and  expense  of  operation  and  main- 
tenance according  to  what  they  deem  the  justice  of  the  case. 

So  far  as  the  Commission  have  communicated  with  the  railway  mana- 
gers of  the  state,  a  commendable  disposition  has  been  shown  to  go  for- 
ward under  this  law  and  protect  the  many  dangerous  grade  crossings  of 
the  state  which  are  almost  daily  proving  so  destructive  to  life  and  prop- 
erty. All  agree  that  not  only  the  public  interest,  but  proper  economy  and 
good  railway  practice,  require  that  this  work  be  done  soon,  and  that  the 
appliances  used  should  be  of  the  latest  and  best  make,  and  in  every  way 
flrst-class.  In  this  opinion  I  am  led,  by  my  knowledge  of  your  reputation 
as  an  able  and  progressive  railway  manager,  to  believe  you  will  heartily 
concur. 

I  count  on  your  road,  within  Illinois,  nine  grade  crossings  and  one 
junction  point,  outside  the  city  of  Peoria.  The  C.  &.A.  management 
would,  I  am  quite  sure,  meet  you  in  a  plan  to  suitably  interlock  the  cross- 
ing of  their  tracks  at  the  Union  depot  in  this  city;  and  I  have  reason  to 
think  the  Illinois  Central  would  not  oppose  the  interlocking  of  either  of 
their  two  tracks,  which  you  cross  at  grade  in  this  state.  Some  companies 
prefer  to  have  the  Commission  proceed  without  petition,  and  we  have  al- 
ready done  this  in  several  cases.  I  may  say  we  are  quite  willing  to  pro- 
ceed without  petition  where  the  companies,  for  any  cause,  do  not  wish  to 
take  the  responsibility  of  the  proceeding. 

My  attention  has  recently  been  called  quite  pointedly  to  the  fact  that 
freight  engineers  are  in  the  habit  of  disregarding  the  law  which  requires 
full  stops  at  grade  crossings.  I  have,  myself,  recently  observed  passenger 
engineers  do  the  same  thing.  They  prefer  to  "take  chances"  rather  than 
lose  the  time  and  take  the  trouble  required  to  stop  and  again  get  under 
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way.  Occasionally  a  train  is  in  the  way,  and  then,  as  in  the  case  of  the 
Jacksonville  disaster,  the  innocent  public  must  suffer  death  and  maiming, 
and  the  company  at  fault  has  to  pay  enough  in  damages  to  more  than 
interlock  the  crossing. 

The  Railway  Commission  of  this  state  will  be  glad  to  have  you  signify, 
.at  an  early  day,  what  the  disposition  of  your  management  is  with  refer- 
ence to  the  speedy  interlocking  of  your  grade  crossings.  The  function  of 
the  Railway  Commission  in  the  premises  is,  as  you  will  see  from  the  act, 
to  serve  the  public  interest;  and  it  seems  to  be  pretty  fully  conceded  by 
all  good  railroad  men  that  both  the  public  welfare  and  good  business 
■economy  require  that  all  grade  crossings  be  interlocked. 

Awaiting  your  early  attention  to  this  important  matter,  I  remain, 
Very  truly  yours, 

Isaac  N.  Phillips, 
Chairman  R.  R.  d-  W.  Ccmwiission. 


No.  26. 


COMPLAINT  NO.  97,  FOR  FAILURE  TO  REDEEM  COUPONS 
OF  COMMUTATION  TICKET. 


JOHN  C.  SHIRLEY, 

vs. 

CHICAGO  &  NORTHWESTERN  RAILWAY  CO. 

OPINION  OF  THE  COMMISSION. 


By  Phillips,  Chairman: 

Shirley  purchased  of  the  Chicago  &  Northwestern  Railway  Co.  a  "monthly 
commutation  ticket,"  good  for  sixty  rides  in  the  month  of  May  between 
Chicago  and  Lakeside,  a  distince  of  eighteen  miles.  The  ticket  cost  $6.50, 
or  at  the  rate  of  10|  cents  per  ride.  Fifty-flve  of  the  sixty  coupons  were 
used  in  the  life  time  of  the  ticket.  Five  remained  unusedf  and  these  un- 
used coupons  were  presented  by  Shirley  to  the  company  for  redemption 
under  the  act  of  1875.  Shirley  claims  that  fifty-live  cents  should  be  refunded 
to  him  as  the  redemption"^  value  of  the  ticket.  His  theory  is  that  the 
five  coupons  are  redeemable  at  their  cost  price.  The  company  refused  to 
redeem  the  five  unused  coupons  at  the  rate  stated,  or  any  other  rate, 
claiming  that  they  were  without  any  redemption  value  under  the  statute. 

The  statute  relied  upon  is  the  act  of  1875,  section  5  of  which  provides: 

"That  it  shall  be  the  duty  of  the  owmer  or  owners  of  railroad  or  steam- 
boats, by  their  agents  or  managers,  to  provide  for  the  redemption  of  the 
whole  or  any  parts  or  coupons  of  any  ticket  or  tickets  as  they  may  have 
sold,  as  the  purchaser  for  any  reason  has  not  used,  and  does  not  desire  to 
use,  at  a  rate  which  shall  be  equal  to  the  difference  between  the  price 
paid  for  the  whole  ticket  and  the  cost  of  a  ticket  between  the  points  for 
which  the  proportion  of  said  ticket  was  actually  used,"  etc. 

Under  this  ungrammatical  and  clumsy  provision,  was  anything  due  Mr- 
Shirley  from  the  railway  company  upon  the  remaining  live  coupons  of  his 
sixty-ride  ticket? 
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This  coupon  ticket  was  by  its  terms  not  transferable.  It  could  be  used 
only  by  Shirley  himself,  whose  name  was  written  upon  it.  The  courts 
hold  the  condition  which  prohibits  the  transfer  of  commutation  tickets  to 
be  reasonable  and  therefore  legally  enforcible.  Shirley's  ticket  could  then 
have  no  general  market  value,  because  a  third  party  could  use  it  only  by 
perpetrating  a  fraud  upon  the  company.  If  the  ticket  had  any  value,  that 
value  is  measured  solely  by  the  statutory  liability  of  the  issuing  company 
under  the  section  above  quoted. 

If  each  coupon  of  a  commutation  ticket  is  redeemable  at  its  cost  price, 
as  contended,  then  it  is  evident  that  any  passenger  can  compel  the  com- 
pany to  carry  him  at  the  lowest  commutation  rate,  whether  he  rides  much 
or  little.  That  is  to  say,  if  the  regular  fare  between  two  stations  seven 
miles  apart  be  twenty  cents,  and  the  company  puts  on  sale  ten-ride  com- 
mutation tickets  between  these  stations  at  one  dollar,  or  at  the  rate  of 
ten  cents  per  ride,  the  reduction  being  made  in  consideration  of  ten  rides 
being  taken  at  one  purchase,  then  no  patron  of  the  company  need  nay 
more  than  ten  cents  per  ride  between  these  points;  because  he  can  pur- 
chase a  ten-ride  ticket,  use  one  coupon  for  a  single  ride,  present  the  re- 
maining nine  coupons  to  the  ticket  agent  at  the  end  of  the  journey  for 
redemption,  and  receive  back  ninety  cents. 

This  merely  illustrates  one  of  the  consequences  of  admitting  the  con- 
tention of  complainant.  Such  a  consideration,  however,  cannot  control 
the  present  decision.  We  are  to  determine  what  the  section  of  the  statute 
above  quoted  means,  and  its  meaning  must  be  found  in  the  language  used. 
It  is  not  a  question  as  to  what  the  law  ought  to  provide,  but  what  it 
does  in  fact  provide. 

The  statute  says  the  company  shall  "provide  for  the  redemption  of  the 
whole  or  any  parts  or  coiipons  of  any  ticket,-''  etc.  This  rede.uption  was  to 
be  made,  according  to  the  language  of  the  statute,  "at  a  rate  which  shall 
be  equal  to  the  difference  between  the  price  paid  for  the  whole  ticket  and 
the  cost  of  a  ticket  between  the  points  for  which  the  proportion  of  said 
ticket  was  actually  used." 

Had  the  law-makers  meant  that  coupons  should  be  redeemed  at  their 
cost  price  they  could  have  said  so  in  a  word:  they  did  not  say  so  but  said 
something  else,  namely,  that  the  difference  between  the  price  paid  for  the 
whole  ticket  and  what  it  would  have  cost  the  passenger  to  have  bought 
a  ticket  for  the  riding  actually  done  on  the  ticket  shall  be  the  redemp- 
tion value.  The  language  of  the  section  is  a  little  awkward  and  a  trifle 
muddy,  but  the  above  is  its  clear  meaning. 

The  question  then  is,  could  Mr.  Shirley  have  ridden  fifty-five  times  be- 
tween Chicago  and  Lakeside  for  less  than  $6.50,  the  cost  of  the  ticket, 
either  by  paying  regular  fares,  or  upon  any  other  style  of  commutation 
ticket  issued  by  the  company?  If  he  could  have  done  so,  then  he  was  en- 
titled, under  this  statute,  to  the  difference  between  what  it  would  have 
cost  him  to  ride  tifty-ttve  times  and  the  $().50  he  paid.  For  instance,  if 
the  company  at  the  time  this  ticket  was  purchased  would  have  sold  Shirley 
flfty-flve  rides  for  $5.95,  then  clearly  Shirley  has,  under  the  company's  own 
practice,  ridden  but  the  worth  of  $5.95,  and  is  entitled  under  the  language 
of  the  above  section  to  the  flfty-flve  cents  he  claims,  but  not  otherwise. 

It  does  not  appear,  however,  that  the  difference  between  the  price  paid 
and  "the  cost  of  a  ticket  between  the  points  for  which  the  proportion  of 
said  ticket  was  actually  used,"  would  in  this  case  be  anything. 

We  therefore  hold  that  the  ticket  has  no  redeemable  value  under  the 
statute.    The  complaint  will  be  dismissed. 

Adopted  January  17,  189;5. 
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No.  27. 
PROTECJnON  OF  CROSSING  AT  LITCHFIELD. 


THE  JACKSONVILLE,  LOUISVILLE  &  ST.  LOUIS  llAILWAY  CO. 

Petitioner. 

vs. 

THE  ST.  LOUIS  &  CHICAGO  RAILWAY  CO., 

Respondent. 


ORDER  OF   THE   COMMISSION. 


Wednesday,  January  ]S,  1893. 

At  a  session  of  the  Railroad  and  Warehouse  Commission  of  the  State 
of  Illinois,  held  at  its  office  in  Sprintrfleld,  Illinois,  this  day,  present  Isaac 
N.  Phillips  and  J.  C.  Willis,  Commissioners,  the  following  proceedings- 
were  had  in  this  cause: 

The  Commission  being  fully  advised  in  the  premises,  find  that  it  is  im- 
practicable to  interlock  the  crossing  described  in  the  petition  by  a  separ- 
ate device,  but  that  the  same,  together  with  the  crossing  of  the  Wabash 
Railroad  and  the  Jacksonville,  Louisville  &  St.  Louis  Railway,  in  which 
latter  crossing  a  petition  has  been  filed  (numbered  9  upon  the  docket  of 
the  Commission.)  should  be  interlocked  with  a  single  system. 

It  is  therefore  ordered  by  the  Commission,  that  this  petition  be,  and' 
the  same  is  hereby  consolidated  with  said  cause  No.  9,  entitled  ''The  Wabash 
Railroad  Company  v.  The  Jacksonville,  Louisville  d-  St.  Louis  Bailway  Com- 
pany,''' and  that  an  order  be  entered  in  said  latter  cause  covering  hotli 
crossings. 

Adopted  January  18,  1893. 

No.  28. 
PROTECTION  OF  CROSSING  AT  LITCHFIELD. 


THE  WABASH  RAILROAD  CO., 

Petitioner, 
vs. 

THE  JACKSONVILLE,  LOUISVILLE  .^c  ST.  LOULS  RAILWAY  CO. 

liespondent. 

FINAL   ORDER   OF   THP:   COMMISSION. 


Wednesday,  January  18.  1893. 
At  a  session  of  the  Railroad  and   Warehouse  Commission   of  the  State 
of  Illinois,  held  at  its  office  in  Springfield,  Illinois,  this  day.  present  Isaac 
N.  Phillips  and    J.  C.  Willis,    Commissioners,    the    following    proceedings- 
were  had  in  this  cause. 
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And  now  this  petition,  No.  9,  and  also  petition  No.  10,  this  day  consoli- 
dated bv  order  of  the  Commission,  having  come  on  for  final  hearing  and 
determination  by  the  Commission,  and  the  Commission  having  considered 
the  evidence  taken  therein,  the  agreements  made  by  the  parties,  and  the 
arguments  of  counsel,  and  the  Commission  being  fully  advised  in  the 
premises,  find  that  the  public  good  requires  that  the  crossings  described 
in  the  said  two  petitions  be  protected  by  an  interlocking  device. 

It  is  therefore  ordered  by  the  Commission  that  the  said  Jacksonville, 
Louisville  &  St.  Louis  Railway  Company  and  the  said  Wabash  Railroad 
Com  pan  V  shall  proceed  to  protect  the  said  crossings  described  in  said  pe- 
titions by  an  interlocking  device,  the  plan  and  details  of  which  may  be 
agreed  upon  by  said  companies,  provided  they  find  themselves  able  to  agree. 

It  is  further  ordered  that  the  said  Jacksonville,  Louisville  &  St.  Louis 
Railway  Company  shall  pay  the  original  cost  of  all  the  apparatus  and 
mechanism  of  the  said  interlocking  device  used  upon  its  own  tracks  and 
upon  the  tracks  of  the  St.  Louis  &  Chicago  Railway  Company  (the  latter 
being  by  agreement  of  the  J.,  L.  &  St.  L.  Ry.  Co.,)  including  all  signals, 
derails,  pipe  lines,  wire  lines,  boxing  and  all  connections  in  the  tracks  of 
the  said  Jacksonville,  Louisville  &  St.  Louis  Railway  and  the  said  St. 
Louis  &  Chicago  Railway,  and  also  all  the  cost  of  putting  the  same  in 
ready  for  use,  and  of  maintaining  the  same  in  good  order  and  repair;  and 
that  tne  petitioner  in  this  cause,  the  Wabash  Railroad  Company,  shall 
pay  the  original  cost  of  all  the*  apparatus  and  mechanism  used  upon  its 
own  tracks,  including  all  signals,  derails,  pipe  lines,  wire  lines,  boxing  and 
all  the  connection  in  its  tracks,  also  the  cost  of  putting  the  same  in 
ready  use,  and  of  maintaining  the  same  in  good  order  and  repair. 

It  is  further  ordered  that  the  cost  of  the  interlocking  machine  proper, 
and  the  expense  of  maintaining  the  same  in  good  working  order  be 
divided  between  the  said  Jacksonville,  Louisville  and  St.  Louis  Railway 
Company  and  the  said  Wabash  Railroad  Company  in  the  proportion  that 
the  levers  used  to  operate  the  appliances  in  the  tracks  of  each  company 
bear  to  the  whole  number  of  levers  used  to  operate  said  machine,  the  St. 
Louis  and  Chicago  track  being  considered  as  part  of  the  Jacksonville, 
Louisville  and  St.  Louis  for  this  purpose. 

It  is  further  ordered  that  the  cost  of  the  tower-house  wherein  the  in- 
terlocking machine  is  housed,  a'^d  the  expense  of  the  operation  of  said 
machine  (i.  e.,  wages  of  operators)  shall  be  paid  for,  two-thirds  by  the 
said  Jacksonville,  Louisville  and  St.  Louis  Railway  Company,  and  one- 
third  by  the  said  Wabash  Railroad  Company. 

It  is  further  ordered  that  this  petition  be  held  under  consideration  by 
the  Commission  pending  the  efforts  of  the  companies  to  agree  upon  a  plan 
■of  interlocking. 

Adopted  January  18,  1893. 


No.   29. 
PROTECTION  OF  CROSSING  NORTH  OF  LITCHFIELD. 


THE  WABASH  RAILROAD  COMPANY, 

Petitioner, 
vs. 

THE  CHICAGO,  PEORIA  &  ST.  LOUIS  RAILWAY  COMPANY, 
Lessee  St.  Loris  &  Chicago  Railroad. 


FnSTAL,   ORDER   OF  THE   COMMISSION. 


Wednesday,  January  18,  1893. 

At  a  session  of  the  Railroad  and  Warehouse  Ci)mmission  of  the  State 
of  Illinois,  held  at  its  office  in  Springfield,  Illinois,  this  day,  present  Isaac 
N.  Phillips  and  J.  C.  Willis,  Commrnissioners,  the  following  proceedings 
were  had  in  this  cause: 

And  now  this  petition  having  come  on  for  final  hearing  and  determina- 
tiuii  before  the  Commission,  and  the  Comni'ssiun  having  considered  the 
evidence  taken  herein,  the  agreements  made  by  the  parties  hereto  before 
the  Commission,  and  the  contract  submitted  to  the  Commission  subse- 
quently to  the  former  hearing,  and  being  fully  advised  in  the  premises, 
find  that  the  obligations  of  the  contract  offered  in  evidence  do  not  ex- 
tend to  the  present  parties,  and  that  there  are  no  contract  obligations 
between  the  parties  affecting  the  operation  of  tine  interlocking  device  to 
be  put  in  at  said  crossing. 

It  is  therefore  ordered,  in  accordance  with  the  agreements  heretofore 
made  before  said  Commission  in  open  session  that  the  said  crossing  de- 
scribed in  the  petition  in  this  cause  be  protected  by  an  interlocking 
device,  the  same  being  judged  by  tlie  Commission  to  be  necessary  for  the 
public  safety  :  that  one-half  of  the  cost  of  such  interlocking  device,  and 
of  the  expense  of  maintaining  the  same  in  good  order  and  repair,  and  of 
operating  the  same,  be  paid  by  the  said  Wabash  Railroad  C  mpany,  and 
that  the  other  half  of  such  cost  and  expense  be  paid  by  the  said  Chicago, 
Peoria  and  St.  Louis  Railway  Company,  lessee,  etc.,  this  division  being  in 
accordance  with  the  said  agreements  of  the  parties. 

It  is  further  ordered  that  this  petition  be  held  under  consideration  by 
the  Commission  pending  the  efforts  of  the  said  companies  to  agree  upon 
a  plan  of  interlocking. 

Adopted  January  18,  1893. 
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No.  30. 
RAILWAY    ACCOUNTING. 


Letter   of   Isaac   N.    Phillips,    Chairman  Illinois  Railroad 
AND   Warehouse   Commission. 

UrON   THE   FOLLOWING   (QUESTION  : 

1.  Shall  the  attempt  to  apportion  expense  of  operation  between  the 
passenger  and  freight  service  be  continued  or  abandoned';' 

2.  Shall  taxes  be  treated  as  a    fixed   charge   or   an   operating  expense? 

Bloomington.  III.,  April  9,  1892. 

Hon.  William   O.   Seymoi'^r,    Chairman  Committee  on  Uniformity  of  Railway 

Accounts,  Washington,  D.    C. 

My  Dear  Sir:— I  greatly  regret  that  the  illness  of  my  wife  must  prevent  me 
from  meeting,  on  the  12th  inst.,  with  the  Committee  on  Uniformity  of  Rail- 
way Accounts,  of  which  I  am  a  member  with  yourself  and  Mr.  Brown,  and 
likewise  from  attending  the  conference  of  Railway  Commissioners  to  fol- 
low on  the  13th.  The  considerable  time  devoted,  and  the  courteous  pains 
taken,  by  the  Executive  Committee  of  the  Association  of  Railway  Ac- 
counting Officers,  to  acquaint  our  Committee  with  the  grounds  upon  which 
suggestions  for  changes  in  the  form  of  report  were  made,  render  it  proper, 
I  think,  that  the  conclusions  of  all  members  of  the  C'ommittee.  upon  the 
important  questions  so  intelligently  discussed  before  us.  be  fully  stated. 

Touching  the  minor  changes  which  were  suggested  in  the  form  of  re- 
port, there  seemed,  at  our  late  conference  in  New  York  City,  to  be  little 
difference  of  opinion.  Prof.  Adams,  statistician  of  the  Inler-state  Com- 
merce Commissioners,  who  met  there  with  us,  seemed  disposed  to  adopt 
all  such  suggestions  of  the  Committee  as  related  merely  to  arrangement, 
form  and  n(»iiieiiclatnre.  We  may,  therefore,  fairly  suppose,  thai  these 
minor    suggestions  will  be    substantiallv    embodied    by  the  statist ician  in 

the  next  "Analysis  of  Operating  Expenses"  which  may  be  sent  out  for 
the  guidance  of  accounting  oflicers,  and  the  s;ime  neeii  not,  therefore,  be 
treated  in  detail  in  tlio  report  to  l)e  jM'esented  by  our  Oonimittee. 

•  ^IKSTJONS    STATKI). 

The  two  vital  (lucslions  with  vvhicli  we  are  to   deal  are: 
First.     Sliall    the    attciniit    to    ai)portion    expenses    of  operation  between 
th5  passenger  and   freight   scin  ice  l)e  coiitiiiucd  or   abandoned '.-' 
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Second.  Shall  taxes  be  treated  as  a  ttxed  charge  or  as  an  operating 
expenseV  or,  in  other  words,  and  more  specifically,  (as  I  understand  the 
question)  shall  taxes  be  deducted  from  earnings  before  makint,^  the  calcu- 
lation to  determine  the  "Percentage  of  Operating  Expenses  to  Earnings" 
provided  to  be  made  on  page  45  of  the  form  of   report  V 

These  questions  are  of  high  importance.  My  enforced  absence  renders 
it  perhaps  proper  that  I  should  place  before  yourself  and  Mr.  Brown, 
the  conclusions  at  which  I  have  arrived  touching  them,  more  fully  than  1 
had  time  to  state  those  conclusion  before  we  parted  in  New  York. 

I  confess,  I  originally  entered  upon  the  consideration  of  the  "sugges- 
tions,"' feeling  strongly  that  our  best  course  would  be  a  conservative  one. 
I  felt,  that  a  form  of  report  which  had  been  generally  accepted,  and  put 
into  use  by  the  companies,  should  not  be  changed,  except  at  the  impera- 
tive demand  of  actual  experience.  I  was  accordingly  at  the  date  of  the 
last  conference  at  Washington,  unwilling  as  a  member  of  the  Committee, 
to  recommend  either  of  the  proposed  changes  now  under  discussion.  The 
propositions  contended  for,  to  my  thinking,  then  remained  unproven  by 
such  preponderance  as  the  case  required :  tnough  I  had  grave  doubts  upon 
both  questions  at  the  time.  The  very  full  discussion,  had  before  our  Com- 
mittee at  New  York  on  March  2:2nd  and  23rd,  enforced  very  strongly  and 
and  fully  the  reasons  for  the  changes  proposed  ;  and  for  one,  I  am  quite 
ready  to  speak  out  upon  those  questions  in  the  report   to  be  presented. 

DIVISION  OF   EXPENSES. 

First,  as  to  the  division  of  operating  expenses  between  passenger  and 
freight  service  :  It  is  well  known,  that  a  large  proportion  of  the  expenses  of 
operation  is  common  to  both  the  passenger  and  freight  service,  but  exclu- 
sively chargeable  to  neither.  Salaries  of  general  officers,  station  agents,  and 
telegraph  operators,  exp  nses  of  the  maintenance  of  way  and  structures, 
and  other  like  expenses,  will  serve  as  examples  of  those  outlays  which  do 
not  naturally  divide  between  the  passenger  and  freight  service.  Other 
expenses  there  are  that  classify  themselves.  What  per  cent  of  the  entire 
expense  of  operation  is  incapable  of  being  accurately  classified,  is  variously 
stated:  the  lowest  estimate  being  forty  per  cent,  wiiile  some  allege  the 
amount  to  be  as  high  as  sixty  per  cent.,  of  the  entire  expense.  This 
large  proportion,  expended  for  the  common  benefit  of  both  branches  of 
the  service  must,  therefore,  if  apportioned  at  all,  be  divided  in  accord- 
ance with  some  arbitary  general  rule.  The  rule  now  used  is  stated  upon 
page  42  of  the  form  of  annual  report  in  these  words : 

KULE   OF   IXTER-STATE   COi^FMISSION. 

••All  expenses  which  arc  naturally  chargeable  to  either  passenger  or 
freight  traffic  should  be  entered  in  their  respective  columns;  expenses 
which  are  not  naturally  chargeable  to  either  traffic  should  be  apportioned 
on  a  mileage  basis,  making  the  division  as  between  passenger  and  freight 
traffic  in  the  proportion  which  the  passenger  and  freight  train  mileage 
bears  to  the  total  mileage  of  trains  earning  revenue."' 

"Mixed  trains  will  continue  to  be  treated  for  the  present  as  one-fourth 
passenger  and  three-fourth  freight."" 

MIXED    TRAINS. 

I  may  observe,  first,  that  the  rule  referring  to  mixed  trains  appears,  so 
far  as  1  can  learn,  to  rest  upon  nothing  more  definite  or  valuable  than 
some  one's  conjecture,  and  the  identity  of  the  conjecturer  seems  to  be 
unknown.  That  it  is  based  upon  any  experience,  or  upon  any  theory, 
that  finds  a  basis  in  the  facts  of  the  railway  business  of  the  country,  has 
never  been  made  apparent.  This  arliitary  rule,  that  one-fourth  of  the  ex- 
pense of  all  mixed  trains  must  be  charged  to  the  passenger  service  and 
three-fourths  to  the  freight  service,  is  applied  alike  to  those  roads  which 


do  a  large  passenger  traflBc,  and  upon  which  mixed  trains  are  a  rare  ex- 
ception, and  likewise  upon  frontier  roads  where  both  passenger  and  freight 
traffic  is  conducted  exclusively  by  mixed  trains.  There  are  several  roads 
of  the  latter  class  in  the  State  of  Illinois:  and  in  the  West  it  may  be 
said  generally  that  freight  trains  carry  a  few  passengers  in  the  "caboose." 
Whether  every  freight  train  which  carries  passengers  at  all  would  be  classed 
as  -'mixed,"  I  do  not  know  :  but  certainly,  if  such  t  ains  are  so  classed, 
egregiously  wrong  results  would  be  ob  ained  under  this  rule,  for  on  the 
roads  of  the  West  many  trains,  carrying  a  heavy  tonnage  of  freight, 
frequently  carry  an  average  of  two  or  three  passengers  whose  transporta- 
tion forms  but  a  mere  incident  of  the  entire  service  of  the  train. 

Without  going  into  a  detailed  argument  it  will  appear  that  the  basis 
so  furnished  for  the  division  of  expenses  of  mixed  trains  must  be  of  little 
value,  and.  while  the  volume  of  "mixed"  service  is,  perhaps,  on  the 
whole,  not  large,  it  seems  to  me.  either  a  rule  which  will  produce  results 
substantially  correct  and  true  should  be  found,  or  else  the  effort  to  classify 
the  common  expenses  of  mixed  trains  should   not  be  attempted. 

W^ORKING  OFOTHE   RULE. 

The  most  obvious  test  of  the  rules,  given  for  both  mixed  and  distinct 
trains,  would  be  the  results  of  experience  in  using  them.  The  test  of 
actual  practice  fails  to  satisfy  me  that  these  rules  are  of  any  utility, 
either  to  the  companies  or  to  the  States  or  the  nation.  Indeed,  if  not 
substantially  correct,  they  could  not  be  expected  to  be  useful,  and  may 
prove  positively  vicious.  We  'know  that  results  have  been  reached  by  the 
application  of  these  rules  for  division,  which  are  grossly  erroneous,  not  to 
say  proposterous.  To  illustrate,  I  quote  from  certain  letters  of  Stuyvesant 
Fish,  president  of  the  Illinois  Central  Railroad  Company.  The  first  con- 
cerns the  report  of  that  Company  for  the  year  1890.  Mr.  Fish  writing  to 
Chairman  Cooley  said: 

"The  arbitrary  rule  laid  down  by  the  Commission,  for  the  distribution 
of  expenses  between  the  passenger  and  the  freight  service,  make  it  to 
appear  that  the  Illinois  Central  earned  ^J^^o  of  a  cent  per  ton  of  freight 
per  mile,  and  only  igj^g  of  a  cent  per  passenger  per  mile.  The  case  of 
the  Dubuque  and  Sioux  City  Railroad  is  even  worse,  it  being  made  to 
appear  to  earn  i^o^^s,  ^f  ^  cent  per  ton  of  freight  per  mile,  while  its  average 
receipts  per  passenger  per  mile  are  made  to  appear  to  be  ,'0^0  of  a  cent 
less  than  the  estimated  cost  of  carrying  each  passenger  one  mile.  Ob- 
viously, the  rule  of  the  Commission  charges  too  much  of  the  expense  to 
the  passenger,  and  too  little  to  the  freight  service. 

"Being  unable  to  suggest  a  safe  rule  for  dividing  the  expenses,  we  do 
not  presume  to  criticise  the  one  adopted  by  the  Commission  further  than 
to  poii:t  out  wherein  it  fails  of  application  to  the  business  of  the  Illinois 
Central  R.  R.  Co,  and  to  submit  that  it  is  not  right  to  draw  conclusions 
from,  or  wise  to  predicate  action  upon,  figures  so  obviously  erroneous." 

And  again  commenting  upon  the  report  for  1891  Mr.  Fish  says: 

"The  arbitrary  rule  laid  down  by  the  Commission  for  the  distribution 
of  expenses  between  the  passenger  and  the  freight  service,  make  it  to 
appear  that  the  Illinois  Central  earned  during  the  past  year  ,=',;',;'o  of  a 
cent  per  ton  of  freight  per  mile,  and  that  it  lost  ,f,j1o  of  a  cent  per  pas- 
senger per  mile,  and  that  its  entire  passenger  business  was  done  at  loss 
of  $141,715.37." 

Roads  could  perhaps  be  found,  reporting  to  the  Interstate  Commission, 
whose  business  is  so  divided  between  the  passenger  and  the  freight  service, 
and  is  jierformed  under  such  conditions,  as  to  render  tlie  rule  now  in  use 
as  near  ri«ht  as  any  general  rule  tlial  (-(iuld  be  devised.  Kvideiitly  that 
rule,  as  Mr.  Fish  says,  fails  of  projicr  api)]icat  ion  10  the  business  of  the 
Illinois  Central  IJaihoad  Comiiany:  and,  not  iniiirdhably,  oilier  roads  may 
be  I'oniul,  fiom  wliose  imports,  following  tliis  lule.  it  would  appear,  tiiat 
instead   of   too   much   expense   being  cliarged  to  passenger  service  and  too 
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little  to  the  freight,  as  in  the  case  of  the  Illinois  Central  Company,  it 
would  be  found,  that  too  much  is  charged  to  freight  and  too  little  to 
passenger.  I  have  no  such  case  at  present  in  mind;  but  the  varying  con- 
ditions, under  which  the  different  railroads  of  the  country  do  business, 
and  the  wide  difference  in  the  character  of  their  respective  traffics,  render 
it  highly  probable  that  such  cases  exist,  and  mighi  be  found,  if  searched 
lor. 

In  answer  to  one  of  the  above  letters  of  Mr.  Fish,  Judge  Cooley  among 
other  things  wrote: 

"I  understand  very  well,  that  it  is  al)solutcly  impossible  to  so  apport- 
ion the  cost  of  freight  and  passenger  service  as  to  reach  accurate  results. 
IN^evertheless,  if  it  is  desirable  to  obtain  the  statistics  of  the  roads  at  all, 
they  ought  to  be  obtained  on  the  same  basis. ('?)They  would  not  other- 
wise be  of  much  value.  Our  blanlc  reports,  therefore,"^  are  the  same  for 
all  the  roads.         ************ 

"I  may,  perhaps,  with  propriety  add,  that  I  can  very  well  see,  that 
the  application  of  the  rule  does  not  lead  to  correct  information  regard- 
ing the  cost  of  passenger  tiaffic,  considered  by  itself;  and,  if  the  matter 
were  ex.-lusively  in  my  hands,  I  should  probably  make  considerable  change. 
It  is  too  important  a  matter,  however,  to  act  hastily  upon;  and  I  think 
any  action  should  be  taken  with  the  full  accord  of  the  Association  of 
Railway  Accounting  Officers." 

1  inclose  herewith  copies  of  Mr.  Fish's  letters,  and  a  copy  of  the  letter 
o'  Judge  Cooley  from  which  I  have  quoted  above;  likewise  a  copy  of  a 
letter  of  Mr.  J.  C.  Welling,  vice  president  of  the  Illinois  Central  road;  all 
of  which  you  and  Mr.  Brown  may,  I  think,  find  instructive  upon  this^ 
question.  I  submit  to  your  judgment  whether  these  letters  might  not 
with  benefit  be  placed  before  the  conference  of  Railway  Commissioners 
when  our  report  is  under  consideration. 

OPINIONS  OF  ACCOUNTING  OEFICERS. 

Referring  to  the  statement  quoted  above  from  Judge  Cooley,  that  "any 
action  should  be  taken  with  the  full  accord  of  the  Associatiim  of  Railway 
Accounting  Officers."  it  may  be  noted  that  the  opinions  of  the  Railway 
Accounting-  Officers,  in  the  Association  and  out,  which  have,  through  the 
kindness  of  the  statistician,  been  cullected  for  the  use  of  our  Committee, 
are  practically  unanimous  in  favor  of  discontinuing  the  attempt  to  ap- 
portion expenses  between  passenger  and  freight  traffics.  Thus  we  have 
the  "full  accord  of  the  Association,"  which  his  Honor,  Judge  Cooley, 
thought  desirable;  and,  while  I  am  aware  that  railway  officials  do  not 
always  view  questions  of  this  kind  fr.mi  the  standpoint  of  the  public- 
interests,  as  it  is  the  duty  of  Railway  Commissioners  to  view  them,  still, 
as  regards  this  matter  I  am  convinced,  after  full  reflection,  that  the 
public  interest  is  not  antagonistic  to  that  of  the  companies  themselves, 
and  that  all  the  recommendations  are  made  in  the  utmost  good  faith. 

PURPOSE   OE   THE   DIVISION. 

And  this  brings  me  to  a  consideration  of  the  purpo'^e  of  requiring  this^ 
division  which  it  is  admitted  must  be  made,  if  at  all,  upon  an  arbitrary 
basis.  It  has  been  said  (and  we  should  meet  the  case  squarely)  that  the 
fixing  of  tariff  rates  for  the  transportation  of  passengers  and  freight, 
under  governmental  authority,  is  likely  to  become  one  of  the  hading" 
fun(;tions  of  the  Railway  Commissions  of  the  country,  and  that  it  is 
tiierefore  desirable,  that  statistics  be  collected  from  which  can  be  derived 
the  information  called  for  at  page  61  of  the  Commissioner's  form  to  be 
used  as  a  basis  for  the  fixing  of  nuiximum  frei^lit  and  passenger  rates. 
It  is  said  such  items  as  "estimat*  d  cost  of  carrying  each  passenger  one 
mile,"  "passenger  earnings  per  mile  of  road,"  "passenger  earnings  per 
train  mile,"  "estimated  cost  of  carrying  one  ton  one  mile,"  "freight  earn- 
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Ings  per  mile  of  road,"  "freight  earnings  per  train  mile,"  are  necessarv  as 
acbasis  for  the  fixing  of  rates,  and  should  be  preserved  even  though  per- 
fectly  correct  results  are  not  obtained 

Every  one  will  admit  that  if  the  items  of  cost  of  freight  and  passenger 
service  above  quoted  from  the  form  at  page  61,  could  be  obtained  with 
substantial  correctness,  the  information  would  be  valuable;  and  it  would 
certainly  be  quite  as  valuable  for  the  roads  as  it  would  be  for  Eailway 
Commissions  or  other  govermental  agencies.  But  I  have  not  yet  arrived 
at  the  point  of  Ijeing  able  to  see  how  a  body  of  irrelevant  statistics  which 
-are  supposed  to  support  another  body  of  erroneous  deductions,  can  be  of 
practical  value  to  any  legislative  or  executive  branch  of  government,  any 
more  than  they  would  be  valuable  to  the  companies  themselves.  It  is 
said  a  uniform  basis  must  be  adopted,  and  maintained,  to  secure  the 
benefit  of  comparisons;  but  it  is  difficulty  to  under  stand  how.  if  one 
error  is  vicious  and  harmful,  an  accumulation  of  errors  may  become 
salutary :  and  it  is  quite  as  difficult  to  see,  how  true  statistical  instruct- 
ion may  be  derived,  by  comparing  a  large  number  of  errors  more  or  less 
gross  with  each  other. 

I  have  little  share  anyway,  in  the  expectation  that  just  railway  rates 
will  ever  be  established  through  statistical  tables  showing  "per  mile,'" 
"per  ton,'"  or  "per  passenger"  cost.  I  do  not  believe  that  information  of 
this  kind  ever  did  furnish  the  basis  for  actually  fixing  tariff  rates,  or  that  it 
ever  will:  because  1  belieA'e  that  even  where  Railway  Commissions  are 
clothed  with  power  to  fix  rates,  such  rates  will  be  made  up  upon  a 
different  basis,  and  depend  upon  different  conditions,  from  any  disclosed 
by  such  statistics.  Particularly  must  this  be  true  so  long  as  the  cost 
items  per  unit  of  traffic  are  confessedly  erroneous,  and  do  not  represent 
the  true  facts  of  the  case. 

So  far  therefore,  from  the  statistics  obtained  from  this  division  being 
valuable  as  affording  a  criterion  for  railway  rates,  I  believe  that  the  very 
fact  that  this  false  information  is  liable  to  be  so  used,  is  the  most  cogent 
reason  which  could  be  given  for  ceasing  to  furnish  a  basis  confessedly 
erroneous.  A  man  who  travels  in  the  wrong  direction  is  certainly  as 
likely  never  to  arrive  at  his  destination  as  one  who  travels  not  at  all. 

By  all  this  I  do  not  mean  to  be  understood  as  saying  that  unless  abso- 
lutely correct  and  accurate  information  is  obtained,  the  attempt  to  classify 
expenses  should  be  abandoned.  I  do  however,  mean  to  say,  that  imless  a 
result  which  is  substantially  and  approximately  correct  can  be  had,  it  is 
better  to  leave  the  subject  untouched,*  and  to  permit  (if  a  cost  criterion 
must  be  had)  the  statistics  of  each  road  to  be  estimated  separately,  and 
in  the  light  of  its  own  conditions  of  traffic,  and  I  may  add,  be  so  esti- 
mated by  those  who  may  have  the  rate-making  power,  and  who  will  pre- 
sumably be  as  good  "guessers"  as  those  who  may  make  future  deductions 
from  the  body  of  false  statistics  we  are  now  engaged  in  collecting. 


UNIFORM   BASIS   NOT   PRACTICA15LE. 

In  the  somewhat  lengthy  investigation  we  have  made  in  this  matter, 
-one  fact  has  arisen  to  a  position  of  absolute  clearness  in  my  mind;  which 
is,  that  no  universal  or  uniform  basis  of  such  division  of  expenses  will 
ever  yield  statistical  results  near  enougli  correct  to  be  of  practical  use,  or 
indeed,  not  to  be  positively  harmful. 

When  we  consider  that  the  proposed  division  of  expenses  must  on,  say, 
some  coal  road  of  Southern  Illinois,  which  hauls  an  occasional  i)assenger, 
be  made  by  the  same  rule  and  upon  the  same  basis  which  is  appliinl  to  a 
passenger  road  connecting  New  York  and  Philadelphia  or  Pliiladelphia 
and  Washington,  what  possible  value  can  be  expected  in  results  .so 
obtained. 

If  it  were  possil)l(',  as  1  believe  it  is  iiot.  in  the  case  of  any  single  road 
to  arrive    at    a    correct    rule    for   apportionment  of  operating  expenses,  it 
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would  remain  doiihtliil  vvhcLlief  \hc  rule  Lhus  lourid  would  he  iipplicaltlo 
to  any  other  road  doint;  business  in  the  countiy;  and.  cerlainl)-,  il  could 
never  be  applied  to  any  considerable    number  of  other  roads. 

Nor  do  J  believe  that  any  geographical  classification  of  roads  by  groups, 
such  as  is  now  being  attempted  by  the  Interstate  Commerce  Commission, 
can  bo  valuable  as  assisting  to  solve  this  difficulty.  It  is  the  chai-acter 
of  the  traffic,  and  the  conditions  under  which  the  service  is  pci'formed 
which  must  control  this  question,  and  point  to  the  true  rule;  and  tiiose 
elements  will  not  likely  be  found  to  arrange  themselves  upon  geographical 
or  sectional  lines. 

C'LASSIFICATIOX    OF     J'AXKS. 

Turning  now  tt)  the  second  question  above  propounded,  namely:  how 
'"taxes''  shall  be  classed  and  treated  in  the  report,  I  will  say,  I  have  been 
on  this  sulDJect  more  slow  in  arriving  at  a  conclusion,  and  it  is  perhaps 
fair  I  should  add  I  am  less  confident  in  that  conclusion  than  is  the  case 
with  the  other  question  as  to  the  division  of  expenses. 

The  question  is,  whether  or  not  taxes  shall  be  transferred  from  the 
place  where  they  now  appear  at  page  31,  under  the  head  of  "Deductions 
from  Income"  to  the  head  of  -'Operating  Expenses"  found  on  page  45,  on 
which  latter  page  it  is  proposed  taxes  shall  make  a  fifth  item,  under  the 
sub-heading  "Recapitulation  of  Expenses.'"  If  this  is  done,  operating 
expenses  complete  would  then  appear  under  five  items  as  follows: 

1.  "Maintenance  of  Way  and  Structures." 

2.  "Maintenance  of  Equipment."' 
:i.  "Conducting  Transportation. "" 
4.     "General  Expenses." 

.").     "Taxes.'' 

If  the  word  "expenses"  is  lo  be  taken  in  a  narrow  sense,  taxes  would 
hardly  be  included.  But  as  1  understand  the  question  presented  it  is 
not  one  simply  of  the  meaning  of  words.  Webster  defines  the  word 
"expenses'"  as,  "that  which  is  expended,  laid  out,  or  consumed;  cost: 
outlay;  charge;  as,  the  expenses  of  war."'  Substance  is,  however,  more  im- 
portant than  form,  and  things  more  tangible  than  words.  The  real  ol)- 
ject  which,  I  assume,  is  sought  by  those  who  wish  to  place  taxes  in  the 
list  of  operating  expenses,  is  to  secure  the  deduction  of  taxes  from  the 
sum  of  the  earnings,  before  making  the  calculation  to  find  what  is  the 
"Percentage  of  Operating  Expenses  to  Earnings,"'  which  is  provided  to  be 
stated  at  page  45  of  the  form  of  report.  Of  course  taxes  will  be  shown 
in  any  event,  and  wherever  they  appear,  in  a  distinct  item  Ijy  themselves, 
and  from  the  report  of  any  given  road  it  can  readily  be  ascertained  how 
much  of  the  outlay  shown  is  for  taxes.  It  would  therefore  require  but 
a  small  calculation,  from  the  data  given  in  the  report  to  arrive  at  the 
percentage  of  operating  expenses  to  earnings,  with  the  taxes  added  in  as 
an  expense.  I  suppose  the  effect  which  is  sought  l)y  the  suggestion  to  be 
avoided  is  the  formal  and  what  may  appear  an  authoritative  statement 
of  this  percentage  from  so  high  a  tril)unal  as  the  Interstate  Commerce 
Commission  which  is  apt,  by  reason  of  the  great  authority  and  dignity  of 
that  body,  to  be  received  by  legislative  and  executive  officials  as  a  correct 
result  without  a  critical  examination  in  detail  of  the  methods  by  which 
the  result  has  been  obtained. 

It  has  occurred  to  me,  no  good  reason  could  be  alleged  against  making 
the  statement  of  the  percentage  of  expenses  to  earnings  both  ways;  that 
is  to  say,  with  taxes  excluded  from  the  account  of  operating  expenses, 
and  also  with  the  taxes  included  in  that  account.  This  might  satisfy  the 
fears  of  the  railway  officials,  and  would,  so  far  as  I  can  see.  do  no 
possible  harm. 

-21  R.  R. 
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ANALOGY  OF  TAXES  TO  EXPENSES. 

There  is  a  sense  in  whicli  taxes  may  logically  be  regarded  as  an  expense. 
What  are  taxes?  Taxes,  so  far  as  they  concern  railroads,  are  a  charge 
which  railroad  property  pays  for  the  law  and  order  under  which  civil 
society  enables  them  to  conduct  their  business;  in  short,  it  is  what  the 
road  pays  for  the  maintenance  of  civil  government.  If  requisite  protect- 
ion to  the  property  and  business  of  a  railroad  company  were  not  furnished 
by  government,  or  if  we  could  suppose  a  railroad  to  be  operated  in  some 
land  witliout  governmental  protection,  then  it  would  be  necessary  for 
such  railroad  to  provide  its  own  police  protection  and  regulation,  such  as 
would  accomplish  for  it  the  end  which  is  now  reached  through  govern- 
ment. If  we  thus  suppose  a  railway  company  to  be  procuring  this  service 
for  itself,  we  can  see  the  resulting  outlay  would  come  strictly  in  the  form 
of  an  expense,  and  stand  upon  the  same  basis  as  the  wages  of  watchmen 
or  other  like  employes.  The  sum  paid  for  this  purpose  would  then  be  as 
much  an  "expense  of  operation"  as  clerk  hire,  or  the  salaries  of  trainmen. 
But  the  railway  companies  of  the  land,  in  common  with  others,  And  an 
agency  ready  establislied  which  secures  them  in  the  enjoyment  of  their 
property  and  franchises,  guarantees  them  the  right  to  perform  their 
functions  under  the  shield  of  law,  supplies  them  with  police  protection, 
affords  them  courts  through  wliich  to  enforce  their  contracts,  and  officers 
to  administer  the  laws  which  fix  their  duty  and  liability  to  the  public, 
and  the  duty  and  liability  of  the  public  to  them.  For  this  protecting 
agency  which  we  call  government,  the  railroads,  like  others,  pay  througii 
the  medium  of  taxes.  They  thus  in  substance  pay  for  a  service  rendered 
them;  and  looking  at  the  matter  from  this  point  of  view<  it  would  do  no 
violence  to  the  truth  of  the  case  if  the  certain  sum  so  paid  were  called 
an  expense  of  operation. 

Be  this  as  it  may,  however,  this  tax  is  a  sum  that  must  be  paid  and 
cannot  possibly  be  escaped.  Its  amount  and  its  payment  are  both  beyond 
the  volition  of  railway  officials.  It  is  a  burden  so  inevitable  that  its  very 
name  has  become  associated  in  the  public  mind  witli  death,  and  the 
phrase  "as  certain  as  death  and  taxes"  has  passed  into  common  speech. 
Why  then  should  this  known  and  inevitable  charge  not  be  deducted  as 
an  expense,  or  at  least  as  if  it  imre  an  expense,  when  computing  the  per- 
centage of  expenses  to  earnings  ? 

If  I  am  correct  in  my  understanding  that  what  is  desired  is  that  taxes 
be  deducted  from  earnings  before  making  the  computation  which  is  to 
show  to  the  world  what  per  cent,  of  earnings  are  paid  out  as  expenses, 
then  I  am  free  to  say  I  see  no  objection  to  the  suggestion  being  acc^'ded  to. 

AN     ADJUCATION. 

My  attention  has  been  called  to  certain  decisions  of  the  Supreme  Court 
of  the  United  States  which  give  an  interpretation  of  the  term  "net  earn- 
ings." The  case  of  the  U.  P.  R.  R.  Co.  vs.  United  iStntes.  !»!)  V.  S.  401'. 
arose  out  of  a  claim  made  by  the  Union  Pacific  K.  R.  Co.  for  cerfain 
services  alleged  to  have  been  "performed  for  the  governincnl.  The  act 
which  had  granted  certain  land  and  bond  subsidies  to  the  company  ])ro- 
vided  among  oth  r  things  that  "after  said  road  is  completed,  until  said 
V)onds  and  interest  are  paid  at  least  5  per  centrum  of  the  net  earnings  of 
said  road  shall  also  be  annually  applii>d  to  the  payment,  etc."  In  adjust- 
ing the  account  between  the  government  and  the  road  it  tlierefore  be- 
came necessary  to  determine  what  were  "net  earnings"  within  thu  mean- 
ing of  the  statute;  and  it  was  held  apparently  witliout  controversy  that 
the  item,  scheduled  by  the  company  under  the  tei'm  "General  Expenses 
(incUiding  taxes,)"  should  l)e  deducted  from  the  gross  earnings  in  order  to 
arrive  at  the  net  earnings  from  whicli  payment  to  the  government  was 
provided  Ijy  law  to  be  made.  Other  itiMus  of  the  sciiedule  of  expenses 
set  up  by  the  company  were  controverted.  Among  tlie  cont  I'ovcrted  items 
were  "interest  on  bonds,"  "sinking  fund  l)onds,"  and  otlicr  lik(>  charges: 
i)ut  the  item  designated  as  expenses  in  the  schcchile  furnislied,  and  whicli 


323 

was  stated  to  "include  taxes"  was  permitted  to  be  deducted  from  earn- 
ings without  question.  Tlie  decision  referred  to  was  later  aflfirmed  in 
other  cases  wiiich  I  need  not  quote.  These  cases  seem  to  establish  as  a 
proposition  of  law  that  "'net  earnin<?s'"  must  be  found  by  deducting  taxes 
with  other  operating  expenses. 

I  know  it  may  be  thought  this  is  not  a  question  to  be  settled  by  legal 
precedents.  If,"  however,  we  regard  it  as  a  question  to  be  solved  by  con- 
siderations of  public  policy  alone,  it  must  still  be  remembered  that  that 
is  never  a  sound  public  policy  which  does  not  tend  to  establish  justice. 

Not  further  to  extend  this  letter,  which  has  already  been  made  much 
too  long,  ray  conclusion  is  that  it  is  proper  and  right  to  deduct  taxes 
along  with  opei'ating  expenses,  whether  calling  them  by  the  technical 
name  '"expenses"'  or  not,  from  the  earnings,  before  calculating  the  per- 
centage of  operating  expenses  to  earnings:  and  I  assent  still  more  heartily 
to  the  proposal  to  abandon  the  present  attempted  apportionment  of  ex- 
penses between  the  two  branches  of  passenger  and  freight  service. 

I  have  not  attempted  to  here  present  all  the  considerations  which  have 
occurred  to  me  in  the  progress  and  as  the  result  of  our  investigations  had 
upon  these  important  questions.  I  doubt  not  other  views  yet  more  con- 
clusive than  any  I  have  given  will  occur  to  the  minds  of  my  brethren  of 
the  Committee,  and  be  embodied  in  the  report  which  you  present. 

I  authorize  you  to  attach  my  signature  to  any  report  you  prepare  which 
embodies  substantially  the  views  herein  expressed. 

Again  expressing  my  regret  at  being  unable  to  meet  with  the  Committee 
and  with  the  Conference  of  Railway  Commissioners,  and  heartily  wishing 
that  both  meetings  may  prove  as  pleasant  as  profitable,  I  remain, 

Very  truly  yours, 

Signed  :  IssAC  N.  Phillips. 
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Officers  and  directors  of 115 

Leave  to  cross 241 ,273. 290 

Louisville  &  Nashville  Railroad  Co.,  operating  Southeast  &  St.  Louis  Railway- 
Officers  and  directors  of 133 

Louisville,  Evansville  &  St.  Louis  Consolidated  Railroad  Co.— 

Officers  and  directors  of 134 

M 

Michigan  Central  Railroad  Co.— 

Officers  of 134 

Directors  of 135 

Mississippi  River  Bridge  Co — 

Officers  and  directors  of 104 

Mobile  &  Ohio  Railroad  Co.,  operating  St.  Louis  &  Cairo  Railroad- 
Officers  of 135 

Directors  of 136 

N 

New  York.  Chicago  &  St.  Louis  Railroad  Co.— 

Officers  and  directors  of 136 

Northern  Pacific  Railroad  Co.  {Lessee  Wisconsin  Central  Lines)— 

Officers  of 137 

Directors  of 138 


O 


Ohio  &  Mississippi  Railway  Co. 
Officers  and  directors  of  — 


P 

Passenger  and  freight  traffic  in  Illinoi.s 9,58,59 

Passenger  train  service 288 

Pawnee  Railroad  Co.— 

Officers  and  directors  of 139 

Pennsylvan  a  Co.— 

Officers  of 139 

Peoria  &  Bureau  Valley  Railroad  Co.— 

Officers  of 118 

Directors  of 119 

Peoria  &  Eastern  Railway  Co.— 

Officers  of 12i 

Directors  of 122 

Peoria  &  Pekin  Union  Riiilway  Co.— 

Officers  of HI 

Di rectors  of 1 42 

—22  R.  R. 
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Peoria,  Decatur  &  Evansville  Railway  Co.— 

Officers  and  directors  of 142 

Petition  to  determine  place  of  crossing 236 

Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis  Railway  Co.— 

Officers  and  directors  of 143 

Pittsburgh,  Fort  Wayne  &  Chicago  Railway  Co.— 

Officers  and  directors  o" 140 

Prosperity  of  the  past  year 14 

Protection  to  crossing 242, 278. 294, 313 

Q 

Quincy,  Alton  &  St.  Louis  Railroad  Co.— 

Officers  and  di'ectors  of 115 

Quincy,  Omaha  &  Kansas  City  Railway  Co.— 

Officers  of /. 144 

R 

Railroads  incorporated  during  the  year  ending  June  30, 1802 15-5 

Railroad  officials 97  to  154  inclusive . 

Rails,  ties,  ballast  bridges,  etc.,  in  Illinois 12,78  to  85  inclusive. 

Railway  accounting 816 

Railway  capital 4,28  to  31  inclusive. 

Railway  safety  applian:'es  in  the  kingdom  of  Great  Britain 209 

Rock  Island  &  Peoria  Railway  Co.— 

Officers  of 144 

Directors  of 145 

Rules  governing  inspection  of  gi-ain 192 

Rules  for  the  government  of  the  committee  of  appeals 202 

Rules  for  the  government  of  the  assistant  inspectors  and  helpers., 204 


St.  Lo'jis,  Alton  &  Springfiel  I  Railroad  Co.— 

Officers  and  directors  of 145 

St.  Louis,  Alton  &  Terra  Haute  Railroad  Co.— 

Officers  of 145 

Directors  of 146 

St.  Louis  &  Chicago  Railway  Co.— 

Officers  of 117 

St.  Louis  &  Eastern  Railway  Co.— 

Officers  and  directors  of 149 

St.  Louis  &  Peoria  Railroad  Co.— 

Officers  of 149 

Dii ectors  of 150 

St.  Louis  Bridge  Co.— 

0  fficers  of 150 

Directors  of 151 

St.  Louis,  Rock  Island  &  Chicago  Railroad  Co.— 

Officers  and  directors  of 116 
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St.  Louis  Southern  Kailroad  Co.— 

Officers  and  directors  of 148 

St.  Louis,  Vandaiia  &  Terre  Haute  Railroad  Co.—  • 

Officers  and  directors  of 1.51 

Soutli  Chicago  Raih-oad  Co.— 

Officers  and  directors  of 120 

South  Chicago  &  Southern  Railn  lad  Co.— 

Officers  and  directors  of 141 

Statistical  tables 21  to  95  inclusive . 

Switching  cars 265,307 

Claims  of  extortion  for  switching 238 

T 

Tabulated  statistics 3 

Taxes  paid  in  Illinois  in  1890,  IS'.tl,  1892 14,92.93 

Terminal  Uailroad  Association  of  St.  Louis- 
Officers  and  directors  of 150 

Terre  Haute  &  Peoria  Railroad  Co.— 

Officers  of 151 

Directors  of 152 

The  Belt  Railway  Co.  of  Chicago- 
Officers  and  directors  of 102 

The  "J.  S.  E.  Line" 15 

The  Mississippi  River  Railroad  and  Toll  Bridge  Co.— 

Officers  and  directors  of 101 

Toledo,  Peoria  &  Western  Railway  Co.— 

Officers  and  directors  of 152 

Toledo,  St.  Louis  &  Kansas  City  Railroad  Co.— 

Ol'ficers  and  directors  of 153 

Train  service— correspondence  thereto 3ut; 

W 

Wabash  Railroad  Co.— 

Officers  of 153 

Directors  of 154 

Wabash,  Chester  &  Western  Railroad  Co.— 

Officers  and  directors  of 154 


HE 


